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REDUCED MILEAGE RATES. 

The traveling men, as told elsewhere, are criticising 
the railroads for fighting the decision of the Commission 
in the interchangeable mileage book case and are or- 
ganizing to induce Congress to enact legislation that 
will compel the railroads to sell the reduced rate books. 
The traveling men have a right, and so have their em- 
ployers, to fight for lower fares, but neither is wise in 
doing it without knowing the facts, and neither has the 
right, in doing it, to misrepresent the truth. 

The fact is that the best thought on the subject— 
not disputed by the Commission—is that the reduced 
fares ordered by the Commission would deplete the 
revenues of the carriers by some sixty million dollars a 
year. To do this would be poor judgment on the part 
of business for the sake of saving a little money on the 
mileage of its traveling salesmen. The interest of busi- 
ness is to have the railroads function properly. This 
they cannot do if they are not permitted to earn ade- 
quate revenue. The salesmen themselves need not care; 
they do not pay their own expenses, usually. They may 
have a little vital interest on the theory that, if travel- 
ing expenses are too heavy, the number of salesmen will 
be reduced, but the number of salesmen will also be 
reduced if the transportation machine fails to function 
effectively. 

As to misrepresentation of the facts, the traveling 
salesmen make it appear that Congress ordered a reduc- 
tion in fares and the railroads are refusing to comply. 
This is not true. The majority of the Commission, to 
be sure, did order a reduction on the theory that that 
was what Congress wanted, but, as we pointed out at 
the time, and as pointed out by minority members of 
the Commission in dissenting opinions, Congress did 
not order a reduction, but merely ordered the Commis- 
Sion to investigate the subject of this kind of inter- 
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changeable mileage ticket and prescribe just and reason- 
able rates. If it had meant to order a reduction it could 
have said so. There was no reason in the world, in our 
opinion, why the Commission would not have been 
justified, as far as the act of Congress was concerned, 
in finding, after investigation, that there ought to be no 
reduction. And even if it interpreted the law as an 
expression of the will of Congress that there should be 
some reduction, it need not have made a twenty per 
cent cut at a time when the need of enabling the carriers 
to earn an adequate revenue was so apparent. 

There is nothing especially important about the ex- 
pressed opinion of the traveling salesmen—it is merely 
the effort of men to get something they want for them- 
selves, with the usual disregard for and ignorance of 
the consequences to others—except that they are power- 
ful politically and their efforts, effective in the past to 
get the present direction to the Commission enacted, 
may result in a mandate from Congress impossible for 
the railroads to oppose with success. Railroad rates do 
not belong in politics. We regret that the traveling 
salesmen have taken them there and that their em- 


ployers have been so shortsighted as to permit them 
to do so. 


RE-BIRTH OF THE RAILROADS. 

Many are the plans, general and specific, offered 
for the benefit of the railroads, both by their friends— 
or the friends of good transportation—and by those 
who, out of ignorance or political interest, may be 
classed as railroad baiters. We ourselves have given 
advice frequently, some of it, we know, good, and some 
of it, perhaps, bad, but all meant to be constructive. We 
have published the advice and suggestions of others 
also, much of it bad and not offered with good intent, 
and some of it undoubtedly good. That there is so 
much constructive advice offered by persons not in the 
railroad business but interested in it as users of the rail- 
roads or as serious students of the problem for the pub- 
lic good, is a healthy sign—a sign that thinking per- 
sons have passed the time when it was thought profit- 
able merely to find fault with the railroads for their 
mistakes and to accuse them of all kinds of nefarious 
designs, and have reached a stage where co-operation 
and education are recognized as remedies. 

Much of the advice as to how to run their affairs 
is, of course, worthless to the railroads, who have con- 
sidered for a long time, perhaps, some of the things that 
are offered as new by their advisors; on the other hand, 
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MOBILE & NORTHERN RAILROAD 


AND CONNECTIONS 





SHIPPING //|o&* 
via G. M. & N.R. R. 


insures efficient handling by.means of fast and regularly 
maintained schedules between Northern, Eastern, West- 
ern, Mississippi Valley, Southwestern and Pacific Coast 
Territories. 


Daily Thru Merchandise Car Service from Chicago, St. 
Louis and Memphis (with weekly Refrigerator Cars from 
Chicago) to Meridian, Laurel and Mobile, provides for 
the quick handling and distribution of less carload freight. 





Import, Export and Intercoastal traffic via New Or- 
leans, Gulfport and Mobile given special attention, result- 
ing in uninterrupted movement to and through the ports. 


Information giving forwarding and delivery at junc- 
tions, arrival at destination and clearance from ports, 
promptly and cheerfully furnished upon request. 


TRAFFIC AGENCIES: 


Chicago, IIl. Kansas City, Mo. 

E. L. Mountfort, A. T. M. W. H. Askew, D. F. A. 
Detroit, Mich. Pittsburgh, Pa. 

A. J. Besselo, D. F. A. W. K. Young, C. A. 
St. Louis, Mo. Memphis, Tenn. 

W. O. Lewis, D. F. A. M. Lamon, D. F. A. 
Los Angeles and San Francisco New Orleans, La. 

M. F. Smith, P. C. A. J. O. Gaither, D. F. A. 


Mobile, Ala.—W. R. Butler, D. F. A. 


J. A. JACKSON, Asst. Traffic Manager 
(In charge of Imports and Exports) 


“THE ROAD OF SERVICE 





Are You Prejudiced? 


It is fact that the forwarding business has been much maligned, 
and only too often with good reason. 


You who read this may hold prejudice engendered by some un- 
satisfactory experience. 


By which you are deprived of the money-, time- and trouble- 
saving services of a reputable forwarding company. 


No flock can be bred without some black sheep. No field of 
activity, especially if it be new, can be kept clear of the inexperi- 
enced, the poorly equipped, or the unscrupulous. 


More than twenty-three years of steady growth, 25,000 names 
of satisfied users of our service upon our books, an assured 
volume of traffic as a guarantee of dependable service, and con- 
sistent adherence to Statler’s famous policy all give pledge of 
responsibility. 


Open-minded investigation of Trans-Continental Service invari- 
ably leads to mutually pleasant transactions. 


Trans-Continental Freight Co. 


Genereral Offices: 203 South Dearborn St., Chicago 
Eastern Offices: Woolworih Build!ng, New York 


Boston Old South Blig. enver 1700 F:fteenth St. 

Butel is ——_ Sueee — Anawes PD net! esa = i. 

‘ iladelphia rexe g. an Franc.sco onadnoc g. 
‘A Service Which Is Cincinnati Union Trust Bldg. Seattle L. C. Smith Blig. 
Differ ent Cleveland Hippodrome Bldg. Portland, Ore. 13th and Kearney Sts. 


Write the Nearest Office. 
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there is no doubt but that the railroads are antiquated 
" in some of their methods and that advice from outsiders 
of ability and power of observation ought to be helpful. 
We have in mind a series of suggestions to the railroads 
that have just come from the Bush Terminal Traffic 
Council. 

Speaking at a meeting recently of the traffic council 
of the Merchants and Manufacturers Association of 
Bush Terminal, Brooklyn, A. B. Collins, a director of 
the association and advisory member of the executive 
committee of the council, eastern representative of the 
Stockham Pipe and Fittings Company, of Birmingham, 
Alabama, pointed out that one of the first public acts 
of the council should be to go on record as prepared to 
co-operate with and support the railroads in their efforts 
to recover from government control. He introduced a 
paper which, he said, had been prepared originally at 
the suggestion of a prominent railroad executive, fol- 
lowing an informal conference and exchange of ideas 
as to how best the railroads could set about resuming 
their natural position in the forefront of American indus- 
try. At the request of the official’ referred to, he said, 
this program for the re-birth of American railroads was 
placed in the hands of several leading railroad men, who 
evinced their interest in the suggestions. Among them 
were E. E. Loomis, president of the Lehigh Valley Rail- 
road and chairman of the Eastern Presidents’ Confer- 
ence; Samuel M. Felton, president of the Chicago Great 
Western and chairman of the Western Railways’ Com- 
mittee on Public Relations; W. W. Atterbury, vice- 
president of the Pennsylvania Railroad; C. H. Mark- 
ham, president of the Illinois Central Railroad, and T. C. 
Powell, vice-president of the Erie Railroad. 

It was Mr. Collins’ thought that railroad officials 
generally would study this program fostered by the asso- 
ciation of industrial concerns in the Bush Terminal ; 
that these concerns, representing a capital investment 
of millions of dollars, employing about 40,000 workers, 
operating in close proximity to each other and depend- 
ing on the same facilities for the conduct of their busi- 
ness, constituted as large a group of revenue producing 
shippers as could be found in such an area anywhere in 
the United States; the total tonnage shipped and re- 
ceived by them annually through the Bush Terminal 
section reached enormous figures, and, as shippers and 
receivers of freight, theirs was a vital interest in cur- 
rent railroads affairs; embargoes, poor equipment, 
strikes,. inadequate operating forces, usually meant 
higher living costs, increased manufacturing overhead, 
delays, troubles, disputes, idleness, etc., and the memory 
of lost business and good will due to the shopmen’s 
strike was still fresh in the minds of all manufacturers. 


He thought it up to the railroads to inaugurate 
some new and far-reaching, constructive program of 
their own that would win the confidence and esteem of 
the public and that they would make no mistake in 
accepting the offers of the allied Bush Terminal inter- 
ests to aid, through the medium of the traffic council. 
Attended, as it would be shortly, by a majority of the 
traffic managers and shipping clerks of more than 325 
business units, its activities and deliberations, he 
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thought, would have a good influence on the railroad 
and traffic situation, not only of the Bush Terminal dis- 
trict, but of Greater New York and the country at large. 
He said that the privilege would be accorded to the 
railroads of having their executives and representatives 
of various departments participate in the sessions of the 
council and of “selling” the railroads on the basis of 


new service features, extra equipment, added facilities, 
expedited car movements, etc. 


Nowhere else in the country, as far as he knew, he 
said, was it possible for the railroad officials to meet so 
many men who handle the essential life-blood of the 
carriers—namely, revenue producing freight and ex- 
press—under the same auspices as existed in the traffic 
council of the Merchants and Manufacturers Association 
of Bush Terminal. Here the $18 a week shipping clerk, 
who received little recognition in the large traffic clubs 
and business bodies, but who was typical of thousands 
of shippers throughout the country, many of them the 
traffic managers of tomorrow, would, he said, meet on 
equal footing with the $10,000 a year traffic manager 
and the owners and officers of large and small busi- 
nesses. Around a common council table they would 
formulate plans and develop ideas that would help ma- 
terially in one productive and fertile locality at least, in 
the railroads’ efforts at rehabilitation. If other mer- 
chants and manufacturers of the country, and the or- 
ganizations of which they were members, would actively 
Support the program. of their Bush Terminal brothers, 
Mr. Collins thought: that a movement able to do im- 


mense good for the railroads would be successfully 
launched. 


The paper submitted by Mr. Collins to the traffic 
council, was as follows: 


Principles for the Re-Birth of American Railroads 

Romance—Put romance back into the railroads or, rather, 
back into the railroad men and the public. Shake off the 
lethargy of routine. Cause the railroad rank and file to look 
upon the transportation business as their own. Not Defensive 
Loyalty but Aggressive Enthusiasm. Encourage individual ef- 
fort. Make more and better goals. Restore morale to lead com- 
— business. Discard those who feel pensioned in their 
obs. 

Aim—Not “back to normal” (pre-war), but to what should 
have been 1923’s normal based on 10-years’ progressive develop- 
ment; electrification, improved facilities (particularly terminal), 
dustless traveling and the many features needed to bring the 
— industry abreast of motor, aviation and electrical 
efforts. 

Publicity—Talk Prosperity, not Poverty. Create public 
sentiment so strong that it will sweep restrictive regulation 
from the path. 


Advertise freely as a fixed selling expense. Establish or 
encourage attractive magazines of travel. 

Enlighten the public through its youth in the schools with 
contests, essays, maps, schedules, etc. 

Select, encourage and develop speakers, orators, statisti- 
cians from railroad staffs and ranks to attend and address con- 
ventions, meetings, etc. 

Salesmanship—Sales representatives 
soliciting freight or passenger agents. Sell Transportation like 
other commodities. Develop and weld railroad salesmanship 
and enthusiasm in all departments, co-operatively and nation- 
ally. 

Labor Unions—Support their legitimate aspirations and en- 
list them in the forward movement to insure the continued 
prosperity of their members. Make salesmen of them too. 

Civic Affairs—More active participation by railroad men in 
chamber of commerce, Rotary and Kiwanis clubs, public meet- 
ings. 

r Industrial Traffic Managers—lInstill the doctrine that traffic 
managers should not rest their profession on the dollars and 
cents they may save (?) their companies by obtaining rate re- 
ductions and cheaper packing regulations, etc., but to co-oper- 


instead of merely 
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ate with the carriers for Quick, Dependable and More Profitable 
transportation that will save for their companies the Expense 
of Poor Transportation and will reflect to them an enlarged 
railroad purchasing power so essential to national prosperity. 

Commercial Travelers’ Associations—Stress the need of 
adequate compensation to, and full co-operation with, the roads 
by the traveling men who freely patronize them and require so 
much more of them than do the intermittent travelers. 

Passes—Encourage intelligent traveling by employes to 
broaden their geographic knowledge and afford closer contact 
with the traveling public. 

Economy—Cries for economy overdone. Railroads always 
have been economical as compared with other industries. Con- 
tinual cries for economy have undermined the confidence of 
railroad men and cheapened them. 

Rates—Avoid the attitude of Living Down to Low Rates 
or averages. Good transportation must cost proportionately 
well 

Railroad Stocks and Bonds—Make them second only to 
government securities. Seek wider distribution, particularly 
among employes, who should be recorded and recognized. 

Organization—Advisory committee of executives, with skel- 
eton organization and local committees throughout the country 
composed of picked men from railroad personnel. Committees 
and representatives in all sections to have proper liason with 
headquarters clearing house, to encourage initiative and avoid 
duplication. { 


The members of the executive committee of the 
traffic council of the Merchants and Manufacturers Asso- 
ciation of Bush Terminal are: A. J. Hartmann, chair- 
man; Bertram Obst, Jas. A. Ward, R. S. Dox, Spencer 
E, Hughes, A. B. Collins (advisory), and Frederick W. 
Rice, executive secretary of the association. The offi- 
cers and directors of the association lending its support 
to the policies of the traffic council are: Louis Nie- 
banck, of the Cracker Jack Company, Inc., president; 
Henry Nias, of the Public Service Cup Company, vice- 
president; G. E. Donnell, of the Baeck Wall Paper 
Company, treasurer; James P. Boohecker, of the Beech- 
Nut Packing Company, director; George E. Gambier, 
of V. Vivadon, Inc., director; Frank L. Cheek, of the 
Cheek-Neal Coffee Company, director; A. B. Collins, of 
the Stockham Pipe & Fittings Company, director; W. J. 
Fisher, of the New York Telephone Company, director ; 
Livingston Fountain, of Mounting & Finishing Com- 
pany, director; Robert R. Gerstner, of the Oil Products 
Company, director; Ferdinand Gutman, of Ferdinand 
Gutmann Company, director; Daniel W. Janover, of S. 
Gumpert and Company, director; Conrad Ross, of the 
American Can Company, director; W. J. Sharp, of Sef- 
ton Manufacturing orporation, director; James H. Wil- 
cox, of Farron S. Betts, director. 


FREIGHT RATES ON GRAIN 


(Urbana, Ill., Courier, July 19) 


If you are to believe the LaFolettes, the Smith Brookharts, 
and the Magnus Johnsons, the farmer’s troubles would be for- 
ever solved if his freight rates were reduced. None of these 
“Voice of the People” ever voices his voice without alluding to 
this stumbling block in the road to prosperity of the farmer, 
and the impression gained from their chatter is that with robber 
freight rates eliminated the farmer would be leaving behind 
Henry Ford or a common plasterer in the race for wealth. 


Looking up the old files of the Courier the market reports 
showed that on June 30, 1922, cash wheat in Chicago brought 


$1.15, and on the same date this year it sold for $1.05. The 


freight rate had not been changed during that period, and the 
fluctuation during that year was greater than even the wildest 
eyed demagogue proposes to cut freight rates. In other words, 
if freight rates had been cut in two this summer the farmer of 
Illinois having wheat to sell would still get less for his product 
than he would have a year ago. 

But since June 30, freight rates remaining constant wheat 
has continued to become “more worthless.” Instead of being 
worth $1.05 in Chicago, yesterday it brought $1.01 and the day 
before less than a dollar. What freight alteration can you sug- 
gest that would have saved the farmer this sharp loss within 
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twenty days? If it is excessive freight rates that are principally 
to blame, what kind of adjustment would you suggest in rates 
that would permit the farmer even to hold his own as to wheat 
prices in the light of what has occurred this month? 


Then there is corn. What would you say the effect of freight 
rates was on that product? On June 30, 1922, cash corn sold in 
Chicago at 63 cents. A year later the quotation was 81 cents. 
During that year, with freight charges remaining the same, 
wheat declined 10 cents a bushel in price, and corn improved 19 
cents. If the decline in wheat price is due to the freight rate, 
why not also grant that the gain in corn price is chargeable to 
the same influence? 


Yesterday corn sold for 86 cents a bushel in Chicago, a gain 
of 5 cents since June 30, while the freight rate never budged. 
Would you consider freight rates a determining cause in that 
increase in value? If your answer is no, why then would you say 
that it helps to shove down the price of wheat. How can a freight 
rate work in opposite directions at the same time? 

Or would you say that the carn farmers had joined in a con- 
spiracy with Wall Street to boost the price of their products, 
and to cut the throats of the wheat farmers? 

How else do you explain the strange but significant fact that 
the corn farmer is seeing the value of his product increase, while 
his wheat-growing neighbor is in despair as his prices sink lower 
and lower? 

Surely wheat and corn farmers operate under the same 
governmental statutes. We have heard of no discrimination in 
these laws for or against either. If man-made laws control the 
sitiuation, wheat and corn should go up or go down together. 
Instead of that we have the spectacle of one becoming worthless 
and the other priceless. 

We do not pretend to know much about the equity of freight 
rates. Whenever we pay for freight we are sure we are paying 
too much. But we also think the same about coal and labor in 
the back room, and ham and eggs, and caddie fees, and golf 
balls and gasoline. It may be that freight rates on grain are 
unnecessarily high, and that in fairness they should be reduced. 
We argue neither for nor against this supposition. 

Our contention is that freight rates are not the controlling 
element in the prosperity or the poverty of the farmer. Market 
fluctuations are ten times as effective for good or evil as freight 
rates. 

If the Champaign county farmer a year ago could have 
shipped his corn to Chicago for-nothing, the price he would have 
obtained for it would have been at least 10 cents a bushel less 
than he can get for his corn at his elevator today. If he had 
free transportation for his wheat to Chicago today, he could not 
get any more for it than he could have received a year ago in 
Chicago after paying the freight. 

Yet, the LaFollettes, the Brookharts and the Magnus John- 
sons are riding into office on a whoop and hurrah campaign in 
which the farmer is to get relief from the oppression of the 
railroads. Boys, the railroads may be guilty of all the mean 
things said about them, but the real nigger in the woodpile is 
something entirely different. Crucifying the railroads or shoot- 
ing them at sunrise or turning them over to government oper- 
ation will not alter the fact that wheat went down 10 to 15 
cents a bushel in a year and corn went up approximately 20 to 
25 cents in the same time, and under precisely the same trans- 
portation conditions. 


To explain this circumstance you will have to drag in some 
element other than transportation rates and malevolent Wall 
street conspiracies. For neither Wall Street nor the railroad 
loves the corn farmer better than the wheat farmer, and either 
would get as much joy out of plucking the one as the other. 


There is a villain at large oppressing the farmer, but at 
present Wall Street and the railroads have an unimpeachable 
alibi. 


L. & N. SECURITIES 


The Louisville & Nashville has applied to the Commission 
for authority to issue $15,862,000 of 5 per cent series B first 
and refunding mortgage bonds in exchange for a like amount 
of 51% per cent series A bonds now free in its treasury. The 
company said a change in financial conditions now made it 
advantageous to sell 5 per cent bonds instead of 5% per cent 
bonds. It asked authority to sell $14,000,000 of the proposed 
issue to provide funds for roadway and equipment and to 
restore its working capital. It said it had sold the bonds to 
J. P. Morgan & Co., subject to the approval of the Commission, 
at 93, less on amount equal to the interest on the principal 
amount of the bonds at the rate of 5 per cent per annum from 
September 5 to October 1, 1923, it being understood between the 
company and J. P. Morgan & Co. that such interest would be 
reallowed by the Morgan company to the purchasers of the 
bonds from it on the public offering. 

The company also asked permission to issue and sell 
$6,000,000 of 5 per cent equipment trust certificates to J. P. 
Morgan & Co., the proceeds tg be applied on the purchase of 
36 locomotives, 2,300 coal cars and 51 passenger train cars 
at a total cost of $7,624,139.84 


Sea morrow octot + fd 


a ee i, ie ee 





SS 


ht 
ng 


olf 
ire 
2d. 


ng 
cet 
ht 


ve 
ve 
aSS 
ad 
10t 


hn- 


the 
an 

is 
ot- 
er- 


to 
ns- 


me 
all 
ad 
her 


ble 


ion 
irst 
unt 
rhe 
» it 
ent 
sed 
to 
- to 
ion, 
ipal 
rom 
the 
be 
the 


sell 


> of 
ars 


September 1, 1923 









Current Topics 
in Washington 


To Tell It to Congress First—Calvin Coolidge is loquacious 
—about things concerning which he desires to talk. This, how- 
ever, does not embrace the things about which he expects to 
address Congress. He will follow the example of the early 
presidents—that of speaking with Congress, face to face— 
followed by Wilson and Harding. That much he has made free 
to say. As to the things he will advise Congress to do, Con- 
gress is to be the first to hear about them. It has been authori- 
tatively set forth that his experience with the legislature of 
Massachusetts, of which he was a member before he became 
governor, was that, if a bill was a wise one, it would be passed 
and if unwise it would die; also that it was not necessary for 
the executive to resort to “severe suggestions,” otherwise big- 
sticking, in behalf of proposed legislation. “Severe suggestion” 
is the Coolidge synonym for coercion, otherwise known as bull- 
dozing, browbeating, or telling Congress where to “head in,” 
first tried by Grover Cleveland and repeated by Theodore Roose- 
velt, with a large measure of success, and by Woodrow Wilson, 
with a considerable measure of unsuccess, as indicated by 
Lord Birkenhead in the lady-like address that aroused the ire 
of one of the former President’s admirers. * Grover Cleveland 
seldom, if ever, told anything about the views he intended to 
lay before Congress. But, when he had performed his consti- 
tutional duty, he followed it up with what President Coolidge 
might denominate “severe suggestions.” \ Coolidge has made it 
a point to allow to become known his view that Congress should 
be the first to hear what he has to suggest in the way of legis- 
lation. His frowning on “severe suggestions” by the executive 
is taken to mean that, when he has given the advice the Con- 
stitution directs him to give, he will rest on the assumption 
that Congress will also observe the mandate the Constitution 
lays on it to legislate for the general welfare. Some of his 
predecessors proceeded on the assumption that Congress was 
a mule, to be coaxed on some occasions and driven most of 
the time. This objection by Coolidge to resort to the big stick, 
or to give air to views to be later unloaded on Congress, may 
be taken, it has been suggested, as a complete explanation as 
to why he has not said a word about the matters on which some 
have thought there should be legislation at the coming session 
of Congress—as, for instance, compulsory consolidation of rail- 
roads. The point of the matter, regardless of the inferences 
and impressions, is that Calvin Coolidge, when he talks with 
Congress, will do it the honor of making it the first recipient 


of what he has to say on subjects he thinks require legislative 
attention. 





Storm Signals Flying.—In the estimation of those who op- 
posed the reductions in the rates on copper bullion and green 
coffee, recently permitted by the Commission, each declination 
should have been followed by the setting of a storm signal on 
the parapets of the Commission building to warn those inter- 
ested in the retention of Section 15-a that a blow might come 
from that refusal. It may also be set forth that those who 
favored the reductions, to a large extent, believe that larger 
signals would have been required had the Commission voted 
a suspension. The thought of the former is based on the as- 
sumption that, when the farmers find out that copper bullion 
is being carried from the Rocky Mountain region to the Atlantic 
seaboard for about five mills a ton-mile, on a 50,000-pound mini- 
mum, they will wonder why rates on wheat are so high, and 
why, when the carriers cut rates on a commodity that moves 
in infinitesimal quantities in comparison with wheat, the commis- 
sion cannot suggest that it is more important to think of wheat 
than of copper. A rate man, of course, could tell them that 
wheat does not move to Pacific ports for carriage to the east, 
via the Canal, and that, therefore, there is none of the com- 
petition that forced the reduction of $4 a ton, maximum, in 
the rates on copper. Yet, it is suggested, the carriers to the 
Gulf ports, when an incipient rate war was started on grain, 
were ordered to stop that foolishness. They were not per- 
Inhitted to sacrifice their revenues. The answer to that is that 
the competition was between railroads, all under the control 
of the Commission, while the competition on copper is between 
the Western Pacific and the intercoastal lines in one combina- 
tion, and the all-rail carriers to the east on the other, not all 
the parties to which are under its control. Yet it has been 
Suggested that the Commission could have forced the Western 
Pacific and all the other interested railroads to gather around 
the table and agree on rates that would have resulted in an 
equitable division of that bullion traffic, as between them, with 
the railroads raising their rates as the intercoastal lines re- 
duced theirs, so as always to keep the rates with about equal 
Pulling power. As the matter now stands, the products of the 
8melters will begin moving east all-rail again and the Western 
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Pacific will have to consider what it may do to recover some 
of the traffic that will be taken from it by the reduction in the 
all-rail route rates to the east. 





Consolation for Southern Traffic Men:—Those southern traf- 
fic men who are inclined to believe that the Commission nearly 
forestalled its decision in the pending southern class rate in- 
vestigation when it recently allowed rates made percentage of 
some classes to go into effect on six commodities, will probably 
read its decision in No. 14095, Carnation Milk Products Com- 
pany vs. Ahnapee & Western, published in another part of this 
issue, with a good deal of satisfaction. In that decision it 
reiterated, at considerable length, that “the peculiar conditions 
surrounding commodity rates negative the presumption of a 
necessarily close percentage relationship between classes and 
commodities.” The southern men, however, have looked askance 
at the commodity rates that grew out of the rate situation in 
which I. and S. No. 1303 was one of the manifestations. As a 
rule, they have not been able to get it out of their heads that 
the commodity rates that finally were allowed to become oper- 
ative were based on a relationship to the average class rates 
that were used as a base in figuring the rates suspended in 
I. and S. 1303, and then later, when some changes had been 
made, allowed to become operative. Hardly any one can agree 
with his neighbor as to the facts regarding the commodity rates 
that were put into operation in Mississippi Valley territory. 
However, it is a fact that southern traffic men, as a rule, believe 
the commodity rates were figured out on the basis of a per- 
centage relationship to the class rates. Therefore, when those 
rates, modified somewhat, were extended to the southeast and 
to Carolina territory on the six commodities against which a 
great mass of protesting material was filed, they believed and 
are inclined still to believe, that the Commission was giving 
aid and comfort to the carriers in the class rate investigation 
in which suggestions of commodity rates made, as they claim, 
on the basis of a percentage relationship between classes and 
commodities, were prominent. 





Government by Contrarities—When the government, through 
the Interior Department, sold a lease to coal lands in Alabama 
on the condition that the buyer of the lease spend $75,000 in 
three years to develop mines, notwithstanding the Commission’s 
declaration about there being too many mines, it was not show- 
ing itself in a new light.. Every day, almost every hour, the 
government starts after some business man for following an 
admonition to do something that is contrary to an admonition 
not to do it. The anti-trust law, enacted in 1887, it has been 
pointed out, carries within itself the seed of contradiction. It 
forbids combination. The theory underlying the prohibition is 
that competition is the desirable end to be sought by the gov- 
ernment. Yet when a powerful company competes to the point 
of running its competitors ragged, out comes the government 
rod and that company is accused of competing so hard because 
it desires a monopoly. Monopoly has had the major curse of 
government on its head ever since the granting of monopolies 
ceased to be a source of income for an autocratic king. But, 
when the government starts into business, it usually orders 
everybody else out of it, as, for instance, in the carrying of 
letters, which was a private business long before the king 
thought of going into it. Competition is the foundation theory 
of the Sherman law of 1887. Under the Newlands law, com- 
petition by a big company that makes its prices the same as 
those of a competitor in a particular area where the competitor 
chooses to start something, but refuses to reduce its prices 
where there is no competition, is counted an unfair method 
of competition. The man who said the law was an ass was 
careful about his language. What he probably really thought 
was that, when government undertook to deal with business 
matters, it had much less sense than the much abused ass. 





Why the Long Consideration?—Inquisitively inclined per- 
sons who have read the Commission’s report on No 13180, E. A. 
Tovrea & Co. et al vs. Director-General, one of the complaints 
disposed of within the week, are wondering how it came the 
Commission held that case under consideration from February 
20, 1922, when it was argued, until July 20, 1923—a year 
and five months. On its face it does not seem a complicated 
matter, except, possibly, on the technical objections raised in 
behalf of the Director-General about the adequacy of what the 
complainants called their complaint. It was the unanimous 
decision of Commissioners Hall, Campbell and Cox, the first 
an extremely careful man when any of the technicalities of 
the law are brought forth. The Director-General had as his 
defenders Fred H. Wood, James R. Bell, John F. Finerty, Alex- 
ander M, Bull, the fast-talking C. W. Durbrow, Elmer Westlake 
and Frank B. Austin—enough, in all conscience, to scare the 
commissioners if they did not know them so well. They alleged 
that the only issue was as to whether the rates assessed were 
“authorized.” They objected to a consideration of their rea- 
sonableness because, they solemnly averred, the complaint did 
not raise the question of their reasonableness. An ordinary 
man, probably, even as the commissioners did, would have said 
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that the issue of reasonableness was raised distinctly when 
the complainants said “that by reason of the facts stated in 
the foregoing paragraphs, complainants have been subjected to 
the payment of rates and charges * * * which were unjust 
and unreasonable.” Apparently, however, it took the commis- 
sioners a year and five months to make up their minds, not 
only that the issue was raised, but that it was proved that the 
rates were unreasonable and the complainants were entitled 
to a return of some of their money. A, E. H. 


TRAVELING MEN FIGHT RAILROADS 


The traveling salesmen of the country, as represented by 
the National Council of Traveling Salesmen’s Associations, with 
headquarters in New York, are sounding a discordant note in 
the otherwise more or less harmonious effort among persons 
who deal in transportation, on one side or the other, to bring 
about a railroad situation that will assure the carriers an ade- 
quate return on their investment and the shippers, therefore, 
the adequate service that might be expected to result from such 
a situation. Passenger fares are the especial object of attack 
by the traveling men. A bulletin put out this week by the 
National Council says: 


Severely taking issue with the officials who recently called on 
President Coolidge and who were quoted in news dispatches as “‘rep- 
resenting various business organizations,’ the National Council 
of Traveling Salesmen’s Associations, which is the clearing-house 
for thirty-eight trade and territorial divisions, has dispatched a 
counter-statement, which will be presented to President Coolidge 
by a delegation of the commercial travelers, this week. 


“Rather than to ‘lay off’ the railroads, as these officials suggest 
in their appeal to the President, we are in a position to know, from 
our wide-spread contact with people of all classes in all parts of 
the country, that unless the railroads materially amend their atti- 
tude toward the public, the people will look to the next Congress 
for, and confidentially expect them to produce, some very definite 
remedial legislation that will positively and promptly accomplish a 
reduction in the burdensome cost of railroad travel as well as freight 
rates,” is the purport of a statement authorized by A. M. Loeb, Pres- 
ident of the National Council of Traveling Salesmen’s Associations. 

‘The railroads claim, in an attempt to justify the excessive rates 

being charged by them, that the high cost of railroad labor is the 
cause. This is not correct. A survey of the percentages of the pay 
of railroad labor to total operating expenses, 1908 to 1921 inclusive, 
from the 36th and last annual report of the Interstate Commerce 
Commission, page 102, table 9, proves that the percentage of operating 
expenses of the cost of railroad labor has remained the same for 
years, except during the war, and it is the same today as it was 
in 1908 to 1915. While the scale of wages has been increased, the ratio 
is far below the average of rate increases during the same period, 
which has been 64 per cent on freight, and 47.7 per cent on passen- 
ger travel. The public pays—but not a very appreciable part of it 
goes into the pay envelopes of the employes nor into the property; 
witness the car trust certificate plan by which the roads have 
added millions in annual carrying charges, on these installment-plan 
loans, which must be paid by the public. And now they are spending 
millions more in propaganda to defeat the public interest, and these 
millions alee will Le charged back to the very public against whom 
hey are being used.” : 
. “rhe annual convention of the National Council of Traveling Sales- 
men, which will be held in Atlantic City at the Ambassador Hotel, 
September 5th, 6th and 7th, will undoubtedly devote considerable 
time and attention to the subject of transportation service, rates and 
pending legislation appertaining thereto. 

For several months the attorneys, legislative and statistical ex- 
perts retained by the National Council of Traveling Salesmen’s Asso- 
ciations, have been making an expert analysis of the facts and figures 
appertaining to all phases of railroad operation and finance. 

The traveling salesmen of the nation, representing 912,000 men 
who are regular daily patrons of the railroad passenger service, are 
vitally interested in and thoroughly aroused over the delay in accom- 
plishing the desired_transportation reform which was unanimously 
passed by the last Congress, and approved and signed by President 
Harding, only to be temporarily blocked through an injunction ob- 
tained by the railroads. In addition to being large buyers of pass- 
enger mileage, the traveling salesmen are also the greatest single 
elass of freight-creating agents in the entire country, and they are 
equally concerned both on behalf of their employers, the manufactur- 
ers, their customers, the retail merchants and consumers of America. 
Forming the connecting link between the producing sources of the 
country and its distributing channels, the traveling salesmen feel 
that they are in a position to testify intelligently as to faulty service 
in freight handling, and the far-reaching consequences of the existing 
exorbitant freight and express rates. 

The approaching salesmen’s convention in Atlantic City will bring 
together delegates from 38 trade and territorial divisions representing 
every state in the Union and every important industry, and the sales- 
men have assurances from a number of the leaders of both parties 
in both houses of Congress that they will be in attendance at Atlantic 
City to exchange opinions with the salesmen and to receive their 
suggestions and recommendations. 


It is the consensus of opinion among the various leaders of the 
National Council of Traveling Salesmen’s Associations that one of 
the first acts of the next Congress will be to investigate the entire 
railroad situation with relation to the public interests. Something 
must be done to end the seeming impasse between the efforts to aid 
the country and the railroad unwillingness to aid any effort not 
emanating from their own headquarters and furthering their interests. 

According to the statement issued by the National Council of 
Traveling Salesmen’s Associations, ‘‘the greatest business successes 
of American history have been built on the fundamental economic prin- 
ciple of quick-turnover induced by lowest possible prices, thereby pro- 
ducing large volume at reduced overhead, and materially increasing 


the net profits. The travelers claim that the railroads might profit- 
ably, and should willingly, take a few lessons in modern merchandis- 
ing. They would find many applicable parallels in a study of the 


methods so successfully employed by the country’s large department 
stores, 5 and 10 cent stores, drug and grocery chains, Ford cars and 
other similarly well-known examples.” 

Another bulletin says: 


Since the railroads of the country have organized and launched 
nation-wide propaganda, spending millions of dollars, in an effort to 
block transportation reforms which have been proposed, and some 
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of which have already been passed, by Congress; and since the car- 
riers of the country are boldly opposing public opinion which is 
clamoring for some relief from present excessive passenger and 
freight rates, the various trade and territorial divisions of the com- 
mercial travelers’ organizations working as a united body, through 
the National Council of Traveling Salesmen’s Associations, it is 
announced, will utilize the opportunity: presented by the annual sales- 
men’s convention in Atlantic City, to further solidify public sentiment 
and support towards such action as may be. necessary in order to 
compel the early inauguration of such remedial measures. 

One of the most offensive irritants in the eyes of the Travel- 
ing Salesmen’s Association is the pending injunction, obtained by 
the railroads, restraining the Interstate Commerce Commission from 
enforcing its order restoring the pre-war reduced rate mileage books, 
Steps are being prepared now for contesting the lower court’s injunc- 
tion before the next session of the United States Supreme Court, this 
fall. Abstracts were filed August 1. Regardless of the final out- 
come of the present attempt to accomplish the issuance of the mile- 
age books which were granted by unanimous act of Congress, and 
approved by President Harding, the salesmen plan to carry on their 
campaign for legislative re-enactment to overcome the legal technicali- 
ties. raised by the decision of the lower court, if and should these 
points be sustained by the opinion of the Federal Supreme Court. 

At the September convention, those who have been carrying on 
the mileage book and Pullman surcharge fight in behalf of the Sales- 
men’s Associations, will report a public summary of accomplishments 
to date; and through their National Council, which is the clearing- 
house for the legislative activities of the 35 affiliated trade and terri- 
torial organizations, the salesmen will make a strong bid for active 
support of all business interests in these undertakings which they 
regard as being not only beneficial to business generally and the 
prosperity of the Nation at large, but which they insist, and pre- 
sented sufficiently convincing evidence before the Interstate Com- 
merce Commission to bring about the majority opinion of that body, 
really will inure to the greater prosperity of the railroads, as well. 

In a communication recently received by the National Council 
of Traveling Salesmen’s Associations, United States Senator Joseph 
T. Robinson (Arkansas) says: ‘It is incomprehensible to me that those 
responsible for the operation of the railroads should seek to prevent 
the use of mileage books, and should also insist on collection of the 
Pullman surcharge. 

“The Congress dealt liberally with the railroads in the ‘Esch- 
Cummins’ Transportation Act in the belief that the public would be 
given efficient service at reasonable rates. 


“The failure of the railway executives to co-operate to this end 
has resulted in a reaction in the public sentiment which is widespread 


and general. This change in public sentiment will probabl efile 
itself in the deliberation of the next Congress.” . ius 





REDUCED TRANSCONTINENTAL RATES 


A meeting of representatives of Mississippi and Missouri Val- 
ley commercial organizations and interested shippers was held in 
Chicago last week for consideration of the transcontinental rate 
situation in view of the recent application of the Transcontinental 
Freight Bureau for fourth section relief to the Pacific Coast and 
the pending general investigation by the Commission of fourth 


tg matters which follows the Senator Gooding Senate reso- 
ution. 


While the fourth section application to the Pacific coast in- 
cludes only a narrow range of commodities, it is expected to 
receive the active support of shippers and commercial organiza- 
tions throughout the Mississippi and Missouri Valley as an initial 
step in securing more equitable competition there with foreign 
manufacturers, who have the advantage of the low water rates. 
Middle west manufacturers have also felt the pinch of competi- 
tion in the Pacific Coast markets with eastern manufacturers 
who have had advantage of the low intercoastal rates. 


It is doubtful whether Mississippi and Missouri Valley inter- 
ests take an active part in the coming general fourth section 
investigation. This matter they regard, for the most part, as 
essentially directed against the carriers and will probably be 
content with filing appearances for the purposes of keeping in- 


formed on the efforts of Intermountain interests to alter the 
present situation. 


. The attendance at the Chicago meeting included the follow- 
ing: 


Lee Kempel, Minneapolis Traffic Association, Minneapolis, Minn.; 
Herman Mueller, St. Paul Association, St. Paul, Minnesota; F. S. 
Kaeiser, Duluth Chamber of Commerce, Duluth, Minnesota; J. H. 
Tedro, Kansas City Chamber of Commerce, Kansas City, Missouri 
L. B. Boswell (by proxy), Quincy Freight Bureau, Quincy, Ill.; C. E 
Childe (by proxy) Omaha Chamber of Commerce, Omaha, Neb.; 
C, D. Mowen (by proxy), Fort Smith Traffic Bureau, Fort Smith, Ark.; 
J. A. Brough, Crane Company, Chicago; J. E. Bryan, Wisconsin 
Traffic Association, Chicago; J. J. Wait, Hibbard, Spencer Bartlett 
& Company, Chicago, S. T. Heffner, J. V. Farwell Company, Chicago; 


A. Merkel, Armstrong Paint & Varnish Works, Chicago; N. H. 
Pashley, Marshall Field & Company, Chicago; R. W. Campbell, Butler 
aper 


orporations, Chicago; C. W. Stedell, Carson, Pirie, Scott & 
Company, Chicago; E. 


, y C. Wilmore, Sefton Manufacturing Corpora- 
tion, Chicago. 


LEASE OF C.C. & O. 


The Atlantic Coast Line railroad and the Louisville and 
Nashville railroad have requested the Georgia Public Service 
Commission to reconsider its action in recommending to the 
Interstate Commerce Commission that the petition of these 


roads to lease the Carolina, Clinchfield and Ohio railroad be not 
granted. 


The petitioning roads state they wish to present the views 
of business men and citizens of municipalities which would be 
affected by the lease. The hearing on the petition for recon- 
sideration was set for August 29, 
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Decisions of Interstate Commerce Commission 





NEW COTTONSEED RATES 


Establishment of cottonseed rates in accordance with a 
scale not later than October 20, from points in Arkansas and 
Louisiana to Chickasha, Okla., has been ordered in No. 11848, 
Apache Cotton Oil & Manufacturing Co. vs. Director-General, 
Arkansas Western et al., opinion No. 8709, 81 I. C. C. 569-76, 
on a finding of unreasonableness. Reparation has been ordered 
to the basis of rates that would have resulted from the use of 
the prescribed scale, with additions on account of General Or- 
der No. 28 and the Commission’s decision in Ex Parte 74. The 
complaint attacked the rates from 48 stations in Arkansas, 
mostly in the southern part of the state, and from five stations 
in northeastern Louisiana, as unjust and unreasonable and as 
to those from the Louisiana points, as in violation of the aggre- 
gate of intermediates part of the fourth section. 

After a review, at considerable length, of the rate situation 
and its own decisions in other cases involving cottonseed rates, 
the Commission disposed of this case as follows: 


We find that the rates assailed were unreasonable to the extent 
that they exceeded for like distances the rates contemporaneously 
applied to cottonseed, in carloads, between Shreveport, La., and 
points in Texas for distances up to 360 miles, plus 1 cent prior to 
June 25, 1918, 1.5 cents from June 25, 1918, to Aug. 25, 1920, inclusive, 
and 2 cents thereafter, for each additional 50 miles, or fraction 
thereof, distances to be computed in the Same manner as under the 
Shreveport scale; and that the rates for the future will be unreason- 
able to the extent that they exceed or may’ exceed the rates in cents 
per 100 pounds, minimum 40,000 pounds, under the following distance 
scales: 

Single Joint Single Joint 

line line line line 

Distance Cents Cents Distance Cents Cents 
80 miles and over 12.5 14.5 240 miles and over 230.. 23.5 25 
85 miles and over 80.. 12.5 14.5 250 miles and over 240.. 23.5 25 
90 miles and over 85.. 13 15 260 miles and over 250.. 24 26 
95 moles and over 90.. 13.5 15.5 280 miles and over 260.. 25 26 
100 miles and over 95.. 14 16 300 miles and over 280.. 26 27 
105 miles and over 100.. 14.5 16.5 320 miles and over 306.. 27 28 
110 miles and over 105.. 15 17 340 miles and over 320.. 28 29 
115 miles and over 110.. 15.5 17.5 360 miles and over 340.. 29 30 
120 miles and over 115.. 16 18 380 miles and over 360.. 30 31 

125 miles and over 120.. 16 18 400 miles and over 380.. 30.5 31.5 
130 miles and over 125.. 16.5 18.5 425 miles and over 400.. 31 32 
135 miles and over 130.. 17 19 450 miles and over 425.. 32 33 
140 miles and over 135.. 17.5 19.5 475 miles and over 450.. 33 34 

145 miles and over 140.. 18 20 500 miles and over 475.. 34 34.5 

150 miles and over 145.. 18 20 525 miles and over 500.. 34.5 34.5 
160 miles and over 150.. 19 21 550 miles and over 525.. 35 35 
170 miles and over 160.. 19.5 21.5 575 miles and over 550.. 36 36 
180 miles and over 170.. 20 22 600 miles and over 575.. 37 37 

190 miles and over 180.. 20.5 22.5 625 miles and over 600.. 37.5 37.5 
200 miles and over 190.. 21 23 650 miles and over 625.. 38 38 

210 miles and over 200.. 21.5 23.5 675 miles and over 650.. 38.5 38.5 
220 miles and over 210.. 22 24 700 miles and over 675.. 39 39 

230 miles and over 220.. 22.5 24.5 

In computing distances under the above scales the shortest pos- 
sible routes embracing as a maximum tke lines or parts of lines of 
no more than three carriers via existing connections for interchange 
of carload traffic should be used, and lines under common ownership 
= control should be considered as a single line for the purposes of 

is case. 

We further find that complainant made the shipments described 
and paid and bore the charges thereon at the rates herein found un- 
reasonable; that it has been damaged thereby in the amount of the 
difference between the charges paid and those which would have 
accrued at the rates herein found reasonable; and that it is entitled 
to reparation, with interest. Complainant should comply with Rule 
V of the Rules of Practice, taking into account outstanding over- 
charges and undercharges. 


ALLOWANCE TO SHIPPER 


In a report on further hearing on No. 11640, Swift & Com- 
pany vs. Director-General, opinion No. 8736, 81 I. C. C., 677-8, the 
Commission affirmed the finding made in its original report, 
61 I. C. C., 183, that the through charges, less the allowance 
for ice and salt furnished by the complainant, on specified ship- 
ments of dressed poultry, butter, eggs and cheese shipped from 
points in Iowa, Illinois, Indiana, Michigan and Ohio, to various 
interstate destinations were not unreasonable. The shipments 
were made in the period between March 15 and September 5, 
1919, to and from its plants in the states mentioned. The Com- 
mission, in the report first made, said there was no evidence 
that the through charges were unjust or unreasonable. 

The testimony at the further hearing, the Commission said, 
was of a substantially similar character to that considered after 
the original hearing had been had. 


“Complainant in effect,” said the Commission, “seeks to 
show that since the cost incurred by it in the initial icing of its 
Shipments from Chicago and other points named in the com- 
Plaint (which icing service, so far as the record indicates, was 
voluntarily assumed by complainant), was in excess of the 
allowance provided in the tariff, the through rates were thereby 
rendered unreasonable. We are of opinion that evidence of this 
character does not establish the unreasonableness of the through 
charges. Complainant’s claim is primarily one which involves 


«a 
on 


the adequacy of the tariff allowance for a transportation service 
undertaken by it. Section 15, paragraph 13, of the act, empowers 
us only to ‘determine what is a reasonable charge as the maxi- 
mum to be paid by the carrier or carriers for the services so 
rendered.’ Under this provision we are not authorized to in- 
crease an allowance merely because it is inadequate to cover 
the cost to the shipper whom the carrier has employed to per- 
form the service. Cambria Steel Co. vs. Director-General, 64 I. 
C.. G.,, tat, ae” 


CULLET COMPLAINT DISMISSED 


The Commission has dismissed No. 14037, Wright & Wim- 
mer vs. Baltimore & Ohio et al., opinion No. 8739, 81 L C. C., 
685-7, finding that sixth class rates on cullet (broken glass) 
to Marion, Ind., from New York and Brooklyn, Paden City and 
Charleston, W. Va., Newark, O., and Ottawa, Ill., are not unrea- 
sonable. The complainant alleged sixth class rates were unjust 
and unreasonable and asked for commodity rates equal to 55 
per cent of sixth class, from all cathedral glass producing points 
in Official Classification territory to Marion, where the partner- 
ship has a plant for the manufacture, from opalescent glass, of 
stucco dash or finish, consisting of the ground particles of such 
glass. 

According to the Commission’s report, the case proceeded 
upon the theory that it was unjust and unreasonable to apply 
sixth class on cullet while coke and other low grade commodities 
such as brick and drain tile were carried on commodity rates 
lower than -sixth class. The Commission said cullet was bought 
at $8 per net ton, which was about the value of coke, but higher 
than the value of common brick and lower than that of drain 
tile. Weight, value and risk in transportation, the Commission 
said, were elements to consider in the rating of low-grade com- 
modities, but that in establishing commodity rates additional 
elements were given consideration. It said the commodity rates 
on the other commodities were given on account of the volume 
of the movement, 20,000,000 tons of coke, it said, having been 
produced in the Connellsville region in 1920. It said the antici- 
pated movement of cullet, 100 carloads per year, was insignificant 


in comparison with the immense volume of coke, brick and drain 
tile. 


PEANUT PREJUDICE FOUND 


A finding of undue prejudice and an order to remove it on 
or before November 17 have been entered in No. 14151, Kelly 
Company vs. Atlanta, Birmingham & Atlantic et al., opinion 
No. 8722, 81 I. C. C. 621-5, as to rates on peanuts, carloads, 
from points in Georgia and Alabama to Cleveland. The Com- 
mission said the rates were not unreasonable. It denied repara- 
tion because it said there was no proof of damage. 

The finding was that the rates were unduly prejudicial to 
the extent that the component from Cincinnati to Cleveland 
exceeded, exceeds or may exceed the same percentage relation- 
ship to the fourth class rate between those points that the 
proportional rate from the Ohio River crossings to Chicago 
bore to the corresponding fourth class rate. 

The allegation was that the rates were unreasonable and 
unduly prejudicial to the complainants and unduly preferential 
of their competitors at Chicago and Milwaukee, also manu- 
facturing peanut products, and in violation of the long and 
short haul provision of the fourth section. The attack was 
against the rates after December §, 1920. The attack, the Com- 
mission said, was on the factor from Cincinnati, which was a 
fourth class rate of 39 cents after July 1, 1922, in comparison 
with the proportionals of 40.5 and 45.5 cents to Chicago and 
Milwaukee, for substantially longer hauls. The fourth section 
violations alleged consisted of fourth class proportionals to 
Erie and Buffalo lower than the fourth class to Cleveland, an 
intermediate point. 

Consideration of the fourth section application No. 2053, 
applicable to the situation, was deferred. 


SWITCHING CHARGE ILLEGAL 


In a report on No. 13943, Frank P. Dow Company, Inc., vs. 
Great Northern et al., opinion No. 8728, 81 I. C. C., 649-53, the 
Commission found the less-than-carload shipments, imported 
from the orient, and consolidated into carloads at the carriers’ 
docks at Seattle and Tacoma, at various times in the period of 
federal control and since, were overcharged to the extent of 
$7.50 per car for switching, which was not performed because 
there was no tariff authority for such a charge. The federal 
control period of the case is contained in a sub-number of the 
principal complaint, Same vs. Director-General. 

The less-than-carload shipments involved were consolidated 
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in the warehouses of the carriers and loaded into cars. The 
complaints alleged the charge of 65 cents per ton for loading 
was unjustly discriminatory and that the charge of $7.50 per car 
for switching was unjust and unreasonable. The Commission 
held against the complainant as to the loading charge, but with 
it as to the switching charge to the extent of saying it was an 
overcharge for lack of tariff authority. 

As to the loading charge the complainant contended it was 
unjustly discriminatory because no such charge was imposed 
on shipments which had moved as carloads, or under an 
amended tariff, on one steamer under ocean-and-rail bills of 
lading to a common consignee at a common destination. The 
Commission said that such shipments moved under less-than- 
carload rates and that like treatment would have been given 
complainant in like circumstances and under like conditions. 

The defendants contended that but for the fact that the 
consolidations took place in their warehouses, the complainant 
would have had to pay the switching charge to get the goods to 
a team track, or the drayage charges had the goods been taken 
to a warehouse of the complainant. Admitting the justice of 
making charges for the services, the Commission said the car- 
riers did not insist upon the observance of conditions set forth 
in the tariff. The practice followed, it said, precluded the per- 
formance of a switching service other than that of the car to 
the carrier warehouse and that the charge therefore was with- 
out tariff authority and illegal. 


RATES ON SILO STAVES, ETC. 


In a report by Division 3 in No. 13707, Western Silo Com- 
pany vs. Illinois Central et al., opinion No. 8720, 81 I. C. C., 
614-18, the Commission has awarded reparation and pre- 
scribed reasonable rates for the future on a finding that rates 
on silo staves and rafters, in carloads, from Shreveport, La., 
to points in Kentucky and Tennessee, were and are unreason- 
able to the extent that they exceeded and exceed contempor- 
aneous rates on yellow-pine lumber between the same points. 
The complainant alleged that the rates charged on 9 car- 
loads of wooden silo staves and rafters, shipped between March 
19 and August 30, 1917, both inclusive, from Shreveport to 
Rockport, Bardwell, Mayfield and Arlington, Ky., and Green- 
field and Martin, Tenn., were unreasonable to the extent that 
they exceeded the rates on lumber of the kind from which the 
staves and rafters were made. 

The Commission overruled a contention of the defendants 
that the claims were barred prior to the enactment of the 
transportation act, and that they were not revived by section 
206(f), which provided that the period of federal control should 
not be computed as a part of the period of limitation in claims 
for reparation for causes of action arising prior to federal 
control. The Commission said a similar contention was con- 
sidered in Bloedel-Donovan Lumber Mills vs. Director-General, 
68 I. C. C., 95, and that it found the contention untenable. The 
Commission ordered the carriers to establish the rates found 
reasonable for the future not later than November 17. Com- 
missioner Cox dissented. 


GREEN COFFEE RATES 


An order of dismissal has been entered in No. 14179, J. 
Henry Koenig Company vs. Baltimore & Ohio, opinion No. 8738, 
81 I. C. C., 683-4, on a finding that the import rate on green 
coffee, from San Francisco to Cincinnati is not unjustly dis- 
criminatory, or unduly preferential or prejudicial. As an inci- 
dent, it also denied a formal motion made by the complainant 
to strike from the files the answer of the Baltimore & Ohio. The 
motion is based on Rule IV(e) of the Commission’s rules of 
practice requiring, in the event of an answer to a complaint 
denying that an alleged discrimination was unjust, that the 
grounds relied upon in making the denial be fully stated. 

The Commission said the answer did not purport to admit 
the existence of discrimination, preference, or prejudice and 
consequently did not deny that it was unjust, undue, or unrea- 
sonable under the act. It said the answer was a complete, 
specific, denial of the existence of any discrimination, prefer- 
ence or prejudice. 

The complaint, the report said, was that the import rate 
of $1.065 on imported green coffee, from San Francisco to Cin- 
cinnati, between August 20, 1921, and February 2, 1922, was 
unjustly discriminatory and unduly prejudicial to the extent it 
exceeded a rate of 90 cents in effect to Hamilton and other points 
in Ohio. The Commission said the complainant had no competi- 
tors at Hamilton; that its only competitors in Ohio were at 
Dayton and Toledo; that Dayton did not have the 90 cent rate; 
and that the Baltimore & Ohio did not control the rate situation 
at Toledo, although it participated in the 90 cent rate to that 
point. The Commission said the complainant could not cite 
any instance of loss of business to its competitors because of 
the rate situation. That complainant would receive an additional 
profit in the amount of the difference between the rate charged 
and the rate enjoyed by its competitors, the Commission said, 
was not sufficient to support an award of reparation even if 





Vol, XXXII, No. 9 


the defendant were guilty of unduly preferring complainant’s 
competitors. 


REPARATION ON LUMBER 


In a report by Division 3 in No. 13468, William Schuette 
Company vs. Director-General, as agent, Seaboard, et al., opinion 
No. 8721, 81 I. C. C., 619-20, the Commission has awarded 
reparation and prescribed reasonable rates for the future on 
a finding that the rate charged on one carload of lumber from 
Omaha, Ga., to Cairnbrook, Pa., was unreasonable and in excess 
of the applicable rate. The shipment moved from Omaha on 
January 20, 1920, to Hagerstown, Md., and was reconsigned in 
transit to Cairnbrook. The complainant attacked the rate of 
46.5 cents applied on the ground that it exceeded the rate on 
like traffic from Omaha to Arrow, Pa., and nearby points. 

The Commission said the complaint was filed informally 
on January 19, 1921; that on March 22 of that year the com- 
plainant was notified defendants were unwilling to make repa- 
ration to the basis sought and that the claim was not susceptible 
of informal adjustment. Formal complaint was not filed until 
January 7, 1922, and thus was not in compliance with Rule 
IlI(g) of the Rules of Practice, the Commission said. It added 
that so much of the complaint as sought reparation on any 
ground other than overcharge must be deemed to have been 
abandoned. 

The Commission found that the applicable rate was a com- 
bination rate of 42 cents, based on Norfolk, and that the ship- 
ment was overcharged $30.42, which the defendants said they 
would refund. The Commission found that the rate charged was 
illegal to the extent that it exceeded the 42-cent rate and that 
complainant was entitled to $30.42 with interest. 

The Commission said the present rates from Omaha were 
43 cents to South Fork, Pa., 50.5 cents to Cairnbrook and 45.5 
cents to Arrow and Scalp Level, Pa. It found that a rate of 
45.5 cents to Cairnbrook would be reasonable for the future 
and ordered the rate established by October 22. 


MANGANESE ORE RATES 


In a report on No. 13925, R. B. Miller vs. Norfolk & Western 
et al., opinion No. 8712, 81 I. C. C., 588-90, by Division 3, the 
Commission has ordered the defendants to pay to the complain- 
ant not later than October 16 the sum of $4,250.91, with interest 
from September 1, 1917, as reparation on account of unreason- 
able rates exacted for the transportation of 66 carloads of 
manganese ore from Suiter, Rocky Gap, and Graham, Va., to 
Newport and Temple, Pa. The shipments moved in 1917. Rates 
ranging from $6.14 to $7.92 per long ton were assessed. Sub- 
sequently the rates were reduced, the new rates ranging from 
$3.35 to $4.58. The Commission said it was of the opinion that 
reasonable rates on the shipments would not have exceeded the 
rates subsequently established. 

The Commission said Lera Cox Miller, wife of the com- 
plainant, intervened in support of the allegations of the com- 
plainant but denied his right to any reparation that might be 
awarded, claiming that she was entitled to the award because 
of an assignment. The Commission disposed of this part of the 
case by saying that it appeared from the record that complain- 
ant paid and bore the charges and that he was the person in- 
jured by the exaction of the unreasonable rates. It said the 
questions raised by the wife were properly cognizable in the 
courts and that her rights might be amply protected by applica- 
tion to the appropriate judicial tribunal. It said the evidence as 
to so-called assignment was conflicting and not conclusive. 


GRAIN TO TEXAS POINTS 


In a report on I. and S. No. 1786, routing on grain and grain 
products from Chicago, Joliet, Lockport and Peoria, Ill., to Texas 
points, opinion No. 8745, I. C. C. 725-9, the Commission found 
the carriers had justified their proposal to restrict the rates on 
grain and grain products, chiefly corn, from the Illinois points 
mentioned, to Texas destinations, so as not to apply over routes 
through Iowa, except the Santa Fe & Rock Island. It so found 
notwithstanding the contention of the carriers that the sus- 
pended schedules would but clarify the existing tariffs and 
make certain that the rates were restricted in existing publica- 
tions as the carriers in the suspended schedules clearly intended 
them to be. 

The Commission disagreed with the carriers that the rates 
as now published restricted the application of the rates as con- 
tended by them. It held they were not so restricted, but found 
that the increases from Iowa points of origin involved had beet 
justified. On that finding the Commission set aside its order 
of suspension as of September 1. 

Suspension was ordered upon the protest of the Fort Worth 
Freight Bureau, Chamber of Commerce, and Grain and Cotton 
Exchange; Texas Grain Dealers’ Association; Dallas Chamber 
of Commerce, and Hogan Brothers, of Kansas City. 

Significance of the intermediate clause contained in Le- 
land’s I. C. C. No. 1537 and supplements thereto was the ques- 
tion at issue. That clause said that “from points which are not 
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specifically shown in this tariff, but which are directly inter- 
mediate with points having specific rates, the rate to apply 
will be that which is provided from the next more distant point 
on the same railroad.” 

Respondents contended that the words “directly intermedi- 
ate” referred only to unlisted intermediate points on the direct 
routes between Chicago or Peoria and Texas points and that 
therefore the rates in section 2 of the tariff, to be used in 
alternating one part of the tariff against the other, were not 
applicable from such points on circuitous routes through Omaha 
like those of the Illinois Central or North Western, and con- 
nections beyond. They asserted, the Commission said, section 
2 rates were not intended to apply from unlisted intermediate 
points on the circuitous routes and that, in fact, lowest combi- 
nations of intermediate rates based on the various crossings 
had been assessed for many years from such points, and that 
no one had questioned their applicability until within the past 
few months. 

“Respondents’ position is untenable,” said the Commission. 
“Tariffs must be construed according to their language, and the 
intention of the framers is not controlling. If it were respond- 
ents’ intention to restrict the application of section 2 to par- 
ticular routes, they sheuld have done so by clear and unequivo- 
cal language. The tariff contains no definition of direct routes. 
On the contrary, the routes are open and shipments may move 
to Texas points from Chicago and Peoria, both served by the 
Illinois Central and North Western, through Omaha, and un- 
listed points in Iowa, on these routes, would be directly inter- 
mediate. We find that the provisions contained in the sus- 
pended schedules effect increased rates from intermediate Iowa 
over routes other than the Rock Island & Santa Fe.” 

In conclusion, the Commission said the Chicago and Peoria 
rates applied only at intermediate points jon the main lines and 
that the proposed schedules would place the rates from such 
points on the same basis as now applied from numerous branch- 
line points. 


ARIZONA FEDERAL CONTROL RATES 


In a report on No. 12364, Southern Arizona Traffic Asso- 
ciation et al. vs Director-General, Arizona Eastern et al., and 
No. 12391, Same vs. Same, opinion No. 8719, 81 I. C. C. 409-13, 
the Commission dealt with rates in Arizona during federal con- 
trol resulting from the refusal of the Director-General to re- 
gard the Southern Pacific and the Arizona Eastern as one line. 
In the first case the Commission found rates on cereals and 
cereal products, from Phoenix, Solomon, Safford, and other 
points in Arizona, and on hay from Willcox, to Douglas, Lowell 
and Bisbee, applied on five carloads of hay and 26 carloads of 
cereals and cereal products, shipped in November and Decem- 
ber 1919 not unreasonable. 

In the second case, involving 236 carloads of hay, from 
Phoenix, Fort Thomas and other points in Arizona to Douglas, 
Lowell and Bisbee it found the rates unreasonable to the ex- 
tent they exceeded 29 cents and awarded reparation. 

All the shipments in the first mentioned case originated 
on the Arizona Eastern but they moved out over routes com- 
posed in part also of the Southern Pacific and the El Paso & 
Southwestern. Rates were imposed in accordance with scales 
and prescribed in May, 1916, by the Arizona commission, in- 
creased in accordance with General Order No. 28. The Arizona 
commission order permitted carriers, in the case of two-line 
hauls, to add two cents and in the case of hauls over more than 
two lines, so the Commission’s report said, four cents. It said 
the Arizona Eastern and the Southern Pacific should be re- 
garded as one line in the making of the prescribed rates. 

However, when the Southern Pacific and Arizona Eastern 
came to publish the rates they refused to regard themselves 
as one line. Their refusal, the Commission said, had been the 
subject of litigation between the state authorities and the rail- 
roads, both before and since federal control. The Director- 
General exacted rates on the two-line basis. ae 

According to the gravamen of the complaint the imposition 
of the rates based on the assertion that the Arizona Eastern 
and the Southern Pacific were two lines was unreasonable be- 
cause of the common control made those roads one line. 

Attorneys for the railroads and for the Director-Genera! 
moved the dismissal of both complaints on the ground that they 
failed to allege any violation of the provisions of any act ad- 
ministered by the Commission. The latter denied the motion 
of the carriers on the grounds set forth in Wasatch Coal Co. 
vs. Director-General, 68 I. C. C. 118. 

In the first case the Commission said the complainants’ 
evidence consisted solely of a showing of the corporate rela- 
tionship of the Southern Pacific and the Arizona Eastern, and 
the orders of the Arizona commission prescribed a single-line 
Scale for application over railroads under a common manage- 
ment, ownership and control. They also showed that during 
federal control the defendants maintained rates on grain from 
Fort Thomas to Tucson and Willcox, Ariz., and El Paso, Tex., 
for joint-line hauls over the Arizona Eastern and the Southern 
Pacific which were lower than the Arizona scale for two-line 
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rates for the same distances. The defendants pointed out that 
Tucson and El Paso were milling points and asserted that the 
rates instanced were on a sub-normal basis because of the sub- 
sequent outbound movement of flour. The rate to Willcox, they 
likewise asserted, was sub-normal because established to move 
grain for feeding cattle. 

In disposing of that first case the Commission said the Di- 
rector-General was not subject to the orders of state regulatory 
bodies. It said the orders of the Arizona commission could not 
control the question presented by the complaint, namely, the 
reasonableness of the rates charged on shipments moving while 
federal control existed. It said the fact that the Director- Gen- 
eral did not see fit to treat the Southern Pacific and the Arizona 
Eastern as one line for rate-making purposes did not‘ prove 
the rates assailed unreasonable and that there was no other 
evidence of record to support a finding to that effect. There- 
fore it dismissed the leading complaint. 

In the second case rate comparisons were submitted. Prior 
to June 25, 1918, the rate on hay from all the points of origin 
was 25 cents and subsequent thereto 31.5 cents. Complaints 
asserted the rates to Douglas, Lowell and Bisbee should have 
been lower than to El Paso. The defendants asserted the rates 
to El Paso were made on a sub-normal basis to enable Arizona 
shippers to meet competition from Colorado, New Mexico and 
Texas. From complainants exhibits the Commission said it 
appeared the rates to El Paso from Phoenix and Fort Thomas 
were not low in comparison with rates from New Mexico. 

Defendants’ evidence, the Commission said, was chiefly 
historical and did not support their assertions that the rates 
in issue were abnormally low. The record, it said, warranted 
a conclusion that 29 cents would have been the reasonable max- 
imum after June 25, 1918. The Director-General contended for 
the retroactive application of the rate the Commission might 
find reasonable to January 1, 1918, if reparation was to be 
awarded. The Commission said that, in addition, the Director- 
General made arguments, when the complainants admitted that 
the hay had been sold for the most part at prices that yielded 
a profit, substantially the same as those overruled in Southern 
Pacific vs. Darnell-Taenzer Co., 245, U. S. 531. 

Commissioner Hall dissented in No. 12391 without, however, 
writing his views. 


COMBINATION RULE STANDS 


The Commission, in a report on I. and S. No. 1802, Cancella- 
tion of Rule for constructing combination rates on lumber be- 
tween southern points and Ohio and Mississippi River crossings, 
(mimeographed without page or opinion numbers) has con- 
demned the proposed cancellation of the rule for making rates 
by combination, as carried in Jones’ I. C. C. U. S. No. 1. In 
disposing of the case the Commission said the reasonableness 
of the lumber rates under consideration, was not in issue in 
this proceeding. 

“We are however convinced from the record before us that 
the proposed schedules, if allowed to become effective, would 
increase these rates. We have no desire to continue indefinitely 
the operation of the combination rule, but believe that in the 
instant case the carriers should establish joint through rates 
contemplated in the rule before attempting to cancel or restrict 
its application.” 

The carriers, in proposing the cancellation, said they were 
doing no more than was intended when the rule was published. 
They said it was intended to make a method for establishing 
through rates when there was no joint rate via any route. In- 
stead, they said, it was being used to make through rates by 
combination, over “unauthorized” routes lower than the joint 
rates over “authorized” routes. After stating what the carriers 
proposed the Commission said the rule made it possible, for 
shippers to divert shipments at points and over routes that were 
not available before the publication of the rule. 

The particular rates that would be affected, it said, were 
those on lumber and other forest products from practically all 
points in the Mississippi valley and origin points in the south- 
east, to Ohio and Mississippi crossings when the lumber was 
destined to points beyond the crossings. 

It was the contention of the respondents, the report said. 
that under the tariffs as they existed at the time the proceeding 
was instituted, the Jones basis for making combination rates 
was not available where joint rates were in effect. They said 
their purpose in publishing the suspended items was merely to 
clarify something already in the tariffs. On that point the 
Commission said the fact that both the carriers and the ship- 
pers in the past had put a different construction on the appli- 
cation of the combination rule, and the further fact that the 
respondents deemed it necessary to call attention to this new 
interpretation of it, would indicate that whether so intended or 
not, the proposed schedules were, in effect, a modification of 
the tariffs. 

The carriers asserted that if the Jones rule were employed 
where there was a through (joint) rate in effect via any route, 
they would be deprived of the advances allowed under General 
Order No. 28 and the general increases in August, 1920. They 
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urged, with force, the report said, that they were entitled to 
those advances but the commission said that General Order 
No. 28 and the advance in 1920 did no more than allow increases 
on traffic hauled. Neither, it said, was intended to control 
routing. 

“The traffic that moved via the unauthorized routes re- 
ceived its increases as well as that by the authorized routes” 
the Commission observed. 

Respondents insisted, said the Commission, that the Jones 
basis had always been considered a temporary one and was in- 
tended as a bridge to be used until the through rates could be 
established on the June 24, 1918 factors, increased in accord- 
ance With the specific authorities issued since that time. They 
said many such through rates had been established since June 
24, 1918, to take care of the situation. The protestants, said 
the Commission, had no objection to the establishment of such 
rates if made no higher than the lowest combination, but did 
object to removing the protection of the combination rule before 
such through rates had been established. That there was a 
substantial movement of lumber over the so-called unauthorized 
routes enjoying the protection of the rule, the Commission said, 
was clearly shown by the record. It called attention to what it 
said in Cancellation of Combination Rule to the Southwest, 74 
I. C. C. 505 to the effect that the carriers had knowledge of the 
actual movement of traffic so as to forcast the future and make 
provision for such future movement. 

Exhibits submitted by the protestants and reproduced by 
the Commission, in part, showed the cancellation would make 
increases ranging from half a cent to 2.5 cents, to Chicago, 
Indianapolis, Pittsburgh, Grafton, W. Va., Middletown, O. and 
Columbus, O. 

The protestants also called attention to the fact that a 
move for a general readjustment of lumber rates from southern 
and Mississippi valley points to the crossings was under way 
and urged that the action of the carriers was premature. They 
called attention to the Commission’s finding when the trans- 
continental carriers tried to cancel the rule, reported in 78 I. 
Cc. C. 24. The Commission said that that case differed from 
the instant one in that, that in that case they had given assur- 
ance they would establish through rates no higher than those 
applicable under the combination rule, while in this they had 
given no such assurance. They had contended merely that in 
this case the suspended schedules were intended merely to 
clear up an involved situation. 

Protestants further maintained, the Commission said, that 
the language of the rule clearly indicated that combinations 
were invariably applicable, unless there was a joint rate in 
effect over the route of movement. “This, in our opinion” said 
the Commission, “has been the general accepted interpretation 
of the rule and much traffic has moved over the so-called un- 
authorized routes under this interpretation, since the inception 
of the rule.” 

The Atlantic Coast Line, in this case, proposed to restrict 
the application of the rule so as to give it its longest haul 
through the Virginia gateways. That was also condemned. 

The tariffs were suspended on the protests of the Southern 
Pine Association, the Wholesale Lumbermen’s Club of Birming- 
ham and other lumber interests. The North Carolina Pine Asso- 
ciation protested against the tariff of the Atlantic Coast Line. 


CRUDE OIL CASE DISMISSED 


The Commission has dismissed No. 14191, Ohio Refining 
Company vs. Louisville & Nashville, opinion No. 8740, 81 I. C. 
C. 688-90, finding that the rates charged on crude oil from 
origin points in Kentucky to Bond Hill, O., were applicable and 
were and are not unreasonable or otherwise unlawful. It also 
denied the motion of the complainant to strike from its files 
the answer of the Louisville & Nashville. The complainant 
contended the answer did not comply with Rule IV(e) of the 
Commission’s rules of practice. The rule requires an answer 
denying that an alleged discrimination is unjust under section 
2 of the act, or that an alleged preference or prejudice is un- 
due or unreasonable, to state fully the grounds for such denial. 
The Commission said the answer did not purport to admit the 
existence of discrimination, and consequently did not deny that 
it was unjust, undue or unreasonable. On the contrary, the 
Commission said it was a complete and specific denial of the 
allegation of the existence of any discrimination, preference or 
prejudice. 

Bond Hill is within the corporate and switching limits of 
Cincinnati on the rails of the Norfolk & Western, about eight 
miles from the Louisville & Nashville terminal in Cincinnati. 
The Big Four and Baltimore & Ohio may be intermediate car- 
riers of traffic from the Louisville & Nashville to the Norfolk 
& Western. 

The allegation of the complaint was that on crude petro- 
leum from points in eastern and western Kentucky where crude 
petroleum was produced, the assessment of the local rate to 
Cincinnati plus a switching charge to the complainant’s plant 
was unreasonable, unjustly discriminatory and unduly preju- 
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dicial to the extent it exceeded the proportional rate to Cin- 
cinnati plus the switching charge. Just -and reasonable rates 
for the future and reparation were sought. 

The local rates to Cincinnati were 15 cents from eastern 
Kentucky producing points and 19.5 from western Kentucky 
points. The proportionals to Cincinnati on traffic for beyond 
were 2.5 cents lower. The complainant contended that the 
service performed under the local or proportional rate was the 
same and therefore that the rates should be the same. 

The applicable switching charges of the Baltimore & Ohio 
and the Big Four on such traffic were $3.60 per car. The 
switching charge of the Norfolk & Western was $3.60 per car 
of 25 tons and 15.5 cents per ton for loads in excess of twenty- 
five. Those rates were conditioned upon the traffic having been 
interchanged with roads and destined to or coming from points 
beyond the Cincinnati switching district. The local charges 
for the haul between these points in the Cincinnati switching 
district, the Commission said, on traffic not originating beyond, 
were higher. 

Answering the contention of the complainant about the 
application of the proportionals to Cincinnati, the Commission 
said they applied only in the absence of published through 
rates. The Louisville & Nashville’s tariffs provided, it said, 
for the absorption of a switching charge on traffic from com- 
petitive points. The origin points are local and not competi- 
tive. The Louisville & Nashville contended that the publica- 
tion of a rate to Cincinnati plus the switching charge necessary 
to effect delivery in Cincinnati constituted a through rate from 
a non-competitive point just as much as the absorption of that 
switching charge made the rate from a competitive point a 
through rate. 

The Commission said that while Bond Hill. was “beyond” 
Cincinnati in a geographical sense, the word “beyond” in a 
transportation sense implied a line-haul movement “beyond” 
the rate-breaking point, Cincinnati. It said the complainant 
had no competitors on the Louisville & Nashville in Cincinnati. 
On other lines in Cincinnati, it said, the complainant had com. 
petition but that its competitors did not receive crude oil from 
the origin points involved. It said the complainant also had a 
competitor at Latonia, Ky., about six miles south of the Louis- 
ville & Nashville Cincinnati terminal. That plant, it said, was 
not listed as within the Cincinnati switching district on this 
traffic, but that its local rate was the local rate to Cincinnati. 
Inasmuch as the northern lines absorbed the Louisville & Nash- 
ville switching charge on traffic going out of Latonia, the Com- 
mission said the complainant considered itself entitled to at 
least the same inbound rate as that enjoyed by the Latonia 
competitor. 

Complainant contended, the Commission said, that charging 
a proportional rate lower than the local rate to the defendant’s 
terminal, or charging a proportional rate to Cincinnati lower 
than the local rate to Latonia, constituted departures from the 
fourth section. That contention was not tenable, the Commis- 
sion said, on the authority of its decisions in Southern Illinois 
Millers’ Association vs. L. & N., 23 I. C. C. 672, and Rates on 
Grain and Grain Products to Texarkana, 29 I. C. C. 35. 

To apply to Bond Hill the proportional rate to Cincinnati 
plus the switching charge, it said, would produce a charge 
lower than that to Latonia and would constitute a fourth sec- 
tion departure. It therefore found the charges assessed were 
applicable, were not unreasonable or otherwise unlawful, and 
dismissed the complaint. 


DIRECTOR-GENERAL OBJECTIONS 


Overruling objections of the Director-General alleging in- 
adequacy of the ¢omplaint, the Commission, in No. 13180, E. A. 
Tovrea & Company et al. vs. Director-General, opinion No. 8711, 
81 I. C. C. 583-7, has found rates on live stock, from various 
points in Arizona to Bisbee, Ariz., applied on shipments made 
between January 1, 1918, and February 1, 1920, unreasonable 
and awarded reparation. It found unreasonable those rates ap- 
plied to shipments moving over two or more lines, in which 
the Arizona Eastern was considered a line separate and distinct 
from the Southern Pacific, which owns most of its stock. 

Four scales were used in making live stock rates. No. 1 
scale was applied on single line hauls, No. 2 on two-line hauls, 
No. 3 on three line hauls and No. 4 on four line hauls. Accord- 
ing to the allegation and the finding, the Director-General, in 
applying the scales on shipments to Bisbee, treated the South- 
ern Pacific and the Arizona Eastern as separate lines. The 
Commission said the single-line rates were applied on shipD- 
ments originating on the Arizona Eastern and destined to El 
Paso and other interstate destinations on the Southern Pacific. 
Its finding was as follows: 


We find that the rates assailed on traffic that moved over the 
Arizona Eastern, Southern Pacific, and El Paso & Southwestern were 
unreasonable to the extent that they exceeded the scale No. 2 dis- 
tance rates contemporaneously in effect; that the rates assailed on 
traffic that moved over the Arizona Eastern, Southern Pacific, Santa 
Fe and El Paso & Southwestern were unreasonable to the extent 
that they exceeded the scale No. 3 distance rates contemporaneously 
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in effect; that the shipments were made as described; that complain- 
ant E. A. Tovrea & Company paid and bore the charges thereon, and 
has been damaged in the amount of ihe difference between the 
charges paid and those that would have accrued at the rates herein 
found to have been reasonable; and that it is entitled to reparation, 
with interest. Complainant should comply with Rule V of the Rules 
of Practice. 


Two hearings were had in this case, which was submitted 
February 20, 1922, and decided July 20, 1923, although not made 
public until August 24. At the first hearing, held in January, 
1922, counsel for the Director-General objected to the introduc- 
tion of any evidence bearing on the reasonableness of the rates 
on the ground that the complaint did not raise that issue, and 
maintained that the only issue raised was as to whether the 
rates assessed were “unauthorized.” At that hearing the Di- 
rector-General submitted no evidence of reasonableness. When 
the objections were overruled, informally, another hearing was 
had to enable the Director-General to offer evidence of reason- 
ableness. At the outset of the second hearing, the Commis- 
sion said counsel renewed his objections to the sufficiency of 
the complaint. 

The Commission quoted part of the complaint in which the 
complainant said “that the unjust, unreasonable and unlawful 
charges exacted resulted from the unauthorized application of 
two-line rates for transportation over the lines of the Arizona 
Eastern Railroad and the Southern Pacific Company. That by 
reason of the facts stated in the foregoing paragraphs, com- 
plainants have been subjected to the payment of rates and 
charges for the transportation which were unjust and unrea- 
sonable in violation of section 10 of the Federal Control Act; 
unjust and unreasonable in violation of section 1 of the inter- 
state ComMerce act and unduly preferential and prejudicial in 
violation of section 3. It also quoted \from a supplemental 
brief of the Director-General setting forth his position. 

“It is our contention,” said the brief as quoted, “that the 
complaint is not sufficient to put in issue the reasonableness 
per se of the rates and therefore that question is not in this 
case; second, we are entitled to have the Commission rule upon 
this objection, and if the examiner is sustained then, at least, 
we should be granted an opportunity, either to stand on the 
objection or have a further hearing to put in testimony upon 
the reasonableness of the rates; and, third, if the record is to 
be considered as closed complainants have not proved the rates 
unreasonable.” 

In addition to that the Director-General, according to the 
Commission’s report, said that while the complaint in the sec- 
ond paragraph mentioned sections 1 and 3 of the interstate 
commerce act, and section 10 of the federal control act, not 
only this particular paragraph “but the whole of the complaint 
must be taken into consideration to determine what are the 
allegations of the complaint, and not a mere: phrase from one 
paragraph disconnected entirely from its context.” 

The Commission, in disposing of the ‘objections, said it had 
repeatedly said that complaints filed with it needed not be 
technically pleaded and that the courts had sustained that 
position, Williams vs. U. S., 168 U. S. 382. Therefore, it said, 
if a complaint, as in the instant case, was filed within the 
statutory period and contained the essential elements of a com- 
plaint, that was sufficient. Wasatch Coal Co. vs. Director-Gen- 
eral, 68 I. C. C. 118. 

It said that considering the complain “as a whole” as ad- 
vised by the lawyer for the Director-General, it was manifest 
from the language of the complaint that an “allegation of vio- 
lation of a law” which it had “jurisdiction to administer” was 
made and that the “question of the reasonableness of the rates 
is clearly involved and properly in issue. Even though the 
complaint might be inartificial in form, it nevertheless presents 
for our consideration and determination the reasonableness of 
the rates therein described. The word ‘unauthorized’ used in 
the preceding paragraph of the complaint neither adds to nor 
detracts from the general allegation of a violation of the sec- 
tions of the law named. In other words, it is mere surplusage, 
and, following Wasatch Coal case, supra, we find that the com- 
Plaint is sufficient to bring into issue the reasonableness of the 
Tates assailed.” 

On the point that the Arizona Eastern and the Southern 
Pacific were only one line for rate-making purposes the com- 
Plainants relied on Arizona Corporation Commission vs. Ari- 
zona Hastern, 64 I. C. C. 758, and Pacific Creamery Co. vs. S. P., 
42 1. C. C. 98. In addition the Commission quoted from Cos- 
den & Co. vs. Director-General, 66 I. C. C., in which it found 
Unreasonable the exaction of extra-line charges by lines under 
a common control and awarded reparation to the basis of the 
Single-line rates, as was done in this case. 


RULE 77 CASE 


In a report in No. 13955, Pittsburgh Crucible Steel Com- 
pany vs. Director-General, as agent, Pennsylvania, Western 
Lines, opinion No. 8731, 81 I. C. C., 659-62, the Commission has 
awarded reparation on a finding that the applicable sixth-class 
rate of 9.5 cents per 100 pounds, or $1.90 per ton, on shipments 
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of silica and common fire brick from Midland, Pa., to Pitts- 


burgh, Pa., was unreasonable to the extent that it exceeded $1.20 
per ton. 


The Commission said there was contemporaneously appli- 
cable a commodity rate of $1.20 from East Liverpool, O., to 
Pittsburgh, and that Midland was directly intermediate by way 
of defendants’.line between East Liverpool and the point of 
destination concerned. The $1.20 rate was published subject 
to rule 77 of Tariff Circular 18-A, under which upon request 
therefor defendants were obligated to establish the same rate 
from Midland to Pittsburgh. After the shipments moved the 
$1.20 rate was established and made applicable from Midland, 
effective July 28, 1920. Reparation was asked on that basis. 


The position of the defendants was that the shipments in 
question were sporadic in character and that the rate assessed 
was the applicable one, citing Indiahoma Refining Co. vs. Direc- 
tor-General, 74 I. C. C., 392, that no request was made for the 
publication of the rate from the further distant point as pro- 
vided by Rule 77; and that complainant had shown no damage 
under the fourth section as a result of a lower rate from a 
more distant point. 


In disposing of the case the Commission discussed the sub- 
ject at length and reiterated its position with respect to Rule 
77 and the cases cited by the Director-General, as follows: 


‘We have repeatedly held that the notation on a tariff in accord- 
ance with Rule 77, is a substantial compliance with the fourth section 
requirements, and that a request for the publication of a rate under 
that rule prior to the movement of shipments is not essential in order 
that the shipper may have the advantage of such provision. Pro- 
ducers Refining Co. vs. Director General, 69 I. C. C., 403, and cases 
therein cited. Therefore, damages such as required in a vivlation of 
the fourth section do not have to be shown in such cases. We have 
also awarded reparation on such shipments moving from intermedi- 
ate points under rates that were higher than from a more distant 
point, where the rate from the latter point was established subject to 


sage a N. Y. & N. J. Lubricant Co. vs. Director General, 68 I. C. 


Counsel for the director general urged in argument that by its 
terms Rule 77 in effect grants relief from the operation of the long- 
and-short-haul clause of the fourth section until, ‘‘upon reasonable 
request therefor,’’ a rate has been established from the intermediate 
point which is no higher than the rate concurrently in effect from 
the next more distant point and asks that we reverse our conclusions 
in the Producers Refining Co. case, supra, and all previous cases, and 
so hold. He also asked us to decline to award reparation in the 
instant and in all other cases where the request is made for a rate 
from (or to) an intermediate’ point after shipments have been made, 
unless a substantial showing be made that the rates charged are un- 
reasonable per se or that the higher rate charged at the intermediate 
point has resulted in damage under the fourth section, citing Iten 
Biscuit Co. case, 50 I. C. C., 724; 53 I. C. C., 729. The latter case is 
in no manner controlling. In the instant case the rate from the 
more distant point had been duly established under Rule 77, which 
brought the rate structure into substantial compliance with the 
fourth section requirements and in conformity with the law. When 
rates are so established shippers at the intermediate point have a 
lawful right to a rate no higher than that from the next more dis- 
tant point. By the very language of the rule the carriers hold them- 
selves out to grant the same rate at the intermediate point as is in 
effect from or to the more distant point. From the explanatory 
language of the rule, read in its entirety, it is clear that it was 
intended as an express concession to the carriers to afford them a 
speedy and inexpensive manner of publishing their tariffs to conform 
to the requirements of the long-and-short-haul clause of the amended 
fourth section without the necessity of publishing vast numbers of 
unnecessary paper rates at intermediate points from or to which no 
traffic might move. The relief afforded thereby is in reality only 
relief from our tariff provisions, under Section 6 of the act, which 
requires the printing and kzeping open to public inspection of sched- 
ules showing rates between all points, etc., and not a means of relief 
from the fourth section as counsel contends. It was expressly repre- 
sented by carriers, in asking for the rule, that it was only requested 
to obviate waste in tariff publication. With hut one exception no 
carrier has ever questioned the purpose of the rule. Missouri River 
Building Stone Rates, 28 I. C. C., 269. 


The words ‘upon reasonable request therefor’? were inserted at 
the request of the carriers to prevent the establishment of rates at 
intermediate points in instances where there was no actual shipment 
to be moved. The carriers represented that they should not be re- 
quired to establish rates at intermediate points, under the rule, upon 
the request of anyone who might want rates published merely for 
the sake of having rates in effect from a given point, but that upon 
“reasonable request therefor,’’ where traffic was ready to and would 
actually move, rates no higher than from or to more distant points 
would be established upon one day’s notice. In view of the purposes 
of the rule, it must follow that rates voluntarily established there- 
under from the more distant points are prima facie reasonable, and 
if reasonable from or to the more distant points they must be 
deemed reasonable from or to the intermediate points. Failure on the 
part of a shipper to request, prior to shipment, a rate to which he 
is entitled under the rule, through ignorance of the rule or other- 
wise, is not a reason for saying that he is not entitled to reparation, 
or that the burden is on him to show that the higher rate paid was 
unreasonable per se, or that he has suffered damage from undue 
prejudice. In such cases, as in the instant case, the shipper has ‘“‘paid 
cash out of pocket that should not have been required of him and 
there is no question as to the amount of the proximate loss.’’ South- 
ern Pacific Co. vs. Darnell-Taenzer Co., 245 U. S., 531, 533. 


Counsel for the director general further contends that the evi- 
dence of record is not competent to show that complainant paid and 
bore the freight charges. The record shows that the Pittsburgh Cru- 
cible Steel Company consigned the shipments to the Crucible Steel 
Company of America. While these companies are separate entities 
at law, they are nevertheless in business practically one and the 
same concern. The books of both companies are kept in the same 
office; the auditor is the same for both companies; and the treasurer 
and the general traffic manager are the same for both companies. 
The general traffic manager testified that complainant paid and bore 
the freight charges; that he had personally prepared and handled the 
case; that he had been charged with full authority and responsibility 
therefor; and that the statements made by him were of his own 
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knowledge. In Pittsburgh Crucible Steel Co. vs. Director General, 
60 I. C. C., 503, his testimony was deemed competent. 

The shipments moved during a period covering approximately 
seven months, and, therefore, defendants’ contention that the ship- 
ments were sporadic is without merit. 

We find that the rate complained of was unreasonable to the ex- 
tent that it exceeded $1.20 per ton; that complainant made the ship- 
ments as described and paid and bore the charges thereon; that it 
was damaged thereby in the amount of the difference between the 
charges paid and those which would have accrued at:the rates herein 
found reasonable; and that it is entitled to reparation, with interest. 
Complainant should comply with Rule V of the Rules of Practice. 


CLASS CASE DISMISSED. 


The Commission has dismissed No. 14095, Carnation Milk 
Products Company vs. Ahnapee & Western et al, opinion No. 
8742, 81 I. C. C. 699-702 finding that class rates from Wisconsin 
territory and St. Paul to destinations in the lower Mississippi 
Valley were and are not unreasonable or unduly prejudicial. 
The allegation was that they were unreasonable, unjustly dis- 
criminatory, unduly preferential, and, in many instances, in ex- 
cess of the aggregate of the intermediates. 

In dismissing the complaint the Commission declined, in 
any way, to follow the recommendations of the examiner. His 
recommendation was that the territory be divided into groups 
and the class rates be made therefrom certain sums over the 
class rates from Chicago. He said the first class rates should 
be 7, 15, 20 and 27.5 cents respectively higher than the first 
class rate from Chicago. 

The National Canners’ association and the Midwast Milk 
Manufacturers Association intervened on behalf of the com- 
plainant and were treated by the commission as complainants. 

Speaking of the adjustment under attack the Commission 
said the rates from St. Paul were blanketed over an extensive 
area embracing all of Wisconsin except the extreme northern 
part and a relatively small territory in the southeastern part 
known as the Milwaukee group. it said the destination groups 
were also extensive, New Orleans rates, for example, being ap- 
plicable as far north as Greenville, Miss., 243 miles. The com- 
plainants proposed to divide Wisconsin territory into four groups 
of origin extending across the state, with the class rates from 
each group the figures over Chicago hereintobefore mentioned. 
The Commission said the adjustment was largely predicated 
upon the Central Freight Association adjustment applicable 
from a part of Illinois and upon the fact that the spread be- 
tween the first class rates to the Mississippi valley from Chicago 
and St. Louis was only 24 cents. 

The defendants, the Commission said, introduced no evi- 
dence. They contended, it said, that the fallacy of the com- 
plainants’ position was demonstrated in the report on Burnham, 
Hanna, Munger in 14 I. C. C. 299, involving, among other things, 
the class differentials, St. Paul over Chicago, on traffic from the 
eastern seaboard; and the Wisconsin Rate cases, 44 I C. C. 602, 
involving the class rates from Wisconsin on the one hand and 
the eastern seaboard and intermediate points on the other. 

Their principal contention however, it said, was that the 
case should be dismissed on account of the lack of interest of 
the complainants in the rates they attacked. The Commission 
said their traffic moved under commodity rates and that their 
shipments under class rates were negligible. It said it was not 
contended the reductions sought would not result in any in- 
crease in the movement under class rates. The complainants, 
the Commission said, asserted that by reason of the “growing 
tendency to establish commodity rates with relationship to class 
rates” this complaint against class rates was filed in order to 
establish a proper basis for commodity rates. They called 
especial attention, the Commission said, to the fact that in 
Rates to, from and between points South of the Ohio River, 64 
I. C. C. 306, the Commission prescribed commodity rates from 
Chicago and other points to Mississippi Valley territory upon a 
percentage relationship to the class rates. The Commission 
said its action was taken in the light of the situation existing 
in that particular case and afforded no percedent for establish- 
ing such relationships generally. It said that in that report it 
referred to its statements in previous cases to the effect that 
the peculiar conditions surrounding commodity rates negatived 
the presumption of a necessarily close percentage relationship 
between classes and commodities. 

“It is only upon the assumption that reductions in the class 
rates will tend to bring about reductions in the commodity rates 
that complainants are interested in them.” Said the Commis- 
sion. It said a complaint filed by the same complainants, and 
bringing in issue the commodity rates, was now pending, and 
that a report had been made by an examiner on that case, rec- 
ommending reductions in the commodity rates which were satis- 
factory to them, had been served. 

The defendants asserted the Commission said, that com- 
modity rates from Wisconsin were not now and never had’ been 
made with any relation whatever to the class rates, and that it 
was their earnest desire that that complete separation be con- 
tinued. The Commission, however, called attention to the fact 
that in the exceptions to the examiners report, in no instance, 
had use been made of the disturbance of existing relationships 
between the commodity and the class rates, as a basis for their 
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objections. In summing up and giving reasons for its findings, 
and the finding, the Commission said: 


___ The class-rate adjustment here under attack is one of long stand- 
ing; and if the reductions sought by the complainants were made 
the result undoubtedly would be a widespread disruption of rate 
adjustments in this and other territories. It is notable that no ship- 
per who actually makes use of the class rates is here complaining. 
.__ In view of the importance and far-reaching effect of this proceed- 
ing, and of the meager record here presented, based on the complaint 
of a single industry which makes no substantial use of the class rates 
and in the absence of a showing of any compelling reason why class 
rates properly may or should be used as a basis for the commodity 
rates to and from the territories here under consideration, it is our 


opinion that no warrant is afforded for a disturbance of the existing 
class-rate adjufstment. 


We find that the rates assailed are not unreasonable or unduly 
prejudicial. This finding is based upon the particular record here 
before us, and would not be controlling where upon a more adequate 


record the necessity for and propriety of a revision of the class rates 
is made more clearly to appear. 


Complainants incidentally pointed out certain instances in which 
the through class rates to and from territories here in question 
exceed the aggregate of intermediate class rates. Defendants made 
no attempt to justify these violations of the fourth section, and they 
should be removed promptly. 


SERVICE FOUND INADEQUATE. 


In a report on No. 12893, transportation of strawberries by 
express in carload lots, in passenger trains, from Florida to 
northern markets, opinion No. 8726, 81 I. C. C. 634-44, the Com- 
mission found the present service for the transportation of 
strawberries from producing points in Florida and North Caro- 
lina to northern destinations inadequate to meet the require- 
ments of the traffic. It deferred consideration of the allegation 
of undue prejudice made in No 12981, Railroad Commissioners of 
the State of Florida vs. American Railway Express company. 
That case was joined with the leading case for hearing and re- 
port purposes. The leading case was initated by the Commission 
itself. The report made by the Commission differs from the rec- 
ommendations made by the examiners who heard the testimony. 
The Commission instituted the investigation in June, 1921. 

In the formal case the Florida commissioners alleged that 
the second class rates imposed on strawberries, in carloads, were 
unreasonable, unjustly discriminatory and unduly and unreason- 
ably prejudicial and disadvantageous to Florida shippers. They 
further alleged that the furnishing of express refrigerator cars, 
by the defendant, for the transportation of strawberries, from 
specified producing points in Alabama, Louisiana, and Missis- 
sippi to various points in central and eastern trunk line terri- 
tories, while failing to furnish such express refrigerator cars for 
transportation from the Florida points of production, was unduly 
preferential of shippers from the states other than Florida 
shippers. The Commission was asked to prescribe reasonable 
rates and to require the defendant to furnish express refrigera- 
tor cars. At the hearing, the Commission said the Florida com- 
plainants withdrew their attack upon the rates as such. It said 
it would confine its report to the issue whether Florida and 
North Carolina shippers were entitled to carload express refrig- 
erator service either on the ground of inadequacy of present 
facilities or of undue prejudice. 


The Florida complainants desired express refrigerator car 
service to replace, to an extent, the refrigerator car service on 
freight trains now in existence so as to put them on a footing 
of equality with the express refrigerator car service from the 
lower Mississippi Valley producing points. Shipments also are 
made in refrigerator boxes holding a limited number of quarts 
of berries, and carried in express cars on passenger trains. 


From northern Florida shipping points to New York the 
railroads afford fourth morning delivery. From south Florida 
shipping points the deliveries are made on the fifth morning, 
the average mileage of the cars being from ten to twelve pe! 
hour. Prior to 1920 both northern and southern Florida ship- 
ping points had fourth morning delivery in New York. 


Service from the lower Mississippi Valley territory, the re- 
port said, was given in express refrigerator cars furnished by 
the Illinois Central for movement on passenger trains or on 
passenger train schedules. 

The American Railway Express company, the Commission’s 
report said, denied its authority to compel it to acquire addi- 
tional cars to take care of the traffic. In view of the conclusion 
reached, the Commission said, it was unnecessary to pass upon 
that contention. The railroads contended the freight service 
was adequate and especially designed to meet the requirements 
of the perishable traffic handled by them. Complainants as- 
serted that the cars used in the freight service were not suit- 
able, having been in use 20 years; that they were frequently 
in poor condition; that the doors oftentimes did not fit tightly 
and were not properly closed at icing stations, thus permitting 
the entrance of outside air; that the cars would not refrigerate 
over 100 to 175 thirty-two quart. crates, even if they moved on 
schedule time; that they loaded usually only one tier, except 
near the bunkers where the refrigeration was better; and that 
they loaded the low minimum, with the consequent higher 
freight rate, rather than run the risk of damage to the shiD- 
ments. They said precooling was tried but inasmuch as the 
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lading did not arrive in any better condition the practice was 
abandoned. " 

The Fruit Growers Express, which furnished the cars, 
claimed that its cars had been constructed along lines which 
experience had demonstrated afforded the best refrigeration. 
The record, the Commission said, did not warrant a finding on 
that point, but the accuracy of the claim, it said, might well 
be doubted. 

The defendants, the Commission said, urged that the straw- 
berry movement was not of sufficient volume to justify special 
trains making passenger-train time; that passenger trains usu- 
ally operated at maximum capacity at the season of the year 
in which strawberries moved and that the addition of two or 
three carloads of strawberries would be detrimental to the 
passenger service. They said, the report declared, there were 
no facilities for icing and re-icing berries on passenger trains, 
as the whole system of icing had been developed with a view 
to freight service and that it would cost a prohibitive amount 
to supply the special type of cars and additional facilities re- 
quired to equip them for such service. ~ e 

Complainants showed there had been a decrease in straw 
berry acreage both in Florida and North Carolina, said the 
Commission. They attributed the decrease mainly to the slow- 
ness of the freight service, resulting in shipments arriving in 
poor condition and consequent discouragement of the growers. 
In concluding its review of the testimony and disposing of the 
case, the Commission said: 


The express company contends that there is no undue preference 
of Louisiana shippers in its failure to maintain express carload 
refrigerator service from Florida, while aintaining such service 
from Louisiana, for the reason that the linois Central has em- 
ployed it to furrnish such service on its line, while the carriers in 
Florida have not done so as to their lines. hey urge that the rail- 
roads are primarily responsible for the proper transportation of all 
commodities; that the Illinois Central delegated to the express com- 
pany by contract the duty of furnishing carload refrigerator service 
on strawberries; that the carriers serving Florida, because of the 
enormous tonnage of perishables from that State, retained that serv- 
ice for themselves; and that if we should require such service from 
— such action would be equivalent to re-forming their con- 
racts. 

Much testimony was introduced to the effect that strawberries 
from these producing sections arrived at destination in bad condition 
because of slow freight service. Strawberries are highly perish- 
able and will not withstand long transportation. The Florida 
growers desire a carload express service maintained on passenger- 
train scchedules so that their strawberries may reach the northern 
markets somewhat more expediously than is now possible. Under 
the circumstances here —. we deem it advisable to defer any 
finding respecting the allegation of undue prejudice in Docket No. 
12981 and also to hold in abeyance the question of affirmatively 
ordering the rail carriers to establish carload express service, 

Prior to 1916 the perishable-freight schedule from Florida con- 
templated fourth-morning delivery at New York, but during the 
fall of that year, due to the heavy export traffic to the eastern ports, 
the schcedule was lengthened to a fifth-morning delivery at New 
York. This condition was continued until early in 1921, when, after a 
conference. with us, the carriers improved the service somewhat, 
shortening the schedule so.as to give fourth-morning delivery from 
north Florida, but continued jk Ae ema delivery from south 
Florida. They objected to reestablishing fourth-morning delivery 
from south Florida as impracticable. 

While there was an improvement in the service in 1921, the record 
justifies the conclusion that the present service is inadequate in so 
far as the time of transportation is concerned. The time required 
for the movement is four days, an average of approximately 10 to 
12 miles per hour. The present schedule should be materially short- 
ened and delays en route reduced, thereby accomplishing earlier 
deliveries. At a conference between the commission and the inter- 
ested carriers the latter’ assured us that the service would be im- 
proved. For the purpose of affording the carriers an opportunity 
to work out an improved schedule for the establishment of. satisfac- 
tory service, no order will be entered at this time. "Within the period 
of 60 days from the service hereof the carriers will be expected to 
submit a plan covering the establishment of such improved service. 


DEMURRAGE CHARGES APPLICABLE 


The Commission has dismissed No. 13294, Pacific Grain Com- 
pany vs. Director-General and Oregon-Washington Railroad and 
Navigation Co., opinion No. 8737, 81 I. C. C., 679-82, holding that 
the tariff rule governing free time accorded export traffic at 
Albina, Ore., in September and October, 1918, and the demurrage 
charges assessed thereunder on a large number of carloads of 
grain shipped from points of origin in eastern Washington and 
elsewhere to Albina, was not applicable. It found, however, 
that the charges were properly assessed because the shipments 
Were not handled so as to bring them within the terms of the 
tariff applicable on export traffic, although the grain in question 
was exported. 

_ The issue raised by the complaint, as modified by the posi- 
tion taken by the complainant on brief, the Commission said, 
Was as to whether the tariff governing free time accorded on 
export traffic and the charges accruing thereunder, were reason- 
able. The Commission was asked to prescribe a reasonable rule 
for application in the months mentioned and to cancel demur- 
Tage charges for which the Director-General was suing in the 
United States court in the district of Oregon. The complaint 
was filed August 25, 1921. 

_ After finding that the rule applicable to export traffic, allow- 
ing five days’ free time, did not govern demurrage in the case 
at bar, the Commission considered whether the claim for can- 
Cellation of demurrage could be entertained notwithstanding 
the provisions of section 206(c). The complainant. contended 
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that section could not apply, because it was not seeking repara- 
tion. The Commission said, the cancellation of the charges 
would have the same effect upon the parties as an order award- 
ing reparation. It said the complainant also contended the pro- 
visions of the section did not apply because the claim for under- 
charges upon which the claim was based were not collected in 
the period of federal control. It insisted that its cause of action 
did not arise until after the charges were actually paid. 

The Commission said that when the charges upon which the 
claim was based were assessed and applied to the shipments 
transported in the period of federal control, the payment of the 
charges became legally obligatory and that that constituted the 
enforcement referred to in paragraph (c). It said it would also 
be seen that its jurisdiction did not depend upon the time when 
the action accrued, but depended upon whether the complaint 


was filed in its office within one year after the end of federal 
control. 


SCRAP TIN REPARATION 


With Commissioner Potter noting a dissent, the Commis- 
sion, in a report on No. 13795, Metal & Thermit Corporation 
vs. Director-General, opinion No, 8729, 81 I. C. C. 654-6, has found 
unreasonable a rate of 75 cents on tin plate scrap from the 
canning centers on the Pacific coast to East Chicago, Ind., and 
awarded reparation. It held the rate unreasonable to the ex- 
tent it exceeded an antecedent and subsequent rate of 62.5 cents 
and awarded reparation to that basis. 

The higher rate of 75 cents was also applicable to scrap 
steel, one of the by-products of the detinning process to which 
the complainant subjected the scrap tin plate. The shipments 
were made in the period between August 14 and December 31, 
1919. Prior to Genera] Order No. 28 the tin plate rate was 50 
cents. Under General Order No. 28 it became 62.5 cents In 
August, 1918, it was raised to the scrap steel basis and then 
in December reduced to the old basis, with the General Order 
No. 28 increase imposed upon it. Under the scrap steel rate 
the car earnings on the average loading of 90,000 pounds, the 
report said, was $626.94 on a commodity said to have been 
worth only $2 per ton. 


REPARATION ON SOFT COAL 


An order awarding reparation has been made by the Com- 
mission in a report in No. 13946, Indiana Power Company vs. 
P. C. C. & St. L., Director-General, et al., opinion No. 8717, 81 
1. C. C., 601-2, on a finding that the applicable rate of 70 cents 
per net ton assessed on shipments of bituminous coal from the 
team tracks at Edwardsport, Ind., of the P. C. C. & St. L, to 
complainant’s plant at the same place, was unreasonable to the 
extent that it resulted in charges in excess of $10 per car. 


RATE ON MINE PROPS 


The Commission has dismissed the complaint in No. 13109, 
Star Timber Company vs. Chicago & North Western, opinion No. 
8734, 81 I. C. C., 673-4, on a finding that a rate on mine props 
from Des Moines to Saylor, Ia., applicable on interstate ship- 
ments from northern Missouri, is not unreasonable. The com- 
plainant attacked the local rate of 86.5 cents per net ton on 
mine props, from Des Moines to Saylor, 7 miles, as unjust and 
unreasonable for application in combination with rates to Des 
Moines on traffic originating in northern Missouri. A rate of 
50 cents was sought. The Commission said complainant’s evi- 
dence was “extremely meager.” 


REPARATION ON MAGNESITE 


In a report in No. 13424, Tulare Mining Company vs. Director- 
General, and Southern Pacific, opinion No. 8735, 81 I. C. C., 675-6, 
the Commission has awarded reparation on a finding that a 
proportional rate of 6.5 cents per 100 pounds on 7 carloads of 
crude magnesite from Magnesite to Porterville, Calif., for cal- 
cining and reshipment to interstate destinations, was unreason- 
able to the extent that it exceeded 3 cents. 


CABBAGE RELIEF DENIED 


In a report on No. 14135, Memphis Freight Bureau, for D. 
Canale & Company, vs. Chicago Great Western et al., opinion 
No. 8723, 81 I. C. C., 626-8, the Commission found the rates 
applicable to onions and cabbage, from St. Ansgar, Mitchell 
and Clear Lake, La., to Memphis on shipments made between 
August 26, 1920, and January 4, 1922, not unreasonable; that the 
complainant’s member for whom the complaint had been made 
had not been damaged by the unjust discrimination or undue 
prejudice alleged, nor by the fourth section departure. It found 
there had been overcharges on shipments from Clear Lake and 
directed their refund. 

Authority to continue rates on cabbage and onions from St. 
Paul and points taking the same rates to Memphis, lower than 
the rates contemporaneously applicable on like traffic from 
intermediate points, was denied in fourth section order No. 8796, 
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effective December 17, based on application No. 1613, filed by 
Hall, and No. 1846, filed by Hosmer. 


REPARATION ON SAND 


The Commission has awarded reparation in No. 13644, Mun- 
cie Sand Company vs. Director-General, as agent, opinion No. 
8714, 81 I. C. C., 594-96, on a finding that rates on sand from 
Muncie, Kans., to destinations in Missouri and Kansas were 
unreasonable to the extent that they exceeded the rates on sand 
contemporaneously in effect from Kansas City to the same 
destinations. The shipments moved in 1919. 


RATES ON BLACKSTRAP MOLASSES 


An award of reparation has been made by the Commission 
in No. 13218, Tuscaloosa Cotton Seed Oil Company vs. Southern 
et al., opinion No. 8724, 81 I. C. C., 629-30, on a finding that rates 
applicable on shipments of blackstrap molasses, in tank-car 
loads, from Mobile, Ala., to Tuscaloosa, Ala., an interstate move- 
ment, were unreasonable to the extent that they exceeded 20 
cents prior to August 26, 1920, and 25 cents thereafter, and that 
the rates applicable on shipments from Mobile to Gulfport, Miss., 
were unreasonable to the extent that they exceeded 13 cents 
prior to August 26, 1920, and 16.5 cents thereafter. The report 
also embraced No. 13213, Sub. No. 1, Gulfport Grocery Com- 
pany vs. L. & N. Rates ranging from 27.5 to 34.5 cents were 
applied. The rates found reasonable were those to the basis of 
which reparation was asked and the defendants expressed 
willingness to make reparation to the basis sought, the Com- 
mission said. The Commission followed its decision in Western 
Grain Co. vs. Director-General, 68 I. C. C., 335. It said the rates 
now in effect were no higher than those found reasonable as 
reduced under Reduced Rates, 1922, and that no order for the 
future was necessary. 


SUGAR CASE DISMISSED 


The Commission has dismissed No. 14670, Warfield-Pratt- 
Howell Company vs. Texas & Pacific et al., opinion No. 8747, 81 
I. C. C. 733-4, on a finding that a rate of 99 cents on sugar, from 
Fort Worth, Tex., to Des Moines, applied on a single carload 
shipped June 17, 1920, was not unreasonable, although greater 
than the rate from Sugarland, La., via Fort Worth, to Des Moines. 
Charges on this shipment were assessed at a rate of 53 cents. 
Later the carriers presented a bill based on the fifth class rate 
of 99 cents. The complainant alleged the 99 cent was unreason- 
able and in violation of the fourth section. It asked for repar- 
ation and a reasonable rate for the future. 


The Chicago Great Western was willing to make reparation 
and establish the Sugarland rate of 53 cents to Des Moines. The 
other carriers, however, refused. They claimed there was no 
fourth section violation because, as they said, the 53 cent rate 
from Sugarland did not apply through Fort Worth. They 
pointed out that that route was 218 miles longer than the 
direct one, the distance by the latter being 999 miles. The Com- 
mission said the routing under the 53 cent rate was not re- 
stricted, but that the fourth section departure was protected by 
an appropriate application. 


Complainant’s case, the Commission said, was based entirely 
on the fact that the Fort Worth rate exceeded the Sugarland 
rate, although Fort Worth was intermediate. It said that while 
the prayer was for a rate for the future complainant manifested 
little interest in that phase of the case. The Commission 
said the record respecting the fourth section of the case did 
not warrant a finding of damage entitling the complainant to 
reparation. 


—————- 


COMMISSION ORDERS 


The St. Louis-San Francisco Railway Company has received 
permission to intervene in Finance Docket 3156, In the matter 
of the application of Missouri-Kansas-Texas R. R. Co. for au- 
thority to acquire control of the Okmulgee Northern Ry. Co. 
by the purchase of its capital stock. 


The Commission has reopened for further hearing No. 11836, 
Wichita Board of Commerce et al. vs. Director-General et al., 
solely on the question of the right of complainants to reparation 
on shipments covered by the complaint, which moved subsequent 
to December 13, 1920. 

The supplemental order for reparation entered June 14, 
1924, in No. 11846, Oklahoma Publishing Co. et al. vs. Director- 
General et al.; No. 11846 (Sub No. 1), Times Publishing Co. 
et al. vs. Same, and No. 11864, Oklahoma Paper Co. et al. vs. 
Same, was vacated, and the cases reopened for further hearing 
on the question of the right of complainants to reparation on 
shipments which moved subsequent to December 9, 1920. 

The Kansas City Refining Company, Armour and Company, 
The North American Provision Company, and Fowler Packing 
Company were permitted to intervene in No: 14890, The Haydite 
Company et al. vs. A. T. & S. F. et al. 

The Minneapolis Traffic Association was permitted to inter- 
vene in No. 15037, The Southwestern Millers’ League et al. vs. 
A. T. & S. F. et al. 
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The Quanah, Acme and Pacific Railway was permitted to 
intervene in Finance Docket 3134, Application of Texas, Pan- 
handle and Gulf Railroad Company for certificate of public con- 
venience and necessity for the construction of a railroad, etc. 

The Omaha Grain Exchange and the Board of Trade of Cairo, 
Ill., were permitted to intervene in No. 15029, Des Moines Board 
of Trade et al. vs. Des Moines & Central Iowa R. R. et al. 

The Texas Chamber of Commerce was permitted to intervene 
in No. 15026, Oklahoma Millers’. League vs Alabama & Missis- 
sippi et al. 

The order in No. 13611, Northern States Power Co. vs. 
A. T. & S. F. et al., and No. 13611 (Sub-No. 1), John Morrell 
& Co. vs. Same, was modified so as to permit the Louisville 
& Nashville to establish rates in compliance therewith on 12 
days’ notice. 

The effective date of the order in No. 12975, Arizona Pack- 
ing Co. vs. Arizona Eastern et al., was postponed until Novem- 
ber 9. 

The Tottenville Copper Co., Inc., was permitted to inter. 
vene in No. 15012, the Richmond County Coal Merchants’ 
Associdtion et al. vs. B. & O. et al. 

The Omaha Live Stock Exchange and the Traffic Bureau 
of the Chamber of Commerce, Sioux City, Ia., were permitted 
to intervene in No. 15000, Sioux Falls Live Stock Exchange 
et al. vs. A. T. & S. F. et al. 


ACTION ON I. AND §. CASES 


The Trafic World Washington Bureau 


The Commission, in I. and S. 1900, has suspended, from 
August 31 to December 30, Glenn’s Naval Stores Tariff, his 
I. C. C. A-424, revising rates on naval stores from Gulf ports 
and from interior points to northern and eastern destinations, 
as shown in The Traffic World, August 25, p. 450. 

It has refused to suspend Supplement No. 11 to Consoli- 
dated Classification No. 3, which proposed amending that clas- 
sification so as to exclude from the benefits of the soap rates, 
soap put into humidors, suitcases, glove and necktie boxes, and 
other fancy containers for the Christmas trade. 

The Commission, by refusal to suspend, has also allowed 
to become effective, against the protest of publishers, an in- 
crease in the carload rates on magazines, periodicals and paper 
patterns, from New York piers to California destinations, from 
$2 to $2.28 a hundred. 

In I. and S. No. 1892 the Commission has suspended from 
August 27 until December 25 schedules in supplement No. 7 to 
Boyd’s I. C. C. No. A1333. 

The suspended schedules propose reductions in rates on ore 
and its products from various western trunk line points to New 


Orleans and related points. The following example is _illus- 
trative: 





SPELTER, CARLOADS 
Rates in Cents Per 100 Lbs. 
From T Present Proposed 


9) 
Coffeyville, Kan........INGW OQrieaghs, EO. <ccciccccvcccscces 39 29 


In I. and S. No. 1893, the Commission has suspended, from 
August 29 to December 23, schedules in Glenn’s I. C. C. No. 
a-391. The suspended schedules propose to restrict the routing 
on lumber and other forest products from points in the South 
to New England so that when traffic moves in connection with 
the Baltimore & Ohio Railroad, Pennsylvania Railroad or West- 
ern Maryland Railway, the rates will apply only via certain 
designated routes after traffic has reached these lines. 


The tariff would close routes to the Boston & Albany 
through New York or Jersey points and confine the traffic via 
the Pennsylvania, through Wilkes-Barre and the Delaware & 
Hudson, For points on the Boston & Maine, as the tariffs were 
construed by the protesting lumbermen and the tariff men of 
the Commission, the Pennsylvania route would be via Waverly 
Transfer and the New Haven. Protests were made by the 
Washington representatives of lumber interests in Washington. 


Owing to a telegraphic error it was incorrectly stated in 
the Daily Traffic World of August 25 and The Traffic World 
of August 25 (page 464) that the Commission had decided 
to suspend the tariffs of the transcontinental carriers reducing 
rates on copper bullion. The word “declined” should have 
appeared instead of “decided.” The tariffs were not suspended. 


NORTH PACIFIC CLAIM CONFERENCES 


A meeiing of claim men and shippers in the north Pacific 
area is being arranged by the claim prevention bureau of the 
A. R. A. Three meetings are proposed, September 11, at Port- 
land, September 12, at Seattle, and September 14, at Vancouver. 
The day sessions will be devoted to conferences of claim men 
and other representatives of the carriers. Among the subjects 
expected to receive the major amount of consideration are 
rough handling, defective equipment and the loss of entire pack- 
ages. The evening sessions will study claim questions from the 
angle of the shipper, the arrangement of the programs being in 
the hands of local associations and chambers of commerce. 
Special problems affecting each district will be discussed. 
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COTTONSEED OIL RECOMMENDATIONS 


Assistant Chief Examiner Charles F. Gerry has _ recom- 
mended the dismissal of No. 14703, Palmine Company, Inc., vs. 
Illinois Central et al., on a finding that the rates on cottonseed 
oil, in tank carloads, from Jackson, Kosciusko and Crenshaw, 
Miss., Jackson and Memphis, Tenn., to Dobbs Ferry, N. Y., are 
not unreasonable, unjustly discriminatory or unduly prejudicial. 
He said the dismissal should be without prejudice in respect 
of fourth section departures, which, he said, were not practic- 
able of determination on the record in this case. 

The allegation was that the rates were unreasonable, un- 
justly discriminatory, unduly prejudicial and in violation of the 
long-and-short-haul provision of the fourth section to the extent 
they exceeded the rates on the same commodity, from the same 
points of origin to Manhattan and Brooklyn, N. Y., Babbitt, 
Edgewater and Guttenberg, N. J., and to various other points 
at which competitors in the vegetable oil refining business were 
located and to which the New York rate applied or applies. 
The prayer was for reparation on a number of shipments that 
moved after May 1, 1921, and reasonable and non-prejudicial 
rates for the future. The plant of the complainant, the exam- 
iner said, had not been operated for about a year prior to the 
hearing in May, 1923, and it was uncertain whether it would 
be operated in the future. 


Dobbs Ferry is on the Hudson River division of the New 
York Central, between Peekskill and New York, twenty miles 
from the Grand Central terminal. Gerry said that while vio- 
lation of the fourth section was alleged, no fourth section 
applications were assigned for consideration in connection with 
the case. Gerry said the railroads, while claiming that appro- 
priate applications were on file, were not prepared to offer 
justification for the alleged departures. While Dobbs Ferry is 
a New York rate point, Gerry said lower rates applied over 
various routes, to New York proper. The complainant asked 
for reparation down to the basis of the New York rate proper. 

The complainant showed that on rates from Memphis and 
Jackson, Tenn., prior to July 1, 1922, on rates of 70 and 85.5 cents 
the car-mile earnings on an average loading of 61,200 pounds 
were 30.8 and 32.6 and ton-miles of 10.06 and 10.66 mills. The 
rates and earnings the complainant contrasted with rates of 
45.5 to Chicago giving ton-miles of 9.87, and 58.5 cents to Brook- 


lyn, Babbitt and Jersey City, giving ton-miles of 6.47, 5.78 and 
5.76, respectively. 


The carriers pointed out that the joint rates from the south 
to the port cities proper, influenced by rail as well as ocean 
competition, required the establishment of proportional rates 
from Cincinnati and Louisville to the port cities on a sub- 
normal basis. They submitted rate and earning comparisons 
on the rates to points in the interior not directly influenced 
by such competition to show that the rates were not unrea- 
sonable. Gerry thought they made a good showing on that 
point and that the Commission should dismiss the complaint. 
with the reservation hereinbefore set forth. 


CONDEMNS STALEY PROJECT 


In a proposed report on the application of the Staley Sys- 
tem of Electrified Railway for a certificate authorizing the 
construction and operation of approximately 1,240 miles of 
railroad in Arizona, New Mexico, Colorado and California, Attor- 
hey-Examiner J. H. Agate and Engineer-Examiner E. Gray have 
Tfecommended that the Commission enter an order denying ihe 
application. The Southern Pacific and the Santa Fe protested 
against the granting of the application. 

The applicant’s main line, 745 miles long, would extend 
from a point on the boundary between Mexico and Arizona to 
4 northern terminus on the Colorado-Utah boundary. The ap- 
Dlicant also proposed a branch line in Mexico of 66% miles and 
various other branches in Arizona and California. 


The line would be electrically operated and the estimated 
cost was given as $76,024,236. The applicant proposed to 
finance the road by selling common stock at not less than par 
and 8 per cent cumulative preferred stock at not less than 105. 
It was represented that subscriptions for $20,000,000 of each 
Class of stock had been procured, payable on call of the board 
of directors, provided the application were granted, but the 
report said the applicant was unwilling to disclose at the hear- 
ing the identity of the subscribers and that no application for 
authority to issue any stock had been filed. 

The report said the estimates of the applicant as to reve- 
hues and expenses represented an operating ratio for the first 
Year of 31.2 and for the fifth year, 28.9, but the report said it 
Was certain that the ratio would be much higher than indicated. 


Tentative Reports of the Commission 
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It said the estimate of revenues was excessive and of operating 
expenses relatively much too low. 

“Whatever might be the merits of electrical operation, as 
applied to the proposed line, it could not bring economies as 
great as the applicant estimates in relation to steam operating 
costs,” the report said. “In spite of long and heavy grades 
necessitated by the character of the country, the applicant esti- 
mates its operating expenses per ton-mile at less than half of 


. the average ton-mile operating expenses for the railroads of the 


United States in 1922, and at about 40 per cent of the operating 
expenses per ton-mile for the Santa Fe in that year.” 

The report said the applicant gave much weight to a “pe- , 
culiar’ labor policy as conducive to effective and cheap opera- 
tion. 

“This policy, declared in its articles of incorporation,” the 
report said, “is to favor the open shop, to pay wages 10 per 
cent in excess of union scales as long as its employes do not 
organize and as long as employes of connecting lines do not 
refuse to handle interchange traffic, to give to the employes 
one-half of the profits above 8 per cent and, under certain con- 
ditions, to distribute the remaining profits in excess of 8 per 
cent in the form of stock dividends, using the money for addi- 
tions and betterments.” 

The report said the applicant’s estimate of traffic assumed 
that there would be a great increase in population, that many 
new towns would spring up and that there would be an extensive 
expansion of agriculture, timbering, mining and industry along 
the route, if the road were constructed. The report said the 
experience of other roads in the region indicated that, generally, 
such growth and development would be slight. 

“No survey or regular engineering reconnaissance appears 
to have been made by or for the applicant, but it has presented 
a condensed profile showing grades as indicated by available 
altitude records,” the report said. 

The report said that, taking the line as a whole, it appeared 


that the applicant had grossly overestimated its traffic possibili- 
ties. 


IRON AND STEEL TO TEXAS 


New rates on iron and steel articles from points of pro- 
duction in Ohio, Kentucky, Indiana, Alabama, Illinois, New York 
and Missouri to Dallas, Fort Worth and Harry’s, Tex., have 
been recommended by Examiner John T. Money, in a report on 
No. 14404, Atlas Metal Works et al. vs. Akron, Canton & Youngs- 
town et al. The complainants, metal workers at the Texas 
points mentioned, alleged the rates on iron or steel plates and 
plates, tank iron, galvanized roofing, angles and rivets, in car- 
loads, since June 22, 1920, had ben unreasonable and in viola- 
tion of the aggregate of intermediates part of the fourth sec- 
tion. They asked for reasonable rates for the future and rep- 
aration on shipments moving since June 22, 1920, up to the 
date of the decision. The complaint also asked that the rates 
found reasonable be made to apply as joint through rates to 
Harry’s via the lines of the Southern Pacific and the Texas & 
Pacific. 

Money said the Southern Pacific was not a party to the 
case, wherefore that part of the case could not be considered. 
Inasmuch as the complaint was not filed until October 16, 1922, 
the examiner said claims delivered or tendered more than two 
years prior thereto were barred. 


While the complaint assailed the through rates from the 
points of origin, the examiner said the evidence was directed 
mainly against the factor from St. Louis to the destinations 
which are in the northeast group of Texas common point ter- 
ritory. The present date, the report says, is 73 cents to each 
of the destinations. It became effective September 15, 1922. 
The rates, he said, have been subjected to various reductions in 
the period involved in the complaint, in addition to the general 
rate changes, apparently because of the existence of lower com- 
binations based on Texarkana, Shreveport or Herndon, La. 
The lowest combinations were as much as 19.5 cents lower than 
the joint through rates, although, as a rule, the spread was 
not so wide as the maximum. 


Complainants asked for a rate of 48 cents from St. Louis 
with reparation to the basis of that rate inflated to take care 
of the increase of August 26, 1920. The suggestion of a 48-cent 
rate was predicated on the fact, the examiner said, that the rate 
on cotton bale ties, from St. Louis to Texas common-point terri- 
tory, was 56 cents. They said that, on account of the shorter 
distance to the three points of destination involved than the 
average haul to Texas common-point territory, the rate on the 
iron and steel articles in which they were interested should be 
eight cents less. For a rate lower to Dallas than to the other 
parts of common-point territory, they pointed to the Commis- 
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sion’s decision in the Dallas Case, 40 I. C. C., 143, in which it 
ordered a cut in ninety-odd commodities from’ St. Louis -to-the 
northeast Texas group of five cents below the rate. to other 
common-point territory. In addition they showed that rates on 
various other fifth-class commodities were generally lower than 
the 73-cent rate. 

The railroads contended that not only was the 73-cent rate 
not unreasonably high, but that as a matter of fact it was 
depressed by the movement of traffic from Pittsburgh via rail- 
and-water routes through Philadelphia. The railroads were also 
able to point to rates on other articles rated fifth-class higher 
than the rate under attack. 

The examiner said the Commission should find the rates 
assailed were unreasonable to the extent they exceeded, prior 
to July 1, 1922, 60 cents to Dallas and 61.5 cents to Fort Worth 
and Harry’s, and from and including July 1, 1922, 54 cents to 
Dallas and 55.5 cents to Fort Worth and Harry’s, from St. Louis 
and points taking the same rates, and that 54 cents to Dallas 
_ and 55.5 cents to Fort Worth and Harry’s will be reasonable 

rates from St. Louis and points taking the same rates for the 
future. He said the Commission should further find that the 
rates from other points of origin described were and are un- 
reasonable to the extent they exceeded or may exceed the rates 
herein suggested, from St. Louis, plus the established differentials. 
He said reparation should be made to the basis indicated on 
= made within two years prior to the filing of the com- 
plaint. 


RACE SEGREGATION RULE 


Asserting it was clear that a rule or regulation requiring 
the segregation of the races “in no wise changes, affects or de- 
termines the value of the services rendered,” Examiner Burton 
Fuller has recommended the dismissal of No. 14742, Joseph P. 
Evans vs. Chesapeake & Ohio. That was the complaint in 
which the complainant alleged the fare exacted by the railway 
company, for passenger transportation from Charleston, W. Va., 
to Cincinnati, March 21, 1922, was and is unlawful, unreason- 
able, unjustly discriminatory, unduly preferential and prejudicial 
and otherwise in violation of the interstate commerce act. The 
case grew out of the refusal of Evans to go into the compart- 
ment reserved for colored folks when the train reached the West 
Virginia-Kentucky line. The porter who gave notice that the 
train had reached segregation territory told the white folks to 
go to the coaches and the colored to go to the compartment. 


Evans refused. As reported by the conductor, who repeated 
the admonition of the porter, he refused on the ground that he 
was an interstate passenger, adding that he knew more about 
the law than the conductor. Evans offered, however, to get off 
the train if the conductor would return his ticket. The ticket 
was returned. The conductor had him arrested for violation 
of the rule, but the municipal magistrate discharged him from 
arrest because the offense, if any was committed, did not take 
place in the municipality. Evans, when he got on the train the 
following morning, went into the compartment set aside for 
colored passengers. He said it was “filthy and dirty,” according 
to the examiner’s report. The examiner said Evans admitted 
he did not see the compartment into which originally he was 
asked to move and that his refusal was not based at all on 
the proposition that fhe compartment did not have equal ac- 
commodations, but upon his alleged right to remain where he 
was so long as he was not acting in an “unlawful or unmanly 
way.” 

At the hearing and on brief, the examiner said, counsel for 
Evans contended the regulation should have been published 
and filed with the Commission, citing as authority for that con- 
tention, Washington, Baltimore & Annapolis vs. Waller, 60 
Wash, Law Rep 505. The examiner said that was an action 
for wrongful eviction of an interstate passenger. He said the 
court simply held the evidence was not sufficient to establish 
the existence of a regulation requiring the segregation of inter- 
state passengers according to race and that, therefore, no justi- 
fication for the eviction had been shown. It assumed, said 
Fuller, without deciding that the existence of an oral regulation 
would have constituted a defense to the action. 

“It is clear,” said Fuller, in summing up the case, “that 
a rule or regulation requiring the segregation of the races in 
no wise changes, affects or determines the value of the service 
rendered to the passenger within the meaning of section 6 of 
the act.” He said the Commision should hold the fare was not 
unreasonable, unjustly discriminatory, unduly preferential or 
otherwise in violation of the interstate commerce act. 


NO DAMAGE SHOWN 


Examiner Burton Fuller has recommended the dismissal of 
No. 14542, Interstate Milling Company vs. Baltimore & Ohio et 
al., on a finding that the rate on wheat from Baltimore to Char- 
lotte, N. C., between November 1, 1920 and December 1, 1921, 
applied on 142 carloads, was not unreasonable and that the 
complainant was not damaged by any undue prejudice that may 
have existed. The allegation was that the rate was unreasonable 
and unduly prejudicial to the extent it exceeded the rate con- 
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temporaneously in effect on like traffic to Statesville, N.C. Rep. 
aration only was sought. 
The case grew out of the fact that on May 15, 1917, the 
parity in rates on wheat that had theretofore existed at Charlotte 
and Statesville was broken by the desire of the railroads to put 
Baltimore on a parity with St. Louis on the movement of grain to 
Knoxville, Tenn. As Statesville was intermediate the rate to 
that point was cut. As Charlotte was not intermediate, the 
examiner said, the rate on wheat to that point was left un- 
changed. The rates at the time of the movement were 44 cents 
to Charlotte and 41.5 cents to Statesville and all other points 
on the Southern beyond Danville, Va., intermediate to Knoxville. 
Fuller said the sum of the inbound rate on wheat to 
Charlotte, plus the outbound rate on flour to ultimate destina- 


. tion, exceeded and was exceeded by the sum of the corresponing 


rates to an from Statesville. During the period of movement, 
however, he said, practically all the traffic moved via Statesville 
under through transit rates, which were, generally speaking, the 
same as via Charlotte. Complainant, he said, used the inbound 
rate of 44 cents because to nearby points the outbound shipments 
moved by truck and in other instances the inbound rate plus 
the intrastate rate on flour outbound was less than the transit 
rate. The examiner said that while the complainant alleged 
discrimination in favor of Statesville, its claim for reparation 
was based solely on its allegation of unreasonableness. 


INABILITY TO FURNISH CARS 


Holding that the allegations of complainant as to failure of 
the defendant to furnish cars for the movement of paint pig- 
ments from Neda, Wis., to interstate destinations, had not been 
sustained, Examiner Henry C. Keene recommended dismissal 
of the complaint in a tentative report on No. 14633, W. J. Stahl- 
berg, doing business as Winter’s Metallic Paint Company, vs. 
Chicago, Milwaukee & St. Paul. The examiner held that the 
facts of record did not justify an award of damages against 
defendant for its inability to furnish cars more promptly. 

The complainant alleged that, in November, 1922, defendant 
failed to furnish him with cars upon reasonable request, thereby 
subjecting him to injury in the amount of $1,800. The examiner 
said the sole question at issue was whether or not the cars " 
ordered were furnished within a reasonable time after defend- 
ant received the orders. Continuing, the examiner said: 


Paint pigments are damaged by contact with water. Com- 
plainant’s shipments being packed in paper bags, reguired water- 
tight box cars, free from nails and slivers. There was a general 
box car shortage on defendant’s system in November, 1922, due to 
an unusually heavy movement of grain, and the fact that about 12 
per cent of its cars were in bad order as a result of the shopmen’s 
strike. During that month defendant was only able to fill 45 per cent 
of the orders for box cars on its entire system, including the Northern 
division, where Neda is located. 

The duty resting upon carriers to furnish cars to shippers is 
not absolute. <A carrier is not liable if its failure to furnish cars 
was the result of sudden and great demands which it had no 
reason to apprehend would be made and which it could not be reason- 
ably have expected to meet in full. Penna. R. R. v. Puritan Coal 
Co., 237 U. S., 121, 133. In but one order did complainant syecify a 
definite placement date. Defendant filled that order four days late. 
There is no showing that defendant did not use every effort to furnish 
complainant with the other cars ordered ‘‘as soon as possible.’’ Com- 
plainant’s traffic required first class box equipment. An acute car 
shortage existed on defendant’s system. Before such an award as 
is sought may properly be made, it must clearly be shown that 
the injury and resulting damage are directly attributable to some 
violation by defendant of the provisions of the act. 


RATES ON MATCH SPLINTS 


Dismissal of the complaint in No. 14569, American Splint 
Corporation vs. Canadian Pacific et al., has been recommended 
by Examiner T. John Butler on a proposed finding that rates 
of match splints, carloads, from Berthier, Quebec, to New York 
City, Brooklyn and Garfield, N. J., were not unreasonable. 

Applicable rates of 49 cents were charged prior to July L 
1922, and 44 cents subsequent to that date. The defendants 
denied the jurisdiction of the Commission to prescribe rates 
outside the physical boundaries of the United States into Can- 
ada or to award reparation except in so far as it might find 
the freight charges for that part of the transportation within 
the United States to have been unreasonable. 

The examiner cited Black Horse Tobacco Co. vs. I. C., 17 
I. C. C, 588, 590, 591, wherein the Commission held that, while 
it had no authority to establish a rate of transportation ™ 
Mexico, nor to order the maintenance of a rate for the future 
from a point in the United States to a point in Mexico, it 
could require the American carriers to cease and desist from 
continuing to apply a joint through rate, or any rule, regulation 
or practice in connection with that joint through rate, and 
that it might, where such a rate had been voluntarily main 
tained, inquire whether it was reasonable, and, if found ut 
reasonable, award damages in that behalf. He also cited Inter- 
national Nickel Co. vs. Director-General, 66 I. C. C. 627, where 
the Commission quoted the finding above with approval as to 
shipments from Canada to the United States, and found the 
rates there involved to have been unreasonable and awarded 
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reparation. The examiner said, in view of those decisions, the 
questions to be determined were as to the reasonableness of 
the charges and as to reparation. 

The complainant sought to have established commodity 
rates the same as the contemporaneous rates on lumber and 
asked reparation to that basis on shipments that moved since 
January 31, 1921. The examiner said match splints were and 
had been for many years classified as fifth class in Official 
Classification. 

“While match splints have been by the carriers in Trunk 
Line territory classified at a higher rating than lumber, it 
does not necessarily follow that such classification is correct,” 
said he. “In Rates on Lumber and Lumber Products, 52 I, C. C. 
598, the Commission included match splints in the list of articles 
as to which carriers should observe as maxima the lumber 
rates or rates which do not exceed lumber commodity rates 
contemporaneously maintained between the same points. * * * 
This commodity should move under rates not in excess of the 
contemporaneous rates on lumber between the same points, and 
should be subject to the same carload minimum weight rule.” 

The examiner said the charges assessed for the service 
performed did not appear to have been unreasonable per se. 
He said complainant’s main contention was that the rates on 
match splints were unreasonable to the extent that they ex- 
ceeded the contemporaneous rates on lumber between the same 
points, but that it was not shown that there was any com- 
petition between lumber and match splints and that undue 
prejudice was not alleged. He said the Commission, in its re- 
port in National Veneer & Panel Assn. vs. A. & R. Co., 81 
LC. C. Sie.aeee- 


The purpose of the original lumber investigation was to ascertain 
the full extent of the inequalities in the te relationships between 
lumber and lumber products and to determine a reasonable and non- 
discriminatory rate relationship and particularly to establish greater 
uniformity of grouping and relationship of rates. 


“The rates assailed have not been made in accord with the 
purpose of the Commission as there expressed,” the examiner 
said. 


STOCK YARDS CONTRACT CASE 


Examiner Warren H. Wagner has recommended the dis- 
missal of No. 14434, Western Stock Yards Company et al. vs. 
New York Central, a case that has atiracted considerable atten- 
tion, on a finding that the failure of the New York Central to 
compensate complainants while compensating the New York 
Stock Yards Company for performing service in connection with 
the delivery of hogs at the 40th Street Stock Yards, in New 
York, is not in violation of sections 1, 2, 3 and 15 (13) of the 
interstate commerce act. 

Under an ordinance of New York City, the slaughtering of 
hogs in the city is confined to the 40th Street Stock Yards, also 
known as the Western Stock Yards. The butchers operating at 
that point are Rohe & Brother, Figge & Hutwelker, Joseph 
Sterns & Sons, Scanlon, Straus & Adler and New York Butchers’ 
Dressed Beef Company, Rohe & Brother and Figge & Hut- 
welker own the stock of the complainant company and are also 
complainants. 

Broadly speaking, the complaint was an attempt on the part 
of one of the two distinct interests in the yards to require the 
New York Central to give it the same treatment, in the matter 
of hiring and compensating it for the performance of duties 
1esting upon the carrier to deliver hogs at that point in New 
York City where slaughtering of hogs may be done. 


Wagner went into the inter-corporate arrangements and 
the contracts between the conflicting interests. The conflict- 
ing interests are combined in the New York Stock Yards 
Company, an intervener in this case, and the Western Stock 
Yards Company. As stated by Wagner, the widow and daughter 
of Edward Morris and the estate of Edward Morris own most 
of the stock of the New York company and a large part of the 
stock of Morris & Company; and Morris & Company owns all 
the stock of Joseph Sterns & Sons, while Armour & Company 
owns the New York Dressed Beef Company. In view of the 
interest of the two large packers (Morris and Armour), Wagner 
Said the other competitive concerns located in the yards, in- 
tending to protect their interests, formed the Western com- 
pany, chief complainant herein. The big packing interest took 
a lease on half the 40th Street yards and the Western com- 
pany, the other half. Then they made a contract providing 
for only one set of employes to operate the yards, and an equal 
division of fixed charges, including rentals, taxes, office ex- 
penses, wages of the yardmaster, construction and maintenance 
expenses. Expenses incurred in the actual operation of the 
yards, the examiner said, were to be divided on the basis of 
the number of hogs each received. 

The contract, the examiner said, also provided that “each 
party hereto shall make its own arrangements with delivering 
Carriers for compensation to be paid to it by such carriers 
for services to be performed at said yard; each party hereto 
Shall assume all liability upon shipments made to it for its 
account and shall have and receive for itself all compensation 
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and profits arising therefrom.” The contract provides for ter- 
mination on sixty days’ notice by either party. Since July 2, 
1920, the report says, Rohe & Brother and Figge & Hutwelker 


Company have owned in equal amounts the stock of the Western 
company. 


By tariff the New York Central has made the 40th Street 
Yards a station for the delivery of live stock. By contract it 
has employed the New York company to perform its terminal 
services at those vards. The reasonableness of the compen- 
sation to the New York company, the examiner said, was not 
assailed, nor was the adequacy of the service. The Western 
company, the examiner said, had no contract with the de- 
fendant. 


Complainant, according to the examiner, alleged the failure 
of the defendant to make an allowance to it, while making an 
allowance to the New York company, was in violation of the 
first, second and third sections and paragraph thirteen of the 
fifteenth section. The foundation of that allegation, the exam- 
iner said, was that by the “device,” the separate incorporation 
of the New York company from that of Joseph Sterns & Sons, 
the shipper, the shipper “indirectly” was given a “draw back” 
when a similar allowance was made to the complainants there 
that if a similar allowance were made to the complainants there 
would be no violation of the second and third sections. 


Wagener said the New York company was not a shipper and 
that Rohe & Brother and Figge & Hutwelker Company did not 
perform any terminal services. He said they were stockholders 
in the Western company, which was not a shipper, and, as such 
stockholders, had to meet the losses suffered by that company. 
The examiner said the Commission should dispose of the case 
as follows: 


Defendant is under a legal obligation to make delivery of live 
stock. In the discharge of this responsibility the law does not pro- 
hibit an exclusive contract with a particular stockyards company. 
In letting such a contract with one stockyards company the carrier 
must not enter into an arrangement which results in discrimination, 
prejudice or preference of shippers. The Western Company is not 
a shipper, and sections 2 and 3 do not apply to it. Are Rohe & 
Brother or Figge & Hutwelker Company, as shippers, discriminated 
against, or vrejudiced? Not as shippers. As holders of the stock 
of the Western Company they suffer loss by not receiving profit 
from the stock in the Western Company. But the fact that a stock- 
holder in a company that does not have the contract to furnish a 
service of trarisportation loses as a result of holding that stock is 
no violation of the interstate commerce act. To make a finding of 
discrimination or prejudice against Rohe & Brother and Figge & 
Hutwelker Company it would be necessary for the commission to 
reach out and determine intercorporate relationships and stock own- 
erships of agents of carriers, shippers and even other corporations. 
The remoteness of relationship of the alleged prejudiced and pre- 
ferred shippers under the facts in this case becomes apparent when 
it is considered that two corporations, the alleged prejudiced ship- 
pers, own the stock of a third corporation seeking a portion of the 
benefits of a contract now enjoyed by a fourth corporation most of 
the stock of which is owned by private persons and the estate of a 
deceased person which also own a large part of the stock of a 
fifth corporation which in turn owns the stock of a sixth corpor- 
ation, Joseph Stern & Sons, the alleged preferred shippers. 

Complainants contend that the_ publication of a tariff covering 
compensation paid the New York Company is indicative of the fact 
that defendant considered the New York Company not an inde- 
pendent contractor but a shipper. They also contend that they, as 
shippers, are entitled to an allowance under paragraph 13 of section 
15 of the act for furnishing a facility of transportation. They state 
that Rohe & Brother and Figge & Hutwelker Company, ‘‘owners of 
the property transported’ “indirectly” render the terminal service 
here referred to through the instrumentality of the Western Com- 
pany which they own in equal shares; and that this comes within the 
portion of the act. 

Under the contract between the New York Company and de- 
fendant, the former agrees to notify consignees of the arrival of 
shipments, to collect transportation charges and assume respon- 
sibility therefor, to handle claims for loss or injury to animals de- 
livered to it by defendant and to assume liability for such loss or 
injury after such delivery to it. Defendant points out that com- 
plainants have not performed those duties or assumed those liabil- 
ities, and that they are under no obligation to defendant to do so. - 

Defendant through arrangements with the New York Company 
is furnishing all of the service that is required under the transpor- 
tation contract. Complainants do not contend that the compensa- 
tion paid to the New York Company since October 11, 1921, is un- 
reasonable; and they ask for more than was paid to the New York 
Company prior to that date. If the service is adequate and the 
compensation proper, it is not for this commission to provide relief 
from improvident arrangements or contracts, or poor investments. 
Its powers are not those of a court of equity. 

The commission should find that the situation here disclosed is 


not unreasonable or otherwise unlawful and the complaint should 
be dismissed. 


DISMISSES STEEL COMPLAINT 


Examiner Frederick M. Dolan has recommended dismissal 
of the complaint in a tentative report on No. 14299, Worth Steel 
Company vs. Director-General, as agent, on a proposed finding 
that rates on steel plates, in carloads, from Claymont, Del., to 
Lancaster, Steelton, York, Warren and Oil City, Pa., in the 
period between November 2, 1918, and March 1, 1919, inclusive, 
were not unreasonable or otherwise unlawful. The shipments 
moved over the Pennsylvania at the applicable fifth-class rates. 
The complainant relied on the existence of lower rates via 
Chester in connection with the Reading, and from Chester and 
Wilmington via the Pennsylvania, and the subsequent establish- 
ment of those rates for the route of movement. The examiner 
said those facts did not warrant in themselves condemnation of 
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the rates assessed. A contention of the Director-General that 
the complaint was not seasonably filed was overruled. 


RATE ON FLAXSEED 


Proposing that the Commission hold that an applicable 
sixth-class rate of 26.5 cents on imported flaxseed, in carloads, 
from New York harbor points to Buffalo, N. Y., was not unrea- 
sonable, Assistant Chief Examiner Charles F. Gerry has recom- 
mended dismissal of the complaint in a tentative report on No. 
14829, American Linseed Company vs. Erie. The complainant 
assailed the rate as unreasonable to the extent that it exceeded 
20 cents. The examiner said the issue in the case was the same 
as that in Kellogg & Sons vs. D. L. & W. 77 1 C. C., 249, wherein 
it was held that the sixth-class rate on imported flaxseed from 
and to the same points was not unreasonable. 


REPARATION ON LUMBER 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Bronson Jewell, in a re- 
port on No. 14408, Pacific Tank & Pipe Company vs. Southern 
Pacific et al., as to a rate on lumber and lumber products from 
Oakland, Calif, to Cactus, Ariz., on shipments made between 
October 10, 1920, and May 4, 1921. The rate charged was 71.5 
cents. The examiner said the Commission should hold it un- 
reasonable to the extent it exceeded 65 cents. 


WOOD PULP REPARATION 


In a report on No. 12983, Crown Willamette Paper Company 
vs. Director-General, Western Transportation Company et al., 
Assistant Chief Examiner Charles F. Gerry said the Commission 
should follow its decision in Crown Willamette Paper Company 
vs. Director-General, 78 I. C. C. 273, and award reparation on 
shipments on wood pulp, from Camas, Wash, to Floriston, Cailif., 
shipped between December 7, 1918, and January 18, 1919. He 
said the Commission should find the component of 44 cents from 
San Francisco to Floriston was unreasonable to the extent it 
exceeded 34.5 cents and award reparation to that basis. 


COFFEE CUTS ALLOWED 


The Trafic World Washington Bureau 


The Commission, August 27, refused to suspend Supplement 
No. 2 to Countiss’ I. C. C. No. 1121, effective the following day, 
in which rates on green coffee from Pacific ports to the ter- 
ritory between the Rocky Mountains on the west to Mississippi 
River crossings and Chicago rate territory on the east were 
reduced from 90 to 75 cents on a 40,000 minimum and from 
80 to 60 cents on an 80,000-pound minimum. The rates that 
became operative August 28 apply to Texas, Oklahoma, Kansas, 
Illinois, Nebraska, Colorado, New Mexico, Louisiana, Minnesota, 
Wisconsin, the Dakotas, Missouri, Wyoming, Iowa, parts of 
Indiana, and the upper peninsula of Michigan, technically de- 
scribed as taking rates made on the No. 4 Rate Basis. 

This reduction is expected to bring a like reduction from 
the railroads serving the Atlantic and Gulf ports. Countiss was 
allowed to make the cuts against the earnest protests of the 
eastern carriers, submitted in their behalf by R. H. Collyer, 
commercial organizations at New York, New Orleans, Mobile 
and Houston. At the time the commissioners voted against 
suspension it was common talk among the tariff men at the 
Commission that the Southern Railway had prepared a tariff 
making a similar reduction from the south so as to have it 
ready for filing in the event of no suspension. 

In behalf of the eastern railroads, Mr. Collyer said the 
shorter distance to Chicago from New York in comparison with 
the distance from San Francisco to Chicago and the trans- 
portation conditions indicated that the proposed rates failed to 
meet the requirements of reasonable rates as defined by the 
Commission. 


“The proposed reductions in the rates in question will con- 
front these trunk lines,’ said Mr. Collyer, “with an irresistible 
demand from the eastern producers, roasters and shippers for 
corresponding reductions in their current rates so that these 
protestants will be compelled either to make a corresponding 
reduction in their rates or surrender their traffic in said coffee 
to these consuming markets to the transcontinental carriers, so 
that the ultimate result will be a substantial reduction in the 
net revenues of these protestants, with no increase of moment 
in the net revenues of the transcontinental lines accruing from 
their transportation of said coffee. 

“These protestants have not earned and are not now earn- 
ing the financial return which it was the purpose of Congress, 
as expressed in the terms of the transportation act, 1920, to 
assure to them by means of adequate rates fixed by the Com- 
mission for carriers in the group within which they lie and the 
proposed reduction in these transportation rates will, as indi- 
cated above, result in a reduction of their already insufficient 
revenues or the imposition of an undue burden on their other 
traffic to compensate for the loss of revenue on the traffic here 
in question.” 

Mr. Collyer said the roasters and shippers in New York, 
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with large plants representing substantial investments, had 
been and were able to supply the large markets in Chicago, 
Kansas City, Louisville and Minneapolis. 

In his application for permission to make the new rates 
Mr. Countiss said the coffee men in San Francisco were threat. 
ening to conduct their Central American business from New 
Orleans on account of the more favorable rate adjustment vig 
that port. The transcontinental carriers, he said, desired to 
keep the business that was being given them at San Francisco 
and other Pacific coast ports, hence their proposed reductions 
of 15 and 20 cents. 

The Green Coffee Association of New York in its protest 
submitted figures to show that San Francisco had suffered in 
1922 a smaller loss of coffee business than the country as q 
whole and much smaller than the loss that had fallen on New 
York. In 1922, they said, the imports of coffee into the Uniteq 
States fell off compared with the preceding year 7.08 per cent, 
the reduction being from 1,340,979,776 to 1,246,060,667. Using 
the same years for comparison, New York’s loss was 21.19 per 
cent and that of San Francisco 2.16 per cent. The reduction, 
in pounds, for New York, was from 790,559,919 to 623,023,238, 
San Francisco’s reduction, the New York association said, was 
from 139,069,286 to 136,068,083. It asserted that the decline 
in coffee imports through all the Pacific ports was considerably 
less than one-half of one per cent, while the decline at the north 
Atlantic ports was 15.48 per cent. 

It asserted that even the existing rate adjustment, consid. 
ering mileage, transportation and market conditions, was gro- 
tesque in its discrimination against the north Atlantic ports, 
considering New York as a typical north Atlantic port. To 
illustrate the further “distortion” that would follow a failure 
to suspend the tariff against which the protest was leveled, the 
New York association said that to Chicago the rate from New 
York for a haul of 899 miles was 56.5 cents, while for a haul 
of 2,261 from San Francisco the rate on an 80,000-pound mini- 
mum would be only 60 cents or 75 cents on a 40,000-pound 
minimum. The New York minimum, however, is only 30,000 
pounds. At Davenport, New York would have a rate of 66 cents, 
while the rate from San Francisco would be only 60 cents on 
the higher minimum and 75 on the lower. At Kansas City, the 
association said, New York would have a rate of 76.5 cents, 
while San Francisco would have rates of 60 and 75 cents. 

Carl Giessow, for the New Orleans Joint Traffic Bureau, said 
that in the competition for coffee from the west coast of Central 
and South America, San Francisco, while more distant than 
New Orleans, had an advantage of 20 cents in the ocean rate and 
needed no concession in the rail rate from San Francisco to 
the interior of the country. He said that without doubt the 
proposed rates were too low and cast an undue burden on other 
traffic, as well as transgressing the criteria laid down by the 
Commission for determining a reasonable rate. Referring to 
the recently decided sugar case of 1922, 81 I. C. C. 446, Giessow 
said that while a rate of 79 cents in connection with an 80,000- 
pound minimum on sugar, on which there was a large move- 
ment, might yield something over the out-of-pocket cost, it was 
difficult to see how such could be the case on a 60-cent rate 
on coffee, on which there was a much lighter movement. 

The Houston Chamber of Commerce said the proposed rates 
would create an undue preference for the shippers of coffee at 
San Francisco. It quoted rates to many points in Oklahoma and 
Texas to which Houston would have to pay more than San 
Francisco. 

“Mobile competes with the Pacific coast ports in the ter- 
ritory in question,” said the Mobile Chamber of Commerce, re- 
ferring to the Dakotas, Nebraska, Kansas, Michigan and Iowa, 
“but with a rate of 60 cents from those ports to, say, Grand 
Forks, N. D., with a 94-cent rate from Mobile, it is obvious that 
the competition will cease.” 





EFFECTIVE DATE DEFERRED 


The Commission has deferred the effective date of its order 
in No. 12068, Wilson & Company, Inc., of Oklahoma et al. vs. 
Director-General, Chicago, Burlington & Quincy, from Septem- 
ber 24 to October 24. The order in that case prescribed rates 
on fresh meats and packing house products, in straight and 
mixed carloads, and on live hogs in single-deck and double-deck 
cars, from Kansas City and St. Louis, and other points taking 
the same rates, or rates basing thereon, to destinations in Okla- 
homa and Texas, because the existing rates were found unrea- 
sonable. The postponement also covers the following cases: 


No. 12067, Wilson & Company, Incorporated, vs. Director Gen- 
eral, as Agent, the Atchison, Topeka & Santa Fe Railway Company, 
ea. al.; No. 12127, Swift & Company vs. St. Louis-San Francisco Rail- 
way Company, Director, General, as Agent, et al.; No. 12271, Morton 
Gregson Company et al. vs. Director General, as Agent, the Atchison, 
Topeka & Santa Fe Railway Company, et al.; No. 12175, Morris & 
Company -vs. Director General, as Agent, the Atchison, Topeka & 

Santa Fe Railway Company, et al.; No: 12193, Armour & Compan) 
vs. Missouri, Kansas & Texas Railway Company, Director General, 
as Agent, et al.; No. 12398, Armour & Company et al. vs. the Atchi- 
son, Topeka & Santa Fe Railway Company, Director General, as 
Agent, et al.; No. 12515, Swift & Company vs. Kansas City Terminal 
Railway Company, Director General. as Agent, et al.; and No. 12646, 
Swift & Cae vs. the Atchison, Topeka & Santa Fe Railway Com- 
pany et al. 
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DISTRIBUTION OF FUEL 


The Trafic World Washington Bureau 


In the event of a strike in the anthracite fields, the ad- 
ministration will look to the Commission after September 22, 
when the federal fuel distributor act expires, as the only govern- 
ment agency that can function with respect to facilitating the 
shipments of substitutes to the consuming centers where an- 
thracite has been largely used heretofore, according to an of- 
ficial spokesman for the President at the White House. 


F. R. Wadleigh, federal fuel distributor, it was said, will, 
if necessary, act as an agent of the Commission after his term 
of office has expired. 

The bituminous operators have formed a voluntary organiza- 
tion that will co-operate with the government in getting bitumi- 
nous coal to the points where there is a demand for it. 

Representatives of the railroads who participated in the 
conference called by Mr. Wadleigh in New York for August 
98 met on the preceding day in New York to prepare data for 
the conference. 

In a statement the United States Coal Commission said the 
anthracite mines had maintained so high a rate of shipment 
that by September 1 over 25,000,000 tons of domestic sizes of 
anthracite would be in the possession of consumers or dealers, 
and that this supply, representing shipments from April 1 to 
August 31, was over 7,000,000 tons more than was distributed by 
December 31 last year and only about 17,000,000 tons less than 
the average supply on December 31 of the three years previous 
to the strike year. It pointed out, therefore, that a stoppage of 
work on September 1 would involve a deficit of 17,000,000 tons 
of domestic sizes to be made up before the \end of December, or 
a million tons a week. It said, however, that the September 1 
stocks of anthracite were not equally distributed, and that the 
many households without any anthracite would be forced to 
prepare for winter by accepting some substitute, and that the 
principal substitute would be soft coal. In conclusion it said: 

To sum up the situation: In the event of an anthracite strike, a 
household fuel emergecy would exist in the eastern United States 
which the bituminous operators believe could be promptly met by 
utilizing the excess mine capacity of the bituminous fields normally 
shipping steam coal to New England, Canada and the Atlantic sea- 
board. The united effort of the soft coal operators, railroad execu- 
tives, and the Interstate Commerce Commission would probably be 
in the line of starting this movement of coal before the period of 
maximum freight movement which the railroads are reported to be 
in excellent condition to handle. 

Stoppage of anthracite mining would be a public emergency, to 
meet which would require the full co-operation of the consumers with 
the soft coal operators and all agencies of distribution, with all the 
aid possible through executive action by federal and state govern- 
ments. If those who now control the mining and distribution of 
anthracite are to continue to think only of their own demands and 
not at all of the public’s demand for coal, the Coal Commission feels 
that every measure should be taken to supply the domestic fuel 

needed in the homes of the great mass of the consumers and espe- 
cially of the industrial workers throughout the east. 


Mr. Wadleigh said on his return from New York that, while 
he would go forward with his preparations, nothing definite, of 
course, would be done before September 1. 

In the event of a strike Mr. Wadleigh did not anticipate 
that it would be necessary to call on the Commission to issue 
priority orders to expedite coal shipments. He expected the 
situation would be met adequately through co-operation with 
the bituminous coal producers and the railroads. It was re- 
ported to Mr, Wadleigh in New York that options for charters 
on available vessels for shipment of coal to New England had 


been taken in anticipation of a heavy movement of coal by 
water 


ANTHRACITE INVESTIGATION 


The Trafic World Washington Bureau 


_ The Commission has set the initial hearing in its anthracite 
investigation (Docket No. 15006) at Pittsburgh, before Examiner 
Disque, for September 24, two days after the coal commission’s 
life expires by limitation. The investigation was undertaken at 
the suggestion of that body into the rates, charges, classification, 
regulations and practices respecting hard coal. The Commission 
has not received any complaints or suggestions on the subject 
from any shipper, railroad or the coal commission, so the hearing 
Will be begun without any foundation other than the report of 
the coal commission suggesting the inquiry. 


COAL PRODUCTION REPORT 


“The total soft coal raised during the week ended August 
ll is estimated at 10,813,000 net tons, an increase of 960,000 net 
tons over the last figure for the week preceding,” the Geological 


och said in its current coal report. The report in part fol- 
Ows: 


. Early returns on car loadings in the week (August 20-25), in- 
dicates a further increase with a probable total of about 11,000,000 
het tons. There has been a gradual raise in the rate of soft coal 
Production during July and August, and an average rate for that 
Period of about 1,800,000 tons per working day. This unusually 
high rate of out put for the summer has been exceeded only during 
1918, under stimulus of more demand. $ 
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Greatly reduced output on Wednesday, August 15, brought the 
anthracite production for the week ended August 18, below the 
anticipated figure. The total output, included mine fuel, local sales, 
and the products of dredges and washeries, is now estimated, on the 
basis of 35,534 cars loaded, at 1,858,000 net tons. This was 123,000 more 
than in the preceding week, but 160,000 tons less than in the week 
before that. : 

Early reports on loadings during the first half of the week 
(August 20-25), indicate a rate of production which if maintained 
throughout the week would yield 2,100,000 net tons. 

Revised estimates place the total output of soft coal in July at 
45,126,000 net tons. This figure includes lignite, local sales, and 
mine fuel. Comparison with the record for June, shows a decrease 
of 364,000 tons, the decline being due to the reduction in working 
days caused by the celebration of Independence Day. The average 
output per working day during July, was 1,805,000 tons against 
1,750,000 tons in June. 

The total production during the first 7 months of 1923, was 318,- 
396,000 tons, a record surpassed but twice in the last decade. In 
comparison with recent years, 1923 stands 56 per cent ahead of 
1922, 37 per cent ahead of 1921, 3 per cent ahead of 1920, and but 
5 per cent behind 1918, the year of record production. 

The all-rail movement to Eastern New York and New England, 
declined in_the week ended August 18. Reports furnished by the 
American Railway Association show that 4,263 cars of bituminous 
coal and 3,337 cars of anthracite were forwarded through the principal 
gateways over the Hudson. This was a decrease of 472 and 1,006 
cars, respectively. At present, anthracite is moving into New England 
by rail at a rate somewhat in excess of that prevailing in August 
1920 and 1921. Bituminous shipments were about 50 per cent larger 
than in the corresponding week of 1921, but were about 20 per cent 
less than in that week of 1920. 

In the two weeks following this year’s peak in the coal traffic 
through Hampton Roads there has been a sharp decline. The tonnage 
of soft coal loaded into vessels in the week ended August 18, fell 
to 344,352 net tons from 360,242 in the week preceding and 456,832 
tons in the week before that. In the last week reported cargo coal 
— export amounted to 71,088 tons and for New England, 183,104 

ons. 

The movement of soft coal across the Lakes in the week ended 
August 19, was marked by the first notable decline since the opening 
of the season. Dumpings totaled 985,685 net tons, which was ap- 
proximately 100,000 tons less than in the preceding week and was the 
lowest since the end of May. Of the total dumpings, 932,290 tons 
were cargo coal and 53,395 tons were vessel fuel. 

Cumulative dumpings of cargo coal during the present season 
to date stand at 17,002,045 net tons. This is a larger tonnage than 
recorded for any corresponding period for other years and is even 
a per cent ahead of 1921, when the Lake movement was exceedingly 

eavy. 

_ ,~The movement of Lake coal during this season to July 31, 
is far ahead of that of the season preceding. The proportions of the 
total cargo coal shipped this year to various destinations differ 
widely from those of the abnormal year 1922, and approximately 
those of 1921 

Consigments to ports in the United States total 11.522,234 net 
tons, or 80.7 per cent, and to Canada 2,761,981 tons, or 19.3 per cent, 
as compared with 79.5 per cent and 20.5 per cent, respectively, in 
1921. Shipments to United States ports on Lake Superior represent 
47.7 per cent, and to Lake Michigan 26.7 per cent of the total this 
year, against 51.4 and 24.7 per cent in 1921. 


CONFLICTING COAL ACTIONS 


The Trafic World Washington Bureau 


Coal and railroad men in Washington have noticed what 
appears to be a direct conflict between the policy of the govern- 
ment, as declared by the Commission, and that of the Depart- 
ment of the Interior, respecting the development of new coal 
mines. The conflict was brought to light a few days ago by the 
leasing, through the Interior Department, of 1,840 acres of gov- 
ernment coal land, near Carbon Hill, Ala., to Moss & McCormick, 
coal operators, of Birmingham. The lease was made as the 
result of a public auction conducted recently at Montgomery, 
Ala., by the Interior Department. 


The successful bidders were Moss & McCormick, for the 
privilege of.developing coal mines on that parcel of land they 
agreed to pay what is known as a bonus of $85,000 and a royalty 
of ten cents a ton, the latter to be paid when the coal should 
be dug. The $85,000 bonus was to be paid immediately. The 
content of the coal land was estimated at 7,000,000 recoverable 
tons. The surface of the tract had been previously disposed 
of to homesteaders. 

Carbon Hill, Ala., is shown in the Official Guide as being on 
the St. Louis-San Francisco. The contract between the govern- 
ment, as represented by the Interior Department, requires the 
operators to pay not only $85,000 cash at once, but to spend at 
least $75,000 for the development of the coal property within 
three years. 

So far as known, no one in the Interior Department called 
the attention of the bidders for that lease to the decisions of the 
Commission in the Virginia Railway and assigned car cases, in 
which it laid down the proposition that there was over-develop- 
ment in the mining of bituminous coal. It denied the applica- 
tion of the Virginian to extend its line 1.19 miles because it said 
the Virginian had not been able to serve the mines on its rails 
with a full supply of cars during considerable periods within the 
last two or three years. 

Officials of the Interior Department who handled the lease 
auction said they had not heard of the decisions. They said 
they acted under the specific instructions of Secretary Fall, 
issued about a year ago, directing expedition in disposing of ap- 
plications for leases on coal lands owned by the government. 
The lease was made pursuant to the terms of the national leas- 
ing law, applicable to lands owned by the government, passed 
February 20, 1920. The award was made to the highest bidder, 
in accordance with a practice in such matters developed, before 
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the passage of the leasing law, in connection with the leasing 
of Osage Indian oil lands, for which the government is the 
trustee. 

The contract does not specify how the successful bidders 
shall spend the $75,000 in the development of the property with- 
in the three year following the making of the contract. None 
of the officials that had anything to do with the matter, knew 
the distance of the land from the St. Louis-San Francisco rails, 
or whether that company proposed extending its rails to it, 
either by an extension of its line or the construction of a side- 
track. Under the terms of the contract, the operators might 
spend the $75,000 or any other sum they pleased, for the con- 
struction of a sidetrack to connect with the St. Louis-San Fran- 
ciso. Under the interstate act, the Commission would be under 
obligation to require the railroad company to make connection 
between its rails and that of the coal company sidetrack if that 
could be done without endangering the operation of trains— 
that is, if the connection were physically practicable. But, in 
the event the Frisco had planned to extend its line, as the Vir- 
ginian did, it would have to obtain a certificate of public con- 
venience and necessity and run the gauntlet set up by the Com- 
mission in its decision on that application. 

That the Interior Department, believed in making the con- 
tract, it was doing a good thing, is suggested by the statement 
concerning it, issued by the department, as follows: 


One of the largest cash bonuses ever received by the Government 
for the lease of a tract of public coal land was paid at the recent 
—_ auction at Montgomery, Alabama, by the Department of the 
nterior. 

The amount offered and accepted for 1,840 acres of Government 
coal land was $85,000. Moss and McCormick, coal operators of 
Birmingham, Alabama, made the bid at the public auction, the 
highest figure that was offered. 

The tract is located in Fayette County near Carbon Hill, Alabama. 
It is estimated to contain 7.000,000 tons of high: grade bituminous 
coal. In addition to the $85,000 bonus the successful bidder must 
expend $75,000 for improvements on the property within three years 
and must guarantee the Government a royalty of 10 cents per ton 
annually on a minimum production of 20,000 tons of coal. 

The Department of the Interior previously disposed of the sur- 
face rights of practically all the 1,840 acres of land to homesteaders 
having reserved the coal deposits and the right to mine them, to the 
Government. Many coal operators of southern States appeared at 
the public auction at Montgomery, and there was lively and spirited 
bidding to obtain the lease on the public coal lands offered. 


ASSIGNED CAR CASE 


The Trafic World Washington Bureau 


A differentiating fact has been introduced in the assigned 
car case in the filing, by J. H. Fishback, of a petition on behalf 
of the Canadian National Railways for a reopening of the pro- 
ceedings and an opportunity to be heard. The fact is that the 
railroad fuel cars sent to the mines in the United States by the 
Canadian government railroads do not constitute a part of the 
body of railroad equipment of the railroads subject to the juris- 
diction of the Commission. That is the contention of the Cana- 
dian government lines. In a broad way of speaking, the point is 
made in the application that the cars of the Canadian National 
Railways are private cars not subject to the rules for distribution 
in times of shortage. However, the applicant does not suggest 
exemption from the orders, but discusses the subject on its 
merits. It merely calls attention to the fact that the situation 
presented by its petition is defferent from that pertaining to the 
railroads of the United States. 

Attention is drawn in the petition to the fact that Congress, 
more than once, has declined to forbid the use of the assigned car 
and that the Commission itself calls attention in its report to 
the fact that Congress had not changed the interpretation it 
had placed upon the law relating to the distribution of cars; that 
no one has alleged discrimination by the use of the Canadian 
cars, and that the Canadian lines are largely dependent upon 
American coal, obtaining only small quantities from Nova Scotia 
on the extreme east and from the mines in the Northwest Ter- 
ritory in the west. The petition, in part, is as follows: 


Notwithstanding railway companies in the. Dominion of Canada 
have no coal supply upon their own lines, they have equipped them- 
selves at heavy expense with thousands of up-to-date hopper bottom 
steel] coal cars. These cars are supplied by these Canadian lines 
which do not originate coal in any appreciable volume. Those thou- 
sands of cars are not a part of the coal car equipment of the United 
States. The Canadian Nationa) Railway Company is a foreign cor- 
poration and their Canadian cars are in the nature of private cars 
when sent by the foreign carrier into the United States for company 
fuel. The situation presented is consequently different from railways 
in the United States. These thousands of coal cars supplied by the 
Canadian National Railways add to the available car supply in the 
United States to the extent that they are sent from Canada to the 
United States for the transportation of coal. 


Speaking of the testimony given in behalf of the Canadian 
railroads by Mr. Bowker of the Grand Trunk, the petition said: 


It was further shown that the amount of money invested in this 
coal car equipment by the Grand Trunk Railway Company of Canada 
was $5,320,000. As indicating the material aid that these 5,500 cars 
have given to the coal industry in the United States by adding that 
number of Canadian cars to the 'Jnited States coal car equipment, 
and relieving carriers in the United States from supplying this 
equipment necessary to transport coal to the Grand Trunk in Canada, 
it is testified by Witness Bowker that the Grand Trunk Railway Com- 
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pany of Canada sent into the United States in two years 42,325 
Grand Trunk coal cars; and computing the use of these cars in the 
round-trip from Canada to the United States empty and loaded back 
from mines in the United States to Canada, as occupying 25% days 
for each car, these 43,000 cars represented 1,200,000 car days, or 
1,200,000 cars one day. In addition, it was shown at the time of the 
hearing the Grand Trunk budget for 1923 provided for the building 
of 500 additional coal cars, and these are now in service. 


In bringing the argumentative presentation in behalf of re. 
opening to a conclusion, the applicant said: 


The petitioner, the Canadian National Railways, asks that this 
company and various other carriers and private car owners who have 
not been heard in testimony in this proceeding be now afforded 
opportunity to make known to this Commission the details of car 
supply, of coal supply, costs of fuel, what would be the approximate 
result in enormously increased prices based on past experience as a 
result of the abrogation of the Assigned Car Rule; the serious effects 
upon locomotive performance when coal has to be drawn from indis- 
criminate sources instead of from particular mines producing cer- 
tain grades of coal suitable for engines of different drafts; enor- 
mously added cost of purchasing fuel in the open market running 
into millions of dollars, which must be borne by the consuming pub- 
lic, as well as by the railroads; the extent to which the Canadian 
National Railway contributes under present methods of car supply 
to the distribution of cars in the United States, assisting materially 
in car supply of railroads in the United States; that the mines in 
the United States not having assigned cars are aided to an important 
extent through the purchase and use by Canadian railroads of their 
own cars in drawing coal supply from the United States; that coa! 
is stored in large quantities; that larger storage is not only not 
practicable but wasteful and impairs efficiency of fuel; that the 
mines of the Canadian National Railway in the United States do not 
compete with commercial mines. 


You petitioner offers to show by testimony that there has been 
no discrimination or preferential use of its railroad facilities, but 
that on the contrary these Canadian cars have facilitated the use of 
carriers’ equipment by the efficient use of these cars in an uninter- 
rupted flow, as contrasted to the wasteful and chaotic use of cars 
carrying coal in emergency and in speculative markets. 


_,_ The facts in connection with the Canadian car supply and pro- 
vision for their supply of fuel involves facts and circumstances which 
are peculiar to those lines. This petitioner has not been advised, nor 
does the record show, that ang complaint has been made against the 
use of assigned cars by Canadian railroads in acquiring and. moving 
the supply of coal necessary to be drawn for their use from the 
United States, nor in what way, if at all, it be claimed that any 
injustice has resulted to anyone. 


Plans for Protection 


Because the Commission has given no sign of any intention 
to postpone or modify its order in the assigned car case, which 
becomes operative October 1, having been postponed one 
month, attorneys for the railroads and the owners of private 
cars are consulting about the form and substance of a bill 
or bills to be filed in court for the protection of what they 
deem their constitutional rights. The consultations have not 
gone so far as to result in anything definite, but it is known 
that several attorneys have prepared drafts of bills they think 
should be filed, if the Commission denies their applications for 
rehearing, or postponement until the end of the coal year. 

Application for an injunction on the ground that the order, 
if enforced, would deprive the carriers of their property with- 
out due process of law, is indicated by the conferences thus 
far held. How the private car owners will get into court has 
not been so clearly indicated. They were not parties to the 
investigation and the order does not run against them. But, 
according to the petitions for rehearing and intervention, they 
have asserted that the effect of the enforcement of the order 
would be to deprive them of the beneficial use of their prop- 
erty, notwithstanding that the statute recognizes their right 
to own private cars and tender them for transportation over 
the rails of common carriers. They have asserted that, rely- 
ing on the Commission’s rulings and decided cases, covering 
a period of more than sixteen years, they have made large 
investments in private cars. 


In their petition for rehearing and intervention, the West- 
moreland Coal Company, the Berwind-White Coal Mining Com- 
pany, New River & Pocahontas Consolidated Coal Company 
and the Pennsylvania Coal & Coke Corporation alleged they 
had an investment of $14,000,000 in coal cars; that the first 
mentioned had been operating such cars since 1861, the Ber- 
wind-White since 1888, and that recent purchases of cars were 
made “with the implied approval of the Commission and on 
the justifiable reliance of the Commission’s ruling and the de- 
cided cases, covering a period of more than sixteen years.” 


The railroads that own coal mines and have been accus- 
tomed to keeping them in continuous -operation, by means of 
assigning cars to them, believe the rule prescribed by the 
Commission, which, of course, is applicable only in times of 
shortage, will deprive them of the use of those mines at the 
time they would be most necessary They figure that, in times 
of shortage, the rule will have the effect of requiring them 
to forego the usual mode of their obtaining coal so as to re 
lease some of the cars they have used in providing coal for 
themselves, for the use of mines supplying coal to the public 
generally. They believe that the primary purpose of the order 
is to enable those engaged in mining coal for the general 
market, at times of car shortage, to make bids for furnishing 
a larger percentage of commercial coal than when the demand 
is normal, and to make such bids workable by the use of cars 
which, ordinarily, are used in hauling fuel for the railroads, 
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from their mines or mines devoted exclusively to their service. 
In that way, they figure, they will be deprived of the use, not 
only of their cars, but of their mines as well. They have con- 
tinuously contended that there is no competition between rail- 
road mines and commercial mines because coal from the rail- 
road mines goes only to railroad stock piles. 

In behalf of the railroads it has been argued that, inas- 
much as the law recognizes their right to own mines for the 
production of fuel for their own use, the right to use cars for 
hauling that coal is just as much a part of their property as 
the mine itself, and that anything that deprives them of the 
right to use the cars, in times of shortage, is a taking of 
property without due process. The owners of private cars also 
stand squarely on the proposition that the right to own cars, 
peing recognized by the statute, cannot be said to cause dis- 
crimination against persons not owning cars. 


READING DISSOLUTION CASE 
The Trafic World Washington Bureau 


Attorney-General Daugherty announced August 27 that he 
had decided not to appeal to the Supreme Court from the decree 
entered by the United States District Court at Philadelphia 
June 28, in the case of United States vs. Reading Company 
et al., under the anti-trust law. 

When the Attorney-General left Washington about ten days 
ago he took with him all the papers in the case and since has 
given considerable study to the various issues involved. Mr. 
Seymour, assistant to the Attorney-General, joined Mr. Daugh- 
erty at Columbus and went over the details with him, the de- 
partment said. A statement issued by the department said: 


This suit was instituted in 1913 and had for its purpose the segre- 
gation of the Reading Company, the Philadelphia & Reading Coal & 
Iron Company, the Philadelphia & Reading Railway Company, the 
Central Railroad Company of New Jersey and the Lehigh & Wilkes- 
Barre Coal Company, all of which were combined through the Read- 
ing Company, a holding corporation. 

Final dissolution of this combination was ordered by a decree 
of the District Court, dated June 6, 1921. Certain common stock- 
holders of the Reading Company appealed from that decree on the 
ground that it gave the preferred stockholders an unlawful prefer- 
ence in the distribution of assets. The Supreme Court on June 1, 
1922, affirmed the decree of the District Court in all respects save one. 
The only modification made by the Supreme Court was to decree 
a separation and division of the Reading Company general mortgage. 

The decree of June 28, 1923, from which no appeal will be taken, 
provided that instead of a segregation of burden and liability under 
the general mortgage as between Reading Company and the Phila- 
delphia & Reading Coal & Iron Company, those companies will 
execute new separate mortgages and issue five per cent bonds there- 
under in exchange for outstanding General Mortgages bonds. : 

The mandate of the Supreme Court under which the District 
Court proceeded conferred on the latter authority to fix in its dis- 
eretion the compensations of the bondholders. | 

The District Court after hearing all parties in interest divided 
the general mortgage into two separate mortgages, one to be assumed 
by the coal company and one by the railroad company and fixed the 
terms thereof. This adjustment proved-satisfactory to all interests 
concerned and effectually carried out the contention of the govern- 
ment and the decision of the Supreme Court that the anthracite 
coal trust should be terminated by separating the railroad ‘and 
coal companies. 

The determination of the Attorney-General to let the case stand 
on the decree of the District Court brings to a close one of the most 
celebrated litigations under the anti-trust law. It was argued three 
times on the first appeal to the Supreme Court before a decision was 
reachced, and was twice argued on the second appeal. In addition, 
several independent law suits have grown out of the proceeding 
between different interests affected by the segregation of these 
companies, 


CONQUEST OF THE NORTHWEST 


The Trafic World Washington Bureau 


In behalf of the Pittsburgh Coal Producers’ Association, 
August G. Gutheim and C. J. Goodyear have filed a brief in I. 
and S. No. 1558, coal from Kentucky, Tennessee and Virginia 
to Northern and Northwestern Points, which attorneys for the 
railroads said should be called “the Conquest of the North- 
west.” Gutheim and Goodyear said the contention of the asso- 
ciation was for no more than a re-establishment of the former 
telation of rate parity. The mines of its members, they said, 
were all located in the Pittsburgh coal producing district of 
western Pennsylvania. That district, they said, was part of 
the collection of districts constituting what was known as the 
immer crescent. By finding of the Commission, they said, all 
the inner crescent mines were placed upon a rate parity in 
reaching Chicago. The destinations involved in this proceed- 
ing, they said, were all beyond Chicago and the short and 
natural gateway was through Chicago. 


“It is an elementary principle of rate-making,” they as- 
serted, “that the rate parity so existent at Chicago should con- 
Unue west thereof. That was the previously existing situation. 
Its establishment is all for which this brief contends. 


_ “The former parity of rate relation was secured by the 
Simple expedient of combining with the rate up to Chicago, the 
Same from all the inner crescent mines, the rate beyond Chi- 
Cago to the given destination. To permit greater freedom and 
*xpedition of movement, and more equitably to distribute the 
tonnage, the combinations so built on Chicago were made ap- 
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plicable via other routes and other gateways, i. e., west bank 
Lake Michigan ports. Subsequently there came the proposal 
to open the Peoria gateway to a small group of mines located 
on the Louisville & Nashville, to a smail group of destinations 
mostly on the Minneapolis & St. Louis. There is little occasion 
for discussion herein of the merit of the extension of the Chi- 
cago basis to Peoria. The Commission has already evidenced 
approval of such contention. Coal from Kentucky, Tennessee 
and Virginia, 73 I. C. C., 447. The point is that the extension 
was made effective by the publication of joint rates through 
Peoria substantially the equivalent of the Chicago combination 
basis. The subsequent rate advances applying differently on 
joint than on combination rates, have resulted finally in the 
making of a joint rate basis considerably sub-normal to the 
great prejudice and disadvantage of the combination rates, the 
mines from which they apply, the traffic moving on them, and 
the destinations to which they apply. 


“The equity of the rate parity is frankly admitted by both 
carriers and shippers. It was found reasonable by the Inter- 
state Commerce Commission at Chicago as the destination, and 
in accordance with the recognized principles of rate-making, is 
therefore reasonable at destinations beyond Chicago. The real 
issue here is as to how the parity should be re-established. 
The Pittsburgh Coal Producers’ Association contends that the 
re-establishment should be effected by the cancellation of these 
joint rates and the maintenance of just, reasonable and not 
unduly discriminatory combinations.” 


They said the dis-establishment of the parity was not the 
result of cold, deliberate effort on the part of carriers, but 
rather of the war-time and post-war expedients of rate adjust- 
ments to preserve the carriers’ revenues in the face of the ex- 
traordinary conditions then governing. They said it might be 
stated as a fact that the entire situation arose out of a mere 
accident of tariff publication. They said the eastern Ken- 
tucky mines from which the joint rates proposed for cancella- 
tion apply, became a factor in the all-rail domestic coal mar- 
ket of the northwest solely by reason of that accident of tariff 
publication. They said the Louisville & Nashville would sacri- 
fice the propriety of relation in the rates over the northwestern 
docks and through the Peoria gateway to maintain an advantage 
acquired not by right, but by that accident of tariff publication. 

The northwestern coal docks, they said, must compete with 
the southern Illinois operators; that that was also the fact with 
respect to the eastern Kentucky operators but that to the dock 
operators it was a matter of life and death, while the eastern 
Kentucky operators have other markets to which they have 
shorter hauls. With them, therefore, they concluded, it was 
not such a vital matter. 


STATUS OF SHIPPING BOARD FLEET 


The Shipping Board made public this week detailed figures 
showing the number of government ships tied up and the number 
in operation, the grand total being 1,344 vessels of all classes of 
9,260,295 deadweight tons. Of the total 417 were in operation 
and 927 tied up. The figures follow: 


SHIPS TIED UP 








Steel— No. of Ships D. W. T. 
I Tins eacaewicb skate o:0's.s Seebe Heusen ae ead 846 5,362,761 
RE are 11 114,522 
MOE Nc cSicos ole ses seeveven's beeseice 12 82,483 
EE,» Sab. hie se Waste « Sesiaieteins seu ed oaieloo ees 23 186,343 
SI cadieapreinicary Deleted dsvusie' nt rabies ha’ dled RIL im ates: toe Se. +. - Pty eee 
is. We. MOUNT WINN, oo. 6-5 oi0-0-0s 06 0:b:00%,00 w.0nss 6 38,235 

doi \ac) cielo alte is aw abate Sars Sea eee we 909 5,784,344 

Wood— 

SN lar oor ser es v.c0n: ran csoreiats mike eatin apedeanele oaraeiewied & 3 11,370 
a oes <0 oN 55S SCT Rp RE Vo ee 6s0tbe Osos 2 heseete 
SEE 23h os nedninw Silence eidte dv ASRS s ede ae 4 

| cee ame, yeh ay ap paren ey mate ee 9 11,370 

Concrete— 
iiss 5 5b dec ack weal Seg Nakkdss tabs es 2 6,078 
hs Hip eS bweRes> Ka—gdlades aol aurea peeeene he 7 48,783 

NR to ar bon aie in. Co Sas kes aches tbeenee tex 9 54,861 

eis SEO A WORROIES 065 ook Bie Sec cei 927 5,850,575 


Ie ea a: take ps Soke fasesipnpeats eam dial aalasisiernacanaae 5,784,344 Steel tied up. 
54,861 











_cetelle OP AE BR AS PRES ge Te : Concrete tied uD. 

| eee eee 11,370 Wood tied up. 

ee a ee ee ee 5,850,575 Total tied up. 

SHIPS IN OPERATION 

Steel— No. of Ships D. W. T. 
a aa ein ares oa og oA to gern on alpen see eer eile mremnaka 338 2,839,541 
Passenger and cargo 28 337,330 
Dn re err 2 20,137 
COG CORTIOES. BIG CRUBG s 6.605 ccnecccaes ceecese 1 4,000 
I anne 5.5.6 5-0. bene cereus See ae es pee ake 22 208,712 
DE Sn, SRE TS noch eC are ct ta Cee eh es vbeesccte dice 12 Jetdees 
Total shins im operation. cess. ccccccccccece 403 3,409,720 
Tugs Pe dtk Ea ite. od ioe HE SCOR S Sb Ae Sulbiceabe StU Melee 14 ciha dee 
ST TN 8g ocny cK eked eee oe ewenw ae ean 417 3,409,720 
po ee Or ee 927 5,850,575 
Oe. BRE FS. PAS EW 1,344 9,260,295 
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BRUSH CONFERS WITH COOLIDGE 


The Trafic World Washington Bureau 


Matthew C. Brush, president of the American International 
Corporation, and formerly head of the Hog Island ship yard, 
outlined his views on the Shipping Board problem with refer- 
ence to operation of its ships in a conference with President 
Coolidge. The President and Mr. Brush became well acquainted 
when the latter was head of the elevated railway in Boston 

Before secing the President, Mr. Brush had conferred witb 
Chairman Farley of the Shipping Board. After the conference 
at the White House a report was circulated to the effect that the 
President was considering Mr. Brush as a successor to Mr. 
Farley. This report, however, was regarded as_ erroneous, 
because it had been stated authoritatively on behalf of the 
President that he did not expect any changes to be made in 
the membership of the board. 

It was later stated at the White House that “it would 
be as impossible to get Mr. Brush to serve as chairman of the 
board as it would be to get a prominent college president to 
become a member of the class of an elementary school.” It 


was said that Mr. Brush’s business interests were such that he 


could not accept an appointment. The White House spokesman 
said he was thus merely emphasizing the fact there was nothing 
to the rumor and that he was not reflecting on the importance 
of the chairmanship. 

It was explained that Mr. Brush was an old friend of 
President Coolidge and that he had visited the White House to 
pay his respects to the President. The Shipping Board problem 
was discussed by the President with Mr. Brush, it was said. 


MERCHANT MARINE POLICY 


The Trafic World Washington Bureau 


It -was authoritatively declared at the White House, August 
28, by a high spokesman for President Coolidge, that the Presi- 
dent had not asked the Attorney-General for an opinion as to 
the legality of the Shipping Board plan for the creation of sub- 
sidiary corporations through which the board would operate 
the government fleet. It had been said previously at the White 
House that the President felt the Attorney-General should sub- 
mit an opinion on the plan before final approval was given and 
this gave rise to reports that the President had actually made 
the request. 

It was said that the President had asked for additional data 
from the board as to the present costs of operation and what 
savings could be expected if the proposed plan were adopted. 
When that information is submitted, it was said, the Attorney- 
General then may be asked to give an opinion if there is a ques- 
tion as to the legality of the plan in its final form. 

Nothing additional has come from the White House as to 


eo selection of an advisory committee to investigate the board’s 
plan. 








Chairman Farley of the Shipping Board held another con- 
ference with President Coolidge at the White House August 


30, at which he submitted the additional data requested by the 


President in connection with the board’s proposed operating 
plan. He was with the President about thirty minutes. On 
leaving the White House he said arrangements were made for 
a conference. between the entire membership of the board and 


the President at 8:30. o’clock. that night. 


The conference with President Coolidge Thursday night 


lasted nearly two hours. Chairman Farley made only general 


statements on leaving the White House, indicating that the 


proposal of the board to create subsidiary corporations had 
been presented to the President in all its phases. He said the 


board would continue to perfect its plan and indicated that 


the President would ask the Attorney-General for a ruling as 
to its legality. He said the board desired that this be done, 
although he was convinced that the plan was legal. The chair- 
man indicated that the plan would receive further consideration 
by the President and that other conferences on the subject 
would be held. It was believed that the President withheld 
a decision in the matter pending further discussion. 

Discussing the plans for operation of the government ships 
proposed by steamship owners and Shipping Board operators, 
Chairman Farley said August 29 that those plans would not 
make for private operation, but would result in direct govern- 
ment operation just as much as the plan proposed by the Ship- 
ping Board. 

“We are in direct government operation today,” said he. 
“We are in the same form of operation that the owners and 
operators proposed. Not in any way do the owners or operators 
plans propose private operation. Their plans mean nothing more 
than that we give them a form of contract by which they get 
compensation—whether they get it today or later makes no dif- 
ference. Whether you pay a man $5,000 a year or $50,000 at 
the end of ten years makes no difference. We are in no dif- 
ferent position today than we would be if we accepted their 
plans. 

“Private operation is only private operation when the incen- 
tive is with the private individual and he assumes all the risk. 
The only way to make private operation is by contract of sale. 
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Whether the money is put down today or paid later they must 
obligate themselves. A charter would bring about private oper- 
ation but it must not be a reversed charter.” 

A reverse charter, it was explained, meant that certain 
payments would have to be made by the Shipping Board, 


whereas, under a charter the charterer would pay a definite net 
sum to the board. 


While admitting that he saw some good points in the plan 
proposed by the operators, the chairman indicated that he was 
not favorably impressed by the offer of the operators to assume 
a share of the losses incurred -in operation. His objection was 
that such an assumption of losses would only be effective ip 
the event the losses were greater than those provided for ip 
computing the standard voyage figure suggested by the operators 
and that the suggestion was made that this figure be computed 
on the last six months of 1922 and the first six months of 1923. 
Last year, he said, was the worst in marine history and that the 
operators would share in losses only when they were greater 
than they were last year. Other objections voiced by him were 
that the plan would give the operators absolute control of the 
vessels and that it contained no guarantee of continuous service. 

It was indicated that, while the operators’ plan had not 
been formally rejected, it would not be approved by the board. 
The owners’ plan has been formally rejected by the board. 


Chairman Farley did not believe that the board would have 
difficulty in getting experienced steamship men to take employ- 
ment under its plan for operating the fleet. He referred to the 
fact that Vice-Presidents Love, Sheedy and Keene were experi- 
enced shipping men in the employment of the Emergency Fleet 
Corporation. Chairman Farley would not say how much time 
would be given the owners and operators to submit additional 


information to the board, except that the board desired imme 
diate action. 


The Shipping Board’s plan for “direct operation” of its 
vessels will result in the creation of a governmental shipping 
trust, with 18 corporations, created, owned and controlled by 
the government and paid for out of the public treasury, the 
National Merchant Marine Association, of which Senator Rans- 
dell, of Louisiana, is president, said in a statement issued August 
29. It said the “projected system is a subversion of the policies 
laid down by Congress for the development of American ship- 
ping.” The statement follows: 


_ The association states that it recenily asked for expressions of 
opinion on the shipping situation from Senator Wesley L. Jones, 
chairman of the Senate committee on_commerce, and Representative 
William S. Greene, chairman of the House committee on merchant 
marine, both of whom, it has been stated, President Coolidge was 
desirous of having among the members of his contemplated advisory 
board on shipping. Senator Jones is in Alaska, but Representative 
Greene expresses himself to the association as follows: 

“My opinion is quite settled that the government should not en- 
gage in any industry which can successfully be carried on by pri- 
vate initiative and enterprise. It has always been my earnest belief 
that private business is more successful than government business. 

“T should not like to see this government, through any one of its 
agencies, conduct a form of business in direct or indirect competition 
with private capital and labor, for I should apprehend in that enter- 
prise absolute failure from every point of view.” 

“Direct government operation of shipping,” says the association's 

statement, ‘‘was provided for by Congress only as a last resort in 
case no other methods were feasible. Provisions were incorporated 
in the merchant marine act of 1920 that were meant to enable Amer- 
ican shipping to compete with the cheaper constructed and cheaper 
operated foreign vessels engaging in our trade. It was plainly the 
intent of Congress that these provisions of law should have been 
applied before any resort by the government to such a shipping trust 
plan as it is now proposed to put into effect almost immediately. 
_ , “Had these methods of aid for American shipping been applied, 
it is firmlv believed that they would have made it possible in the 
three years that have elapsed since their enactment for the Shipping 
Board to have sold all its efficient vessels to private American citizens 
and thus to have accomplished the chief purpcses of the legislation, 
and to have removed the government from the field of competitior 
with private enterprise, the elimination of whose aid in the develop- 
ment of our Merchant marine is now threatened. 

“The government created group of corporations plan was first 
suggested by Albert D. Lasker in his letter of resignation as_the 
chairman of the Shipping Board. There is no record that President 
Harding gave it his approval, and the adoption of the plan cannot 
be regarded as carrying out the policies of his administration. In 
his letter of resignation, Mr. Lasker viewed the corporation plan as 
the only alternative to the sale of the ships. He made no reference 
whatever to the methods of aid existing in law, but remaining unen- 
forced, as a means of making the sale of the ships possible. Nor 
did he take into consideration the possibilities of aid through the 
coming Congress. Although that body will convene within a few 
months, it is now proposed to make a radical change in shipping 
policy, and one entirely subversive of the principles laid down by 
Congress. 

“Whatever the Shipping Board does in this direction now can 

be overthrown by Congress in a short time, but, in the brief period 
intervening, the effect of the policy now backed by only a bare 
majority of the Shipping Board may, by eliminating the co-opera- 
tion of private enterprise, deal a blow to the development of the 
American merchant marine from which it cannot recover. 
: “It cannot be too strongly urged that no radical change be made 
in our shipping policy at this time, but that the ships continue to be 
operated with the co-operation of private enterprise, under what 
modification of the present system be deemed advisable, until Con- 
gress has had an opportunity to shape such policies as will make the 
sale of the government’s tonnage possible, and thus create a per- 
manent American merchant marine.’’ 


Benson’s New Plan 


A new plan for application of Section 28 of the Jones mer- 
chant marine act is recommended by Rear Admiral Benson, 
member of the Shipping Board, in a book entitled, “The Mer- 
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ehant Marine,” that has just been published. The recommenda- 
tion is that the section be made applicable to a particular foreign 


port in favor of all ports of the United States. Discussing the 
subject, Admiral Benson says: 


The merchant marine act, 1920, substituted a form of indirect 
aid in place of the discriminating duty which has been practically 
lost. Section 28 forbids the quoting by railroad companies of special 
rates lower than their ordinary local rates, between points in the 
interior of the United States and ports of entry or exit, on goods to 
be exported or being imported, unless the goods are to be or have been 
transported on an American vessel, The provisions of this section 
have not yet been applied because, at the instance of the United 
States Shipping Board, the Interstate Commerce Commission has 
decreed that adequate services by the United States vessels do not 
yet exist to justify their application. Equality of treatment of all 
ports of the United States, as required by the Constitution, makes 
impossible the application of this section until all United States ports 
can be included. In other words, the fact that adequate service 
from a particular port to a foreign country exists would not justify 
the application of the provisions exclusively to that port, and permit 
them not to apply equally to another port of the United States, 
on the theory that from the latter port there was no such service to a 
foreign country. This, however, does not prevent the application 
of the section to same particular foreign port in favor of all ports 
of the United States, notwithstanding its provisions may be sus- 
pended as to other foreign ports. It is quite possible that adequate 


, service from the United States ports generally might exist to some 


particular country, and the service from the United States to other 
countries be wholly inadequate and that therefore foreign vessels 
should not be discouraged in their trade relations with such last 
names countries. 

This connection between the railroads and shipping, presents 
another aspect of these relations, viz., the co-operation of rail and 
water transportation. The facility and economy with which a 
shipper at an interior point can safely deliver his products at ports 
across the ocean is a reasonable test for the extent and efficiency of 
our transportation service. The importance of such service to the 
wheat grower of the west is very great. The market value of his 
wheat in America, is the prevailing market value in Liverpool, less, 
approximately, the cost of transportation from the United States 
to Liverpool; hence, as the cost of this transportation decreases, the 
value of the wheat itself, in America, correspondingly increases. 
Such through movements of freight from an interior point to a 
foreign’ port include at times an initial water transit by lake, river 
or canal, then a long rail haul, then possible warehousing and other 
terminal charges, before shipment on its final ocean yoyage. When 
reasonable co-ordination and efficiency have been attained with 
these movements, the merchant or farmer of the Middle West will 
obtain a single bill of lading and a single rate of freight covering 
the shipment from the point of origin to the foreign port of 
discharge, 

Something has already been accomplished in the development of 
a through system from the interior to foreign ports. Under section 25 
of the transportation act, 1920, a shipper in the interior may require 
the connecting railroad to asd@ertain what space and rate are avail- 
able On any ocean steamer under the American flag, and if a vessel's 
ee is accepted, the space must be held for the arrival of the 
goods, 

Progress has also been made in the documents. The shipper may 
now obtain at the point of initial shipment by rail a through bill 
of lading including the ocean haul; however, though included in one 
document, the compensation and liability of the railroad and of the 
steamship, respectively, are several; hence in case of loss or damage 
in transit, the shipper or consignee still has the burden of properly 
placing and proving liability. These uncertainties should be removed. 


_ The National Merchant Marine Association, discussing Ad- 
miral Benson’s proposal, said foreign shipowners continted to 
make inroads on both the volume and proportion of American 
imports and exports carried by American vessels, although the 
government has available methods that would go far toward 
building up American shipping by increasing the cargoes carried 
in American flag ships. Continuing the association said: 


Application of this principle is of great concern to American 
manufacturers and farmers, especially in the Middle West, because 
of the factor of rail haul in the sale of commodities to foreign 
countries. Should. the provisions of section 28, for instance, be, 
applied to leading ports of entry abroad for American grain, the 
American farmer would have a direct interest in the use of American 
ships. The extent of this trade is indicated by the records of the 
Bureau of Research of the Shipping Board, which show that for the 
fiscal year, 1922, our exports of grain to some of the leading foreign 
ports were as follows, in tons of cargo: - 

Rotterdam, 1,331,000; Hamburg, 1,040,000; Antwerp, 790,000: Genoa, 
640,000; London, 564,000; Liverpool, 556,000; Bremen, 424,000: Hull, 
346,000; Manchester, 236,000; Marseilles, 174,000; Belfast, 132,000; 
Glasgow, 126,000; Naples, 163,000. 





BOARD HEARS SHIPPING MEN 


The Trafic World Washington Burca 


Committees representing the American Steamship Owners’ 
Association and the United States Ship Operators’ Association, 
Opposing the Shipping Board’s plan for operation of the gov- 
ernment fleet through subsidiary corporations, submitted their 
views as to how the problem should be met in a conference 
held by the board August 28. 

In opening the conference, Chairman Farley said the board, 
seeking all the light it could obtain on the question, and in 
a spirit of co-operation which it sought always to maintain 
with those interested in shipping matters, had gladly granted 
the requests of the two organizations for a conference. The 
chairman outlined the board’s views as to the plan of the ship- 
Owners and related questions as follows: 


— the first place, the board is resolved to carry out to the fullest 
_ ent the mandate of the merchant marine act with reference to the 
and tne re of service and development of trade routes 


: Ess i 
maintained. ential trade routes already developed must be fully 


In the second place, the board recognizes that an adequate mer- 
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chant marine, privately owned and operated, is the goal sought to be 
attained at the earliest possible moment, and that permanent gov- 
ernment ownership and operation is contrary to the policy laid down 
4 Congress in the merchant marine act. That this goal is unattain- 
able in any considerable degree at the present time is common 
knowledge to all of us. 

The problem before the board, therefore, ‘s how best to conduct 
the operation of the lines and routes it is mandated to maintain, 
so that the losses paid by the government may be reduced and the 
efficiency in operation increased, and the ultimate transfer of these 
lines be private owners made possible at the earliest practicable 
moment, 

The judgment of the board is that the present system of oper- 
ation will not be continued. It offers no sufficient incentive to 
efficient and economical management. It requires the Emergency 
Fleet Corporation to maintain a large staff for general supervision, 
auditing and accounting. The good will which is paid for by the 
government becomes the property of the operators. It makes it 
difficult, if not impossitle, for others than the operators to purchase 
the lines, while at the same time it offers little inducement to the 
operators to become owners. 

he plan recently proposed by the American Steamship Owners 
Association is subject to practically all of the objections which prevail 
against the present system, except in so far as the possibility of 
future profits may act as an incentive to more prudent management 
by the operator. Under existing conditions, that incentive must 
unfortunately be regarded, in most cases, as too remote to be of 
practical value. 

Indeed, the plan has many disadvantages as compared with the 
present system. It will commit the government to the operation 
of lines for a period of from three to six years, involving the pay- 
ment of the operators’ overhead and managing expenses as well as the 
cost of operation for that period. 

Quite aside from the fact that the Shipping Board has no power to 
make any such commitment as is involved in this plan, it would be 
manifestly unwise and imprudent for it to do so. It is the duty of 
the board to continue the operation of lines only until the business 
is developed to such an extent thet the vessels may be sold on 
satisfactory terms and the service maintained, or, until it shall 
appear, within a reasonable time, that the line cannot be made self- 
sustaining. Either of these situations may arise in less than three 
or six years, and the Board must be free to perform its duty when- 
ever the situation does arise, without being committed to any plan 
of action which would tie its hands. 

The maintenance of the lines which the board is mandated to 
maintain is not insured by the yslan of the steamship owners’ asso- 
ciation. If and when the operator purchases the ships, he is entirely 
free to discontinue the service at will, while at the same time the 
board is obligated to refrain from operating vessels in that service. 

With reference to the sinking fund which the plan proposes to be 
created for the purpose of enabling the operators to purchase the 
ships, it is sufficient to say that such a proposal could not be carried 
out under existing law, and that if it could, it would be both unwise 
and imprudent for the board to give the operators the entire profits 
while the board bore all the losses, especially in view of the fact 
that the profits might accrue solely because of an advance in freight 
rates and a general improvement of shipping conditions and quite 
without regard to the efficiency of the operator. 

Furthermore, the plan gives to the operators an option on the 
government’s ships, to be exercised at their will during a period of 
from one to six years, but meanwhile tying the board’s hands com- 
pletely. Manifestly this is an unfair arrangement, for the operators 
would in all probability, only exercise the option to purchase in case 
business conditions in shipping has so improved as to make it pos- 
sible for big earnings to accrue, of which earnings, under the plan 
as proposed, the operators get all the benefit. 

It seems reasonable to assume that the board is mandated to 
sell the vessels under its control at a reasonable price at the time 
of sale, but that it is not authorized to fix a price to-day which 
may be taken advantage of a number of years hence, when world 
conditions and the value of tonnage may be entirely different. : 

There are other objections to the proposal, but these are briefly 
ones of the reasons why the board found it necessary to reject the 
plan. ‘ 

The board is not unmindful of the advantages of securing and 
retaining the services of competent and experienced ship operators, 
and will, under any plan that is adopted, seek to avail itself of the 
very best shipping talent possible. : 

As far as possible, any new plan for the operation of the 
3oard’s ships must comply with these conditions: fF 

The board must at all times be in a position to sell a line which 
it has maintained to any satisfactory purchaser who will agree to 
maintain the service desired; 

The board must be able to sell not merely the ships but the line 
as a going business with all that that term implies, including ships, 
the trade name, the contracts for piers, wharves, services, good- 
will and organizations; 


All prospective purchasers of the lines must be in a position to 
bid against each other on equal terms; 


The losses now incurred by the government must be reduced 
and greater economies instituted; 


The expenses of the Emergency Fleet Corporation arising from 
the necessity of accounting. auditing, checking and _ re-checking, 
must be to a large extent eliminated; 

Those intrusted with the operation of the vessels must be given 
every incentive to economical and efficient management, to the end 
that the prospective owners will early avail themselves of the oppor- 
tunity to purchase the lines and thus take the Government out of 
the shipping business. 


Gale H. Carter, president of the Pacific Mail Steamship 
Company and vice-president of the American Steamship Own- 
ers’ Association, appeared as the spokesman for the shipowners’ 
committee, Alfred G. Smith, chairman, not being able to be 
present. Mr. Carter said the owners came to the conference 
with the sole desire to co-operate with the board in devising 
a plan to maintain American merchant ships on the high seas 
in foreign trade and eventually accomplish their sale to citizens 
of the United States. 

“We believe that all business men are in accord that the 
government cannot conduct a commercial enterprise as effi- 
ciently as private citizens skilled in the business,” said he. 

Mr. Carter said the owners were firmly convinced that the 
board, the owners and operators could, in conference, work out 
a plan by which the ships could be most efficiently and eco- 
nomically operated by private parties and ultimately trans- 
ferred to private ownership. He called attention to the fact 
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that the maritime supremacy of Great Britain was largely due 
to the close co-operation between the government and the pri- 
vate shipowners, and said without the same co-operation in the 
United States the American flag could not be maintained on 
the high seas in foreign trades. He referred to the fact that 
to the present time the board and the two associations had 
worked largely independent of each other on different plans. 
He made a plea for closer co-operation, said he hoped the con- 
ference would be the beginning of a series of conferences for 
the creation of a plan acceptable to all. He suggested that the 
first matter that should be considered was the statistics on 
which the board based its suggested eighteen routes He then 
made an argument in behalf of the plan heretofore submitted by 
the owners, saying it was by no means in final form and not 
inelastic He said it could be modified or supplemented. In 
conclusion, he said: 


We are strongly convinced that direct government operation 
will defeat all possibility of ultimate private ownership, keep the 
government in the shipping business, and drive out every private 
American shipping concern now engaged in foreign trade. Political 


influences interfering with operations would doom direct government 
operation to failure. 


We believe that a fair consideration and full understanding of 
the purport of the provisions of the plan will show that it embodies 
the essential principles of a plan by which the letter and spirit of the 
merchant marine act, 1920, can be carried out, and the Shipping 
Board ultimately retired from the shipping business, and the present 


enormous losses of approximately $50,000,000 per annum materially 
reduced. 


On the other hand, it may be that the Shipping Board or the 
United States Ship Operators’ Association has in mind some plan for 
private operation not yet disclosed, containing practical suggestions 
which will improve the ship owners’ plan, or to which some of the 
provisions of the latter plan can be beneficially added. 

atever the situation in that regard proves to be, the American 
Steamship Owners’ Association simply desires to see the best plan 
adopted by which the American merchant marine can be built up, 
and private operation and ownership can ultimately be made an 
accomplished fact. It is not the form but the substance that is of 
importance, and in which the American Steamship Owners’ Asso- 
ciation is alone interested. It wants to see, first, the government 
losses reduced, and, second, the government permanently retired 
from the shipping business, because it believes in American indivi- 
dualism and not in quasi socialism in shipping. 
_ To that end this committee is prepared to give unstintedly of its 
time and effort. 


Ira A, Campbell, counsel for the steamship owners’ asso- 
ciation, discussed in detail the plan proposed by the owners. 
He said the major criticisms of the plan would fall when it 
was fully understood. He said the plan was grounded on the 
belief that private operation by those experienced in the ship- 
ping business would be more efficient than direct operation by 
the government and that through private operation private 
ownership could best be ultimately accomplished He said that 
direct operation would necessarily be by salaried employes, 
engaged by the board, Fleet Corporation or similar corpora- 
tions. Those agencies of the government, he said, would not 
be able to hire shipping men of longest and greatest experience, 
because they had their established businesses, and would not 
abandon them for salaried positions, particularly in view of the 
uncertainty of the period in which the ships could be made 
to pay, of the future attitude of Congress, in the face of huge 
losses, and of the knowledge that their efforts would be con- 
tinually hampered by outside interferences. He said even if 
experienced shipping men were willing to make the sacrifices 
mentioned, the government would never be able to pay them 
salaries commensurate with their capacities to earn in their own 
businesses, for there was no reason to expect any change on 
the part of Congress in the critical attitude which it had main- 
tained toward large salaries to those in the government service. 


Commissioner Thompson asked Mr Campbell to give spe- 
cific instances of political influence in the affairs of the Fleet 
Corporation. Mr. Campbell said he had been informed that 
many letters had been written by members of Congress asking 
that men be given jobs. 


Chairman Farley said there had been no instances of where 
the efficiency of operation had been impaired because of po- 
litical influence. Commissioner Thompson said he had never 
received a letter from a member of Congress asking for em- 
ployment for anybody in the operation of the government ships. 
Commissioner Plummer said since he had been on the board 
he had not known of one case where anybody was hired on 
the ships by the request of anyone. Later in the hearing Com- 
missioner O’Connor said he had never requested Shipping Board 
operators to employ anyone higher up than an assistant purser 
or porter on board ship. Mr. Munson said he had received 
letters from members of the board asking that certain persons 
be employed. 


Referring to the contention of the owners that losses could 
be reduced under their plan, Commissioner O’Connor asked how 
the losses could be reduced. Mr. Campbell said he could not 
say off-hand. He also contended that, while the operator should 
be free to exercise his judgment, the board would not be re- 
lieved entirely of supervision. As to the criticism of the ship- 
owners’ proposal that the government would have everything 
to lose and nothing to gain, Mr. Campbell said the ships would 
be of no value unless they were profitably operated He said 
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the plan provided for the accumulation of 50 per cent of the 
agreed’ purchase price of ships out of profits, if any, and that 
the purchaser would cover the remaining 50 per cent by a note. 

Mr. Campbell believed that the board could enter into a 
contract with an operator over a period of years provided a 
proviso were included as to Congress appropriating the money 
to make up the losses, if any, each year of the contract. Chair- 
man Farley asked Mr. Campbell to give thought to the question 
of whether or not a government official could enter into a 
contract covering a period beyond the term of an appropriation 
by Congress to pay the government’s obligation under the con- 
tract. Commissioner Lissner thought the discussion was largely 
academic, saying that a saving clause could be inserted in a 
contract to cover the appropriation question. Commissioner 
Thompson disagreed as to the question being “academic.” He 
said the basic thought of the owners’ proposal was that the 
contract should extend over a period of years and that the 
question of the legality of such a contract entered into the 
matter. 

Mr. Campbell believed that if the board could not make a 
contract for more than one year that competent shipping men 
would not be attracted by offers of employment from the board. 

The statement was made by Mr, Campbell that it had been 
said that out of the $50,000,000 that the board had reported as 
its annual loss, some $16,000,000 went to cover the cost of run- 
ning the board and Fleet Corporation in the exercise of func- 
tions that could be abandoned under the owners’ plan. Chair- 
man Farley said the figure was not correct—that the total last 
year as to.that item was about $11,000,000, including rent, etc. 

When Chairman Farley remarked that the owners wanted 
“action,” Mr Campbell said they did not want precipitate action, 
nor hasty action, but desired action that would in the end result 
in private ownership and operation. 


Commissioner Plummer thought the owners and operators 
should “get down to cases” and face the facts. He asked where 
the net profits would come from when it was known that it 
cost American flag ships 5 to 10 per cent miore to operate in 
the north Atlantic than it cost foreign flag ships. 


As to making reductions in the cost of operation, Com- 
missioner O’Connor said he had had numerous conferences with 
the operators in which he sought reductions in operating costs, 
but that the operators would not agree to reductions and that 
the only way reductions were made was by arbitrary action 
by the board. He said his mind was open—that he was ready 
to be shown where reductions could be made. Chairman Farley 
asked the owners to make an estimate of savings that could be 
made. Mr. Campbell contended that could be done only if the 
board would give the owners its figures on the operation of 
the ships. Mr. Farley believed an estimate could be made 
and that then the board could compare the estimate with the 
actual outgo. Commissioner Lissner expressed the opinion that 
the owners were basing their statement as to savings on the 
general assumption that private operation would be more effi- 
cient than government operation and therefore less expensive 
and remarked that that declaration had been made frequently 
on behalf of the board. 


Charles H. Potter, president of the ship operators’ associa- 
tion, submitted a plan prepared by them. He said the purpose 
of the plan was to put on the operator or agent a greater. meas- 
ure of responsibility than at present, so that if the present 
losses increased, the agent would bear a substantial share of 
such increase, and that if they diminished he would receive 
some of the resulting benefit He said with those ends in view, 
the plan provided for the fixing in each service of a standard 
voyage figure based on operations for the number of months to 
be agreed on. He said if the agent did not do better than the 
standard figure, he would get no compensation for operating 
and would receive only a husbanding fee. He said the plan 
provided that if the agent fell below the standard voyage figure, 
he would be obliged to bear a certain percentage, to be deter- 
mined later, of any deficit below the standard figure. If his 
operation showed a surplus, he would receive a certain per- 
centage and the board a certain percentage of the surplus. Of 
the percentage received by the board a certain percentage would 
go into a purchase and building fund. 

Mr. Potter said the association agreed in principle with 
the consolidation of trade routes, but suggested that the de 
limination of these routes be again reviewed in order to work 
out the best routes for the advantage of American liner service. 
Near the close of the conference Mr. Potter said the association 
did not agree that the number of routes should be eighteen, as 
proposed by the board. Chairman Farley asked why the asso- 
ciation had not presented its views as to that feature before, 
mentioning that the plan was made public last April. 

Mr, Potter said that probably later on the association could 
express a definite view as to groupings. 

N. O Pedrick, Gulf operator, said there was a fear that the 
smaller ports would suffer by reason of the grouping plan. 
Commissioner Thompson said there would be full recognition 
of the needs of all the ports. 

At the close of the meeting, Chairman Farley said the own- 
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ers and operators should apply their plans to a definite service 
and show by facts and figures what the result would be. He 
said they could not take much more time. He indicated the 
poard wanted quick action and that in the event the owners 
and operators did submit convincing cases the board would 
go ahead with its plan. He said the board could not brook 
delay, but must proceed at once. He said he could not believe 
that the board would ever relax supervision of the operation 
of the vessels. Before making the remarks above, Mr. Farley 
read the following: 


The problem which has confronted the board has been the sub- 
stitution of some form of business-like government operation for the 
present unbusiness-like government operation. With that end in 
mind, the plan of operation which the board has decided to offer, 
as furnishing the best prospect of success, follows that form which 
has been universally adopted by all private business whose activities 
are comparable to those of the board, whether in shipping or other 
industrial fields. 


It consists of the creation of a number of subsidiary corpora- 
tions, each operating one or more lines and each following the com- 
mercial form of organization and operation that will be followed by 
a private purchaser when such purchaser has been found. The sub- 
sidiary companies will be owned by the Shipping Board, and it will 
exercise the same direct control over them that any large private 
corporation would exercise over its subsidiaries. 


In addition to Mr. Potter, the operators were represented 
by H. E. Arlidge, J..T. Lykes, N. O. Pedrick and William H. 
Houston. 

The special committee representing the American Steam- 
ship Owners’ Association follows: 


Gale H. Carter, of San Francisco, president Pacific Mail Steam- 
ship Company and vice-president American Steamship Owners’ As- 
sociation, acting chairman; Winthrop L. Marvin,\of New York, vice- 
president and general manager, American Steamship Owners’ As- 
sociation; Ira A. Campbell, of New York, acting general counsel, 
American Steamship Owners’ Association; Edwin H. Duff, of Wash- 
ington, D. C., attorney, American Steamship Owners’ Association; 
Frank C. Munson, of New York, president, Munson Steamship Line; 
W. A. Harriman, of New York, chairman of the board, United Amer- 
ican Lines, Inc.; Emmet J. McCormack, of New York, treasurer, Moore 
& McCormack Steamship Company; Captain Eugene E. O’Donnell, 
of Boston, manager marine department of C. H. Sprague & Son, and 


Captain William H. Stayton, of Baltimore, president, Baltimore 
Steamship Company. 


SOUTH AMERICAN CONFERENCE 


The Trafic World New York Bureau 


With the posting of a $20,000 bond by each line concerned 
as a guaranty of good faith and adherence to established rates 
and regulations, the reorganization of the East Coast of South 
America Steamship Freight Conference is now in effect. The 
agreement was signed immediately following the receipt from 
Washington of formal notification that the Shipping Board had 
approved it, with minor exceptions that were, in turn, accepted 
by the shipping companies. All lines engaged in the East Coast 
of South America trade, from South Atlantie and Gulf ports as 
well as from North Atlantic ports, are members of the confer- 
ence, except one line which will, however, according to present 
information, observe conference rates and regulations. 

Following the posting of forfeits, a special committee was 
appointed by the conference and this is now at work on a new 
schedule of rates to be observed by the conference lines. Pro- 
mulgation of this schedule is expected soon. Few changes from 
existing quotations are anticipated, the main task before the 
committee being the standardization of rates and their fixation 
at levels that will assure relative stability. The principle of 
allowing differentials as between the fast freight and passen- 
ger carriers and the slower cargo boats has already been con- 
ceded and will be recognized in the new schedule. 


WORKING ON FAR EAST TARIFF 


The Trafic World New York Bureau 


The joint committee of the Pacific Westbound Conference 
and the Far East Conference of the Atlantic and Gulf is finding 
the task of completing the rate schedule for the first half of 
1924 more difficult than anticipated but is making progress. 
When it’s first day’s deliberations were concluded, its com- 
mittee had worked down the alphabet only as far as the “C’s.” 

After the rate schedule has been drawn up, it will probably 
take a week or so to whip it into shape for issuance. As pre- 
viously forecast, the changes from the present schedule will be 
relatively slight. 

The first product of the Chicago meeting is Joint Arbitrary 
Tariff No. 1, issued by the Pacific Westbound Conference and the 
Atlantic and Gulf Far East Conference, which cancels Pacific 
Westbound Arbitrary Tariff No. 4 and Far East Arbitrary 
Tariff No. 2. This tariff, which goes into effect September 1, 
lames additional charges applicable to ports, when cargo is 
transshipped, beyond Yokohama, Kobe, Shanghai, Hong Kong, 
Manila, and Singapore. 

Except as otherwise provided, the rates named in the tariff, 
from ports of call, should be used in computing through rates 
fo points named, on ordinary cargo the weight of single pieces 
hot to exceed 2,000 pounds, and rates apply per ton of 40 cu. ft. 
% two thousand pounds, whichever basis produces the greater 
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revenue. The minimum transshipment charge is fixed at $2.50. 
The tariff stipulates that all bills of lading shall be claused: 
“Subject to delay at port of transshipment; all storage and 
other than customary transshipment charges at transshipment 


port or ports, while awaiting forwarding, to be borne by shipper 
and/or consignee. 


DECK OFFICERS QUERY OWNERS 


The Trafic World New York Bureau 


* Dissatisfaction on the part of deck officers with the absence 
of any fixed wage scale in their arrangements with private ship- 
owners, contrasting with the regular arrangement with the 
Shipping Board vessels now in effect, has led to the dispatch, 
by the Neptune Association, of a letter to the American Steam- 
ship Owners’ Association asking that that body define its policy 
toward marine labor. The communication is in the way of serv- 
ing notice that the Neptune Association plans aggressive action 
in its relations with the owners. 

The purpose of the Neptune Association to adopt a policy 
in regard to the future of American shipping is announced in 
the letter, which is signed by John F. Milliken, secretary and 
treasurer of the association, and addressed to Winthrop L. Mar- 
vin, vice-president.and general manager of the American Steam- 
ship Owners’ Association. The letter says: 


Up to the present time it has been impossible for us to make 
any kind of an agreement with the American Steamship Owners’ 
Association. We have made several attempts to co-operate with your 
association, and there has been no effort on the part of the owners 
to meet us even.half way. 

Although it has been impossible for us to have a conference with 
a committee representing the owners we would like to know what 
policy the American Steamship Owners’ Association will adopt with 
regard to marine labor on American-flag ships before we adopt any 
policy of our own. In framing our policy, which we will present to 


our friends in Congress, we wish to be fair to everybody in the ship- 
ping business. 


We would like to co-operate with the members of your associ- 
ation in an effort to make the American merchant marine the 
finest in the world, but the members of the Neptune Association 
would like to know what your policy is toward marine labor before 
taking any other move in connection with American shipping. 


BRITISH SHIPBUILDING SLUGGISH 


The first six months of 1923-have not carried the prospects 
for British shipping interests with which the year began. Em- 
ployment for vessels has not expanded to the extent which was 
predicted six months ago, and freight rates and charter mar- 
kets have failed to maintain any improvement, says Commercial 
Attache W. S. Tower in a report to the Department of Com- 
merce. Shipbuilding also has encountered unforeseen difficulties, 
which quite nullified the effects of the revival of activity that 
was evident in the closing months of last year. 

The combined effects of obstacles in the path of shipbuilders 
are shown in Lloyds’ quarterly returns of shipbuilding, as fol- 
lows: 


Gross Tonnage of British Snip etamaatoaty go 1922-June, i923 


Las First Scond 
Quarter, Quarter, Quarter, 

Class of Construction 1922 1923 1923 
ES EES PS Omer er ee, eer 1,468,599 1,492,138 1,337,759 
ID a o.c:s-vcie-g's.ore Sa-0's 040s he Sate ee ,588 228,371 239,373 
SIE a 5.5 Nov wits aislb www iee Owe ose etaale 231,187 355,203 241,283 
eee rr ee ee 348,000 181,000 130,000 


The one outstanding feature of new orders placed during 
the past six months is the growing share of motor ships in 
the order of tonnage booked. It might almost be said that the 
demand for motor ships has recently been. the salvation of 
British yards. The details shown by Lloyds’ returns are as 


follows: 
Gross Tonnage of Motor Shi Under Construction 
Period covered Clyde Belfast Tyne Other Yards Total 
Last quarter, 1922........ 77,815 Se cuieel 15,200 32,335 125,350 
First quarter, 1923....... 76,825 19,000 17,700 44,259 157,784 
Second quarter, 1923..... 92,380 41,000 32,865 55,029 221,274 


In addition to those already laid down, contracts have been 
made for some large motor boats, notably two of more than 
20,000 tons each, on which work has not yet been started. 


OPERATION OF LEVIATHAN 


The Trafic World Washington Bureau 


The contract under which Gibbs Brothers, Inc., have super- 
vised the operation of the Leviathan will be terminated on the 
vessel’s next expected arrival in New York—September 3—at 
the request of the company, according to an announcement by 
Chairman Farley of the Shipping Board August 29. The chair- 
man made public the following letter, under date of August 16, 
from William Francis Gibbs: 


yo to our contract of Feb. 25, 1922, under which we have 
been supervising the operation of the S. S. Leviathan, in accordance 
with the understanding reached at our meeting of June 25, 1923, we 
hereby give notice that we will terminate our supervision and con- 
trol of the operation of this vessel upon its next expected arrival in 
the port of New York—Sept. 3, 1923. 

Will vou kindly advise us who will issue receipt evidencing 
redelivery? 


The trial trip and the voyages thus far made indicate cleariy the 
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YOUR PROBLEM 


summed up in a few words is to see that every cus- 
tomer gets your product— 

When he wants it, 

Where he wants it, 

The way he wants it. 


Also to prove to the officials of your firm that your 
method is economical. 


A practical warehousing and distributing system 
is a manufacturer’s most profitable asset. Economi- 
cal storage and distribution of merchandise de- 
mands perfected handling facilities and unlimited 
detail supervision. Only a few manufacturers can 
support branch offices and private warehouses ex- 
tensively; consequently only these larger ones have 
profited by wide distribution and have met local 
competition in all parts of the country. 


With the establishment of Cotter Warehouses for 
central states distribution of merchandise, our 
warehouses become your warehouses. You can 
afford and profit by our system because a standard- 
ized product or service can always be bought for 
less than a specially made one. 


COTTERAGE will simplify your work, insure time 
deliveries and eliminate many of the routine details 
resulting from small shipments from the factory. 


THE W LEE COTTER 
WAREHOUSE co 


heilLle COTTER 
Akron, Columbusfn 


EXECUTIVE OFFICES: 40 WES 


ST 
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OUR SOLUTION 


is a practical one for your central states distribu- 
~_ problem and is made practical through these 
acts: 


The Cotter system includes eight merchandise ware- 
houses, located in Akron, Columbus, Mansfield and 
Toledo. EACH OF THESE CITIES IS A RAIL- 
ROAD CENTER. Lake and ocean traffic is handled 
through Toledo. 


We have large fleets of trucks and vans in each city 
for store door delivery. 


Our warehouse records are made with the same 
accuracy and machine system used by banks. 


Established in 1882. “Cotterage” is now the sym- 
bol of the high standard of service maintained since 


that date. Steady growth is proof—present capital 
$1,000,000. 


Cotter warehouses are spotted best to serve as 
your warehouses. One contract between your firm 
and ours covers the territory. 


Write to our execiuiive office today for more in- 


formation and suggestions for solving your traffic 
problems. 


, REHOUSE Company 
ussasfield and Toledo 


o WESHESTREET, MANSFIELD, OHIO 
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success which has attended the operation of this ship. As evidence 
of our sincere desire to be —_- we wish to record, without thought 
of complaint, that the operation of this steamer since July 1, 1923, 
has and will cost us a considerable sum beyond the fee of $1,000 
per month to be received since that time. 

We will, of course, continue under our contract to supervise the 
details incident to concluding the settlements involved. In connec- 
tion with the future operation of the vessel we will be ne to give 
leave of absence, or separation without prejudice, to these of our 
employes who might be helpful, provided they can be spared without 
detriment to our other work. 


“The board has considered the matter and has acceded to 
the request contained in the foregoing letter,” the chairman 
said. “The Leviathan will be delivered in accordance with the 
above, and arranagements for that purpose are now being 
perfected. 

“Gibbs Brothers supervised the reconditioning of the Levia- 
than for the government, and organized, manned and operated 
the ship during the trial trip and the first three trans-Atlantic 
voyages. The great success of the Leviathan stands as a tribute 
to their ability, and the Board by resolution has evidenced 
appreciation of their service.” 

It is understood the vessel will be operated by the United 
States Lines. 

Chairman Farley also announced that the gross revenue 
from the second voyage of the Leviathan amounted to $458,000. 


FUTILE FORMS OF EXPORT “SERVICE” 


(From “Commerce Reports’’) 


Intelligence, ability, and hard work are essential to success 
in exporting. A successful exporter is therefore, as a general 
rule, distinctly above the average in the substantial attributes 
of business. 

Yet there are apparently many persons whose operations 
presuppose a credulous attitude on the part of exporters. There 
are many agencies, bureaus, and .organizations selling service 
for which they have no adequate equipment. Some offer short 
cuts to success which prove disappointing. Others offer for sale 
information which is inaccurate or may be had free of charge 
and at first hand from sources, official or unofficial. The export 
field has had more than its share of vissionary schemes. 

Are exporters, then, lacking in discernment? Why do fana- 
tastic and impracticable projects flourish in their early stages 
before the bubble bursts? 

It is not because the exporter is gullible, but because he is 
“a good sportsman.” He does not wish to overlook anything 
that appears to be an opportunity. Yet in self-defense he should 
scrutinize every proposition very carefully. It is a poor policy 
to say, “Well, it’s only a hundred or a thousand dollars; I may 
well risk it.” ? 

To take a chance where there is a possibility of return is 
good sportmanship. But to pay tribute to a hopeless scheme 
just because the amount involved seems unimportant is assured- 
ly poor business. The toll paid by honest business to inept or 
unscrupulous export promoters is very large in the aggregate. 

Great cities have practically eliminated the abuse of charity 
by referring all applicants to a charity organization society. A 
similar arrangement in export, that would subject every new 
scheme or service bureau to examination by a competent and 
impartial organization, would soon make it impossible for the 
“export parasite” to continue in business. 


PARCEL POST TO ABYSSINIA 


Paul Henderson, second assistant Postmaster-General, has 
issued the following with respect to parcel post to Abyssinia: 


Effective September 1, unregistered parcel-Ppost packages ad- 
dressed for delivery in Abyssinia will be accepted up to a weight 
limit of 11 pounds when prepaid at the postage rate of 12 cents a 
pound or fraction of a — gg0tue the following transit charge: 

‘ 


EE Ub abla tle Ones han ; Ee BH Oe ea ee 5 
gO SS eee ee NS Se ee ee ee ae 15 
2 Saree .75 9 pounds...... At Re PAPE DS Fe 75 
DRG. Cala scodh erat ccuws 15 oo. . See 75 
PE, «cee rid bades caceins 75 ll pounds...... ee 75 
eee ee 15 

Parcels will, effective with the above mentioned date, be dis- 


patched via France, instead of via England as at present, and must be 
accompanied by three customs declarations—one Form 2966 and two 
Forms 2967. 
eon In this connection the annual Postal Guide for 1923 is modified as 
ollows: 
Page 172: Item ‘‘Abyssinia,’’ column 5, change ‘‘2’”’ to “3.” 
Page 180: Change transit rates under “‘Abyssinia’’ to read as 
indicated above. 





OCEAN STEAMSHIP CO. SHIPS 


One of the two latest additions to coastwise steamship fleets 
is the SS “City of Birmingham,” launched Aug. 30, by the 
Ocean Steamship Company of Savannah at the yards of the 
New Port News Shipbuilding and Dry Dock Company, Newport 
News, Va. 

The “City of Birmingham” and her sister ship, the “City 
of Chattanooga”, which was launched July 28, will, when com- 
plete, enter the New York-Savannah service of the Ocean Steam- 
ship Company of Savannah. The “City of Birmingham” will go 
into active service early in November. This company, for many 
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years, has maintained passenger and freight service between 
the ports of Boston, New York, and Savannah. The new ships 
are each 6,500 ton, combined passenger and freight vessels, and 
embody many new features, both in passenger accomodation and 
freight handling equipment. 


— 


SHIP SALE CONFERENCES 


Chairman Farley of the Shipping Board said, August 27, 
that the board was encouraged by the conferences at which 
Commissioners Lissner and O’Connor took up with Stanley Dol- 
lar, of the Admiral Oriental Line, and the Pacific Mail the 
offers of those parties for the ten combination passenger-cargo 
vessels that are operated by them out of Pacific coast ports. 
He said no agreement as to general principles had been reached. 
Before agreeing to sales, the chairman said the board. would 
require a “maximum guaranty” to assure continued operation 
of the vessels. 


“GIFT” PACKAGES TO GERMANY 


The German government, the Post Office Department has 
been advised, has revived the practice of admitting “gift” pack- 
ages free of customs duty and has extended the weight limit for 
this particular classification of parcels post to 22 pounds. Short- 
ly after the close of the World War Germany and other nations 
of Europe waived customs duty on “gift” packages, most of 
which came from United States, and contained food or clothing. 
The term “gift” package is interpreted to mean any parcel of 
material sent as a gift to the addressee for the personal use of 
himself and his family. 


CANADIAN MARINE LAW 

What is considered to have established a precedent in the 
application of marine law in Canada is found in a decision by 
a Montreal judge in the admiralty division of the Exchequer 
Court of Canada. He held that he had jurisdiction to hear a 
claim brought against a British steamship for wages by a steve- 
doring contractor in connection with the stowing of grain on 
board the ship while in the port of Montreal last year. The 
court held that the colonial courts of admiralty acts of 1890 and 
1891, which were imperial statutes, gave the Exchequer Court, 
as a court of admiralty in Canada, the same jurisdiction as that 
of the High Court of England. It was maintained that the im- 
perial statute of 1911, called the merchants shipping act, applied 
to.Canada, enlarged the remedies of persons having claims for 
work done in connection with the stowing or discharging of 
ships’ cargoes, etc., and gave jurisdiction to all courts having 
jurisdiction in admiralty. 





BRITISH GETTING YANGTZE FREIGHT 


British interests-are now obtaining the bulk of the freight 
business on the Yangtze River which was formerly held by the 
Japanese ships, according to a report to the Department of 
Commerce. The Hankow-Shanghai service maintained by the 
leading Japanese steamship company has been greatly reduced 
as a direct result of the Chinese boycott against Japanese goods. 

Cargo from Japan destined for the river ports, such as 
edible seaweed, starch and marine products, is now being 
brought to Shanghai, where it is repacked and forwarded to 
Hankow by the steamers of the three leading competitors, two 
of whom are British. The leading Japanese company has vir- 
tually discontinued its Hankow-Changsha service and other 
Japanese ships are in serious straits. Consul-General P. S. 
Hentzleman reports to the department that some are even Op- 
erating in ballast, as service must continue under the rules 
governing Japanese government ship subsidies. Orders for 
goods formerly supplied by Japan are being placed in America 
and Europe in increasing quantities. 


IMPORT REGULATIONS 


All coal imported into Greece from countries not enjoying 
the conventional tariff rates of Greece will hereafter be dutiable 
at 15 gold drachmas per ton, according to a decree published 
in the Official Greek Gazette of June 23, 1923. Under the con- 
ventional tariff coal is exempt from duty. The conventional 
rates apply to goods from the United States, Consul J. G. Erhart 
states in a report to the Department of Commerce. ; 

Materials imported into Mexico for use in irrigation or 
hydraulic work on a large scale will be exempt from import 
duties and consular fees, Consul T. D. Bowman reports to the 
Department of Commerce. 

The export duties of one pound (sterling) per ton on sugar 
and molasses from the Fiji Islands, as imposed under Export 
Duties Ordinance No. 28, 1920, as amended by Export Duties 
Ordinance No. 33, 1921, have been removed by Export Duties 
Amendment Ordinance No. 2, 1923, according to a report to 
the Department of Commerce from Vice-Consul Quincy F. Rob- 
erts. ‘ 

An.import duty of 1 cent gold per kilo on the gross weight 
of merchaftwise entering Salvador by sea is imposed under a 
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decree of July 19. This duty is established to provide more 
funds with which to pay the floating debt of the nation. 

According to an announcement in the Polish commercial 
weekly magazine (Tygednik Handlowy), importation into the 
Soviet Republic (Russia and Ukraine) of the following kinds 
of agricultural machinery, formerly prohibited, is now permitted 
under license: 


edi machinery, horse rakes, mowers 44 feet wide; reapers, 
18 Reeser on gasoline engines, millstones and equipment for mills 
in general, scythes, hammers, handmills for cleaning grain of the 
types “Ideal” and “Triumph,” garden tools, dairy equipment. 


ST. JOHN PORT FACILITIES 


The Trafic World Ottawa Bureau 


The port of St. John, N. B., is waging a campaign for in- 
creased berthing and other facilities. The St. John Board of 
Trade recently received a letter from President Beatty, of the 
Canadian Pacific, in which he pointed out that, of late years, 
west St. John has received practically all the traffic it could 
conveniently handle and the trouble was lack of berthing ac- 
commodation. 

“For years past,” said President Beatty, “vessels have had 
to lie in the stream for three or four days before they could get 
a berth. This disadvantage will undoubtedly result in some 
companies leaving St. John for other ports and is a matter 
which should receive the attention of the government.” 

President Beatty added that, some time ago, authorization 
had been given to absorb the heated car charge on canned 
goods from competitive points west of Toronto to St. John. 
This is now being extended to cover all traffic and will more 
than equalize the situation via the New York route for the rea- 
son that the climatic conditions via that route necessitate cer- 
tain heated car charges being made at times. From points east 
of Toronto the traffic is non-competitive, from a rate standpoint, 
from New York. 


CANADIAN EXPORT RATES 


The Trafic World Ottawa Bureau 


It was stated some time ago that the Canadian National 
Railways would probably. abolish the difference between Port- 
land and St. John, on the one hand, and Halifax on _the other, 
in export and import rates on traffic to and from British coun- 
tries. Official conformation of this is now forthcoming. 

Under an agreement entered into many years ago between 
the Canadian government railways and the Grand Trunk Rail- 
way, the port of Halifax was placed on an arbitrary basis of 
one cent a hundred pounds, on classes and commodities over 
the rates on that traffic to and from Portland and St. John. It 
has always been considered in Halifax that this was an impor- 
tant factor in militating against the trade of the port. That 
this discrimination existed was recognized by the former chair- 
man of the Board of Railway Commissioners in a decision on the 
application of the Halifax Board of Trade for its removal, but 
the Commission was unable to order the removal of the differ- 
ential. It lacked jurisdiction, owing to the fact that the arrange- 
ment had been ratified by act of parliament. 

The new arrangement will be in effect about October 1, and 
new tariffs are now being prepared. The change does not apply 
to furtherance or to Newfoundland business. So far as the 
shipper was concerned, the rate was the same to him whether 
or not his goods went fhrough Halifax or through any of the 
other Atlantic ports. How the differential worked out may be 
illustrated as follows: Assuming the total freight charges to be 
one doliar a hundred pounds, of which, when routed via St. John, 
Portland, New York, or some other Atlantic port, the railway 
company got 40 cents and the shipping company 60 cents. If 
routed via Halifax, owing to the longer rail haul, the railway got 
41 cents and the steamship company only 59. The steamship 
company had control of the routing and it was obviously to its 
advantage to ship via a port other than Halifax, where. it could 
get an extra 20 cents a ton. 





CANADIAN RAILWAY REVENUE 


The Dominion Bureau of Statistics has issued an errata 
sheet covering its figures on the operating revenues, expenses, 


and statistics of Canadian railways for May. They are as fol- 
lows: 


Steam railways of Canada—Number of revenue passengers car- 
ried one mile should read—222,726,785; average passenger receipts per 
passenger per mile should read 2.881 cents. 

_ Canadian National Railways—Number of revenue passengers car- 
Ned one mile should read—95,780,967; average passenger receipts 
Per passenger per mile should read—2.784 cents. 

_ An error also appeared in this correspondence on similar statis- 
tics for April, where net earnings on Canadian National were given 
4s $25,126 greater than last year. This should read $925,126. 

Traffic earnings of the Canadian Pacific for the week ending 
August 14 were $3,565,000, an increase over last year of $54,000, 
or 1.5 per cent. Gross earnings of the Canadian National for 
the same week were $4,932,561, an increase of $418,517, or 9 per 
cent. Gross earnings of the Canadian National from January 1 
to August 14 were $147,575,492, or an increase of $16,528,992 
Over last year. 
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SIR HENRY DISCUSSES RATES 


The Trafic World Ottawa Bureau 


Sir Henry Thornton was recently a witness before a special 
commission investigating the grain trade of western Canada, and 
had something to say on grain and coal rates. Reference was 
made to the offer made by the Canadan National Railways to 
carry coal from Nova Scotia and Alberta to Ontario at special 
rates in the summer months. As soon as he began to be ques- 
tioned, the president of the Canadian National made it clear 
that the rate of nine dollars a ton (since further decreased) 
on coal from Alberta “was put in for the purpose of attempting 
to meet a national economic condition, and if there is any 
attempt to use that effort on our part to solve that economic 
problem to shatter the coal rate structure, we will have to 
withdraw the rate at once.” He said the Canadian National 
and the Canadian Pacific had agreed to consider the movement 
of about 5,000 tons of Alberta coal to Ontario for purposes of 
experiment and to introduce a commodity. 

Counsel on the commission then led Sir Henry to a discus- 
sion on grain rates, particularly with reference to the large 
amounts of Canadian grain going out from American ports. It 
was pointed out that, in 1916, a tariff was put into effect by 
the Canadian government railways giving a rate on grain of 
six cents a bushel from Armstrong (on the Transcontinental, in 
Ontario) to Quebec. This rate remained in effect until January, 
1918. The present rate is 21.30 cents. If based on the Crows 
Nest Pass agreement basis, this rate would be reduced to 12.36 
cents. It was suggested that these rates should be extended 
from Armstrong to Quebec, so as to have an all-rail route to 
Quebec, where there is an elevator, instead of having the wheat 
diverted south to Port Arthur and via the lakes. 


It was pointed out that the lake-and-rail rate last year from 
Fort William to Montreal averaged 15 cents. The rate to New 
York via Buffalo was 16 cents. From Edmonton to New York 
via Fort William and Buffalo it would be 31.60. The present 
rate from Edmonton to Quebec via Armstrong is 36.90. If the 
proposed rate of 12.36 be granted, it would reduce that from 
36 to 28 cents a bushel, which would be a saving of 4 cents a 
bushel on the New York rate. The importance of this was 
pointed out by counsel. Last year the great bulk of the Cana- 
dian wheat went to United States instead of to Canadian ports. 
The figures are 28,130,000 bushels through Canadian ports as 
compared with 100;009,000- bushels through American ports, 
chiefly through New York. 

In reply to the suggestion, Sir Henry said there was no 
doubt that it was to the advantage of Canada as a whole and, 
consequently, to the railways of Canada, that as much as pos- 
sible of the grain exported should find its way out by Canadian 
ports, but the question was so important that he could not 
answer it offhand. 

Later, in the course of this same inquiry, it was mentioned 
by the chairman that whenever this commission had gone to 
Alberta it had been asked: “Why does not the Canadian Na- 
tional lower its rates? It has not the same difficulty with 
regard to mountain grades that the C. P. R. has.” He asked 
Sir Henry what comment he had to make on that The latter 
replied: 


Well, I suppose largely for the reason that there seems to be 
some reluctance on the part of most individuals to make a noise 
like a philanthropist. It is a well known fact that the grades on the 
Canadian National railway are more favorable to traffic between the 
Prairie and the Pacific Coast than is the case on the Canadian 
Pacific, and it is also a fact that, for that reason, we might be able 
to stand a lower rate than the C. P. R.; but, on the other hand, 
it is rather inconceivable that any freight rate which would apply 
to us which would not apply to the C. P. R., because freight rates 
must necessarily be equal between competing lines between two 
places; otherwise one railway gets all the business. As far as the 
Pacific Coast is concerned, I think, undoubtedly, in the very na- 
ture of things, Pacific Coast ports will annually play an increasingly 
larger part in the export of grain. That is so axiomatic that we 
need hardly discuss it. To a certain extent, the great trade to the 
Orient has an effect on the amount of grain that will pass through 
the Pacific Coast points. I suppose it is reasonable to assume that 
somewhere in this western country what you might call a traffic 
divide will develop. Just where it will come, I could not say at the 
moment, but, in time, it is bound to come. 


MOVING CANADIAN GRAIN 


The Trafic World Ottawa Bureau 
Chairman Leslie Boyd, of the Board of Grain Commissioners, 
Says that, in his opinion, when the owners of American lake 
shipping understand the new Canadian regulations regarding 
lake freights, they will agree to put their boats into the trade. 
He says United States owners have been under the impression 
that the new act permitted the board to cancel charters already 
in force and to set new rates. Following conferences between 
the vessel owners and Mr. Boyd, it is stated that many of the 
owners indicated that they would have their vessels in the 
Canadian grain-carrying trade after they had completed their 
coal and ore contracts. Mr. Boyd says that at least fifty United 
States vessels will be found taking part in the trade the latter 
part of the season. 


A partial solution of the difficulty, at least, is understood to 








500 THE TRAFFIC WORLD 


have been reached at a recent conference between the Board of 
Grain Commissioners and the exporting and shipping interests. 
It was stated that, under the agreement reached, it was arranged 
that shipping firms would not have to file rate tariffs, but would 
merely have to file copies of their contracts. This filing of rate 
tariffs was the main objection registered by the shipping men. 

The different interests have taken pretty widely divergent 
views regarding the new act. Shippers, exporters and brokers 
have complained that the clause forcing shipping firms to file 
tariffs would mean the complete discouragement of United 
States shipping companies sending grain boats to Fort William 
this year. Some of the representatives of the Canadian shipping 
firms say the act is satisfactory and if any change is made they 
want the whole act repealed. Counsel representing shippers and 
exporters said that, unless the tariff filing clause were repealed, 
it would mean that shippers would have to operate under a 
greater margin of profit, which would be detrimental to the 
producer. They said brokers were charging a quarter of a cent 
a bushel for chartering boats, and were really working for the 
shipping fims; shippers should not be forced to pay both the 
companies and the brokers; brokers should be paid by the ship- 
ping companies, the amount to be included in the shipping rate; 
shippers should not be forced to pay the agent whose business 
it was to get the highest rate for shipping firms that he could. 

The viewpoint of the shipping firms is represented by the 
following statement of T. R. Enderby, representing the Canada 
Steamship Lines: 


The ship owners can work under this act, but what the result 
is going to be to the country generally and to the movement of the 
crop is difficult to see. We have the general objection to inter- 
ference with a business which requires highly technical and _ expert 
knowledge by people who_ know nothing of the subject. Freight 
rates will be governed by the law of supply and demand and compe- 
tition. The advantage we propose to secure from this legislation is 
to remove the element of chance, when compiling our rates, by the 
inclusion of a demurrage clause and-let the grain shippers assume 
the element of chance. This means that the freight rate is set for 
the carriage of grain between two separate ports and the demurrage 
is set to pay for the boat while it is waiting to ship or unload. This 
gamble the ship owners have always taken hitherto. Now the grain 
shipper will be forced to take the gamble. 


If the American boats remain out of the trade (and there is 
no certainty yet that they will not do so) the difficulty of moving 
this big crop will be apparent. The fear is now being expressed 
that, with American boats concentrated on their own grain trade 
and remaining out of that of CaCnada, Canadian grain will be 
behind that of the United States in reaching overseas buyers. 
It is estimated that Canadian bottoms alone would take thirteen 
months to move the 1923 wheat crop of western Canada, if no 
effort were made to move the oats, barley, rye, and flax. In the 
season of navigation in 1922 there were 107,000,000 bushels of 
wheat and 136,000,000 bushels of all kinds of grain carried in 
Canadian vessels from the head of the lakes, while in the same 
period there were transported in American bottoms 117,000,000 
bushels of wheat and 137,000,000 bushels of all grains. Of mixed 
grains, Canadian vessels carried 58,000,000 pounds and American 
vessels 212,000,000 pounds. 

Insurance men are also interested in the situation. They 
express the opinion that unless some concerted action can be 
taken for the handling of the grain insurance, there may be a 
general rate war. A suggestion has been made that there should 
be established at Winnipeg an insurance clearing house of 
some sort through which coverage might be effected for all 
the assured in one central agency so as to stablize rates and 
conditions. It is said that, if the charterer can no longer pass 
his charge along to the insurer, insurance rates would have to 
be quoted on a net basis. 

The latest announcement on the situation is that the govern- 
ment will place ten vessels of the Canadian government merchant 
marine in the grain-carrying trade on the lakes. These boats 
were in the trade under lease last season and carried about four 
million bushels. 


PRICE OF ©. P. R. LANDS 
The Trafic World Ottawa Bureau 


A Montreal paper has been publishing articles under the 
heading, “The Whisper of Death,” in which warnings have been 
uttered regarding the financial position of Canada. In the course 
of the articles it was claimed that the Canadian Pacific was 
holding western lands at prohibitive prices, which was acting 
as a deterrent to western immigration and settlement. Presi- 
dent Beatty, of the C. P. R., has issued a reply, in which he 
says that, up to the end of June, 1923, the company disposed of 
18,194,737 acres of agricultural lands, for which the average 
price was $7.87 an acre. In this period the company had, by 
direct effort of its own, obtained the settlement of over 100,000 
farmers in western Canada. 

“In view of the prices at which lands of similar quality 
have been sold and are now offered for sale,” said Mr. Beatty, 
“it is apparent that the price received by the company is ex- 
tremely low and not prohibitive. The average price received for 
non-irrigated lands in 1922 was $16.06 an acre. If the subject 
is pursued further to ascertain the expenditures of the com- 
pany on colonization in western Canada, the results are still 
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more illuminating. Up to June 30, of the present year, the com- 
pany has expended, in irrigation construction and operation for 
ready-made farms and improved farms, loans to settlers, for 
demonstration and furtherance of the livestock industry, and 
so forth, an aggregate amount of $64,646,000. This was ve 
much in excess of expenditures by the government for the same 
purposes.” 

Referring to the company’s immigration organization in the 
United Kingdom, he pointed out that it was responsible for the 
present influx of 7,000 harvesters from Great Britain and for 
bringing to western warmers over 1,000 farm laborers. Touch. 
ing on the suggestion of the Montreal paper that the company’s 
lands should be commandeered, Mr. Beatty observed that it was 
not stated whether the use of the word “commandeer” Meant 
with or without compensation. 

“If the former is intended,” he says, “I can also Say that the 
lands of the company are for sale at reasonable prices to anyone 
who desires to devote them to purposes of settlement; and, if 
the latter, no reply seems to be necessary unless a policy of 
confiscation is adopted in Canada—a policy which would scarcely 
appeal to the government of any British Dominion.” 

In reply to Mr. Beatty it is stated that in his road’s annual 
report its lands in Alberta and Saskatchewan are valued at $13 
an acre and its irrigated lands at from $30 to $40, and that it 
holds some four million acres unsold in the Prairie Provinces 


“while settlers are driven into districts much further from the 
right-of-way.” 


PROTEST LAKE ADVANCE 


The Traffic World Washington Bureau 


Milling and grain interests using the rail-lake-and-rail routes 
in which the ships of the Great Lakes Transit Corporation form 
a part, have asked the Commission to suspend Supplement No. 
2 to Great Lakes Transit I. C. C. 54, effective September 10, 
which proposes to increase rates on grain and grain products 
from Chicago and Milwaukee (Lake Michigan ports) to Atlantic 
seaboard and interior eastern points by two cents, without 
making any change from Duluth and Superior, the Lake Su- 
perior ports, which shippers over that route think should be 
kept on a parity with Chicago and Milwaukee. The present 
relationship of lake-and-rail and all rates is that the former 
are four cents under the latter. 

In its answer to their protests, the transit corporation has 
suggested that, as between no service and service at an increase 
of two cents, the latter would be preferable. It has justified 
its proposal on the ground that it lost $160,000 last season and 
that if compelled to continue the rates where they are now, for 
that service, it will have to withdraw its boats from the Lake 
Michigan ports. 

Among the protestants are the Chicago Board of Trade, 
the Southern Minnesota Mills, Sioux City Chamber of Com- 
merce, W. T. Tanner-Cross & Co., Kansas City Millers’ Club, 
Southwestern Millers’ League, Davenport Chamber of Com- 
merce traffic bureau, and Minneapolis & St. Louis Railroad. 

The Great Lakes Transit Corporation said it was making 
the advances reluctantly and only after long deliberation, which 
led to the conclusion that only by the increase would it be 
enabled to continue in the Lake Michigan service. 


“The unprofitable experience of resuming operations to and 
from Chicago and Milwaukee in the navigation season of 1922 
augurs the likelihood of our again being compelled to abandon 
that service, as we did in 1917, unless some relief is afforded 
us in our rates,” said the transit corporation, in explaining its 
proposal. 


“The Commission is already apprised of the precariousness 
of water line operation to and from the Lake Michigan ports. 
Since the proceedings before the Commission in 1915 which 
resulted in the divorcement of the rail carriers from their vessel 
holdings, no independent boat line has prospered in that service. 
During the two navigating seasons subsequent to its organiza- 
tion in February, 1916, this corporation attempted to maintain 
a line between those ports and Buffalo, under joint through 
rates in conjunction with rail carriers, but was compelled to 
desist therefrom in October, 1917, by reason of an operating 
deficit, and for four years thereafter the shippers were deprived 
of that rail-and-lake service.” 


Some of the shippers, in their protests, suggested that the 
measure of the rates was not much to them and that if the 
rates from Duluth and Superior also were raised the reason 
for their objections would be gone. The Minneapolis & St Louis, 
in its request for suspension, laid particular stress upon the 
fact, as alleged by it, that mills on its rails could not use the 
Lake Superior ports on account of the back-hauls that would 
be involved 

On account of the emphasis that has been laid on the ques- 
tion of relationship, the suggestion has been made that possibly 
the relief the Great Lakes Transit Corporation asks for its Lake 
Michigan service will be obtained by a compromise in the mat- 
ter which would result in a small increase from all the com- 
peting ports. 

The Great Lakes Transit Corporation claimed that all the 





ir 
ir 


le 


1e 
le 
or 
y. 


AS 
nt 


he 
he 


of 
ly 


al 
13 


eS 
he 


eau 


tes 
rm 
No. 
10, 
cts 
tic 
out 
Su- 
be 
ent 
mer 


has 
ase 
fied 
and 

for 
ake 


ade, 
,om- 
‘lub, 
’om- 
‘oad. 
king 
hich 
t be 


and 
1922 
ndon 
rded 
pe its 


ness 
orts. 
rhich 
essel 
vice. 
niza- 
ntain 
ough 
d to 
ating 
rived 


t the 
f the 
2ason 
ouis, 
n the 
e the 
would 


ques- 
ssibly 


, mat- 
com: 


li the 


September 1, 1923 


ship lines, including the Canada Atlantic, suffered hard losses 
in the Lake Michigan trade, but that the Canada Atlantic was 
able to stand it better than the others because of the backing 
it has from its railroad proprietary interest, which could stand 
the loss on account of the profit it made on the long haul on 
grain carried by its ships. 

As figured by J. S. Brown, manager of the transportation 
department of the Chicago Board of Trade, the two cents in- 
crease proposed by the Great Lakes Transit Corporation would 
have the same effect on the grain business of the boat line, from 
Chicago, as withdrawal of the boats. Mr. Brown said that 
when the switching charges at Chicago and the insurance on 
the grain were figured in and added to the proposed higher rate, 


the through charges would be about one cent higher than the . 


all-rail rate. The switching charge, he said, was 2.5 cents, $15 
per car minimum and the insurance about half a cent. Inas- 
much as the rail-and-lake rate proposed would be only two 
cents under the all-rail, the difference of one cent per 100 
pounds would be against the rail-and-lake route. 

“Increases in the lake-and-rail rates from Chicago to Buf- 
falo and points east thereof,’ said Brown, “without increases 
of the same amount from Duluth, would create discrimination 
against Chicago shippers and the port of Chicago and unduly 
prefer the port of Duluth and Duluth shippers, because it is our 
understanding that no increases will be made by the Great 
Lakes Transit Corporation in the rates on the commodities 
above mentioned from Duluth and Minneapolis; so that it is 
proposed to disrupt the relationship of rates that now exists 
and, we allege, thereby violate section 3 of the interstate com- 
merce act. 

“The reshipping rates on grain products from Minneapolis 
are 6% cents to Duluth and 13 cents to Chicago and the through 
rail-lake-and-rail rates on grain products from Minneapolis are 
made by combination on Duluth and Chicago, the lake-and-rail 
rates on grain products from Duluth being 6% cents higher than 
the lake-and-rail rates on grain products from Chicago. This 
basis of equalization from Minneapolis via Lake Superior and 
Lake Michigan ports is that approved by the Commission in 
Ex Parte 70, 56 I. C. C., 141. The all-rail rates on products from 
Minneapolis to eastern points are made by combination on 
Chicago, as approved by the Commission in Ex Parte 70, and 
these rates are 4 cents per 100 pounds higher than the rail-lake- 
and-rail rates on grain products from Minneapolis, which dif- 
ference exists between the all-rail and lake-and-rail rates on 
products from Chicago. 

“As to by-products, the rail-lake-and-rail rates from Min- 
neapolis and the lake-and-rail rates from Duluth on grain prod- 
ucts also apply on by-products; whereas, all-rail rates from Min- 
neapolis are 2 cents per 100 pounds higher than the rates on 
grain products, so that, as a matter of fact, there now exists 
prejudice to the shippers of Chicago under the prevailing lake- 
and-rail rates in by-products, which disadvantage of 2 cents per 
100 pounds it is proposed to increase to 4 cents per 100 pounds. 

“In addition we would direct the Commission’s attention 
to the fact that effective March 25, 1923, the Great Lakes Transit 
Corporation eliminated the route via West Fairport, O., and 
the Baltimore & Ohio railroad on traffic from Chicago and Mil- 
waukee, and also provided that the rates on grain products and 
by-products to New York would not apply to Brooklyn Eastern 
District Terminal, Jay Street Terminal, Queensborough Terminal 
for Harlem Transfer. These restrictions were not made in con- 
nection with the rates from Duluth or Minneapolis. 

. -“We. submit that the Great Lakes: Transit Corporation is 
hot treating. the Chicago shippers fairly with respect to the rates 
ef transportation to which they are entitled under the interstate 
commerce act, as measured by the all-rail rates from Chicago 
as well as the lake-and-rail rates from other ports and places. 
It is-our belief and contention that the Great Lakes Transit 
Corporation is attempting to violate several of the provisions 


yf the interstate commerce act and that the said tariffs and 


the said schedules should be suspended pending decision 
thereon.” 


NAVAL STORES PROTESTS 


The Trafic World Washington Bureau 


The list of protestants against Glenn’s naval stores tariff 
No: 1, I. C. C. A-424, has grown to be one of the longest the Com- 
Mission has known for a long time. Thomac E. Grady & Co., 
Inc., filed a printed protest to which were attached the names of 
several hundred men, firms and corporations claiming to be 
Producers of naval stores They appeared to be numerically in 
greater strength than the first protestants represented by paint 
and varnish associations and the paint manufacturing com- 
Dany for which Mr. Pitt, their traffic manager, filed a long 
analysis of the proposal of the railroads, to show that it would 
be unjust to the users of naval stores. 


Among others filing protests were the Kalamazoo Chamber 
of Commerce, Mobile Chamber of Commerce, Pensacola Cham- 
ber of Commerce, Wisconsin Traffic Association, Edward Hines 
Yellow Pine Trustees, The Glidden Company, West Florida 
Naval Stores Co., London-Savanah Naval Stores Co., Crystal 
Chemical Corporation of Summitville, Iad, which transmitted its 
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protest through Senator Watson of Indiana; Minnesota and 
Ontaria Paper Co., Antwerp Naval Stores Co., Albion Malleable 
Iron Works, Adams & Elting Co., James B. Day & Co., Detroit 
Graphite Co., Procter & Gamble Co., the Pulp & Paper Traffic 
League, O’Neil Oil and Paint Co., Williams Hayward Co., the 
Ault & Wibord Co., Mountain Varnish & Color Works, Globe 
Soap Co., Vera Chemical Co., Vera Chemical Co. of Canada, 
William Waltke & Co., Michigan Public Utilities Commission, 
Senator Ferris of Michigan in behalf of the paper making indus- 
try of Michigan, Sutherland Paper Co., Standard Chemical 
Corporation, Kalamazoo Vegetable Parchment Co., Western 
Paper Makers Chemical Co., O. & W. Thum Company, True 
Tagg Paint Co., Michigan Paper Mills Traffic Association, M. B. 
Suydam Co., Phoenix Oil Co., Pratt & Lambert, Inc., O’Brien 
Varnish Co., Farwell, Ozmun, Kirk & Co., C. H. Parker Co., 
Louisville Varnish Co., Tucson Laboratories, Peaslee Gaulbert 
Co., Lily Varnish Co., Indianapolis Paint & Color Co., James S. 
Sipe & Co., Thompson & Co., Blackburn Varnish Co., W. W. 
Lawrence & Co., Impervious Varnish Co., A. Bursdal Company, 
Acme White Lead and Color Works, St. Louis Surfacer and 
Paint Co., Armstrong Paint and Varnish Works, Patton Pitcairn 
Division, Tower Varnish and Dryer Co, and E. W. Colledge. 

Petitions in support of the proposed rates were filed by the 
Turpentine & Rosin Producers Association of New Orleans; the 
American Turpentine and Tar Company, of New Orleans; the 
Laurel (Miss.) Chamber of Commerce, William H. Mason of 
Laurel, Miss.; > Florida Wood Products Co., and the Dunleice 
Pine Products Co. of Allenhurst, Ga. 

In behalf of the Turpentine & Rosin Association, the mem- 
bers of which were said to produce 400,000 barrels of turpentine 
and 121,000 barrels of turpentine spirits, A. G. T. Moore said 
that an examination of the protested tariff showed that the 
carriers, by the rates they had suggested, would obtain about the 
amount of revenue now accruing to them, that the interior pro- 
ducers for many years had suffered under the rate adjustment 
which he said unduly, unfairly, prejudicially and discriminatorily 
favored south Atlantic and gulf ports and that the tariff filed 
by Glenn would remove the discrimination and put the pro- 
ducers in the interior on a footing of equality with the shipping 
points on the coast. 

Moore asserted that the opponents of the tariff, located 
at the ports, were interested only in perpetuating as long as 
possible, through suspension proceedings, a discriminatory ad- 
justment in their favor and inimical to the interests of the 
petitioning association. He further asserted that the so-called 
small producers, whose output the protestants control, would 
not be injuriously affected by the proposed adjustment but ben- 
efited in that they would ship a greater proportion of their 
product direct and thereby obviate the wasteful transportation 
to the coast for concentration, which points are not in the 
direct line of eventual movement. 


The so-called consumers, who also protested, Moore said, 
were interested only in reductions in the aggregate charges. 
On general principles, he said, he was also in favor of reduc- 
tions, but their contentions had no place in this case because, 
the carriers in removing -fourth section- departures were under 
no duty to reduce their aggregate revenue. He said the time 
would be propitious, after the tariff had become effective, for 
such consumers to seek lower rates in the aggregate but that 
such an issue should not be injected into this proceeding. 


THE ALASKAN RAILROAD 

“Transportation revenues on the Alaskan Railroad showed 
a remarkable increase in July over the same month in 1922,” 
the Department of the Interior announced this week. 

“The receipts jumped from $48,000 in July, 1922, to $115,000 
in July, 1923, a gain of $67,000. Analysis of the figures reveal 
the fact that there was the heaviest increase in freight traffic, 
although passenger traffic also is making steady gains. 

“Revenues for July, 1923, were $70,000 for freight, $30,000 
for passenger, and $15,000 for mail, express and dining cars. 
For July, 1922, the revenues for freight totaled $26,000, for 
passenger $17,000, and for mail and express $5,000. 

“Increase for freight in July over last year was $44,000, for 
passenger $13,000, and for mail and express, including dining 
ears, $10,000.” 

Construction of a spur 4% miles long from the Matanuska 
branch of the Alaskan Railroad to the Moose Creek coal mines 
in the Matanuska coal field of Alaska will be completed within 
the next month. Information received at the Department of 
the Interior was that the grading of the roadbed has been fin- 
ished and that the laying of the steel rails has been started. 

It is estimated that these rails will be down within twelve 
days and the branch will be in full operation shortly afterward. 
The building of the spur was authorized by the Secretary of 
the Interior the latter part of May. 


SEABOARD SECURITIES 
The Seaboard Air Line has applied to the Commission for 
authority to issue nominally and pledge with the Secretary of 
the Treasury $809,000 of 6 per cent first and consolidated mort- 
gage gold bonds for loans authorized by the Commission. 
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PRESENT ACT GUARDS SHIPPER 
The Trafic World New York Bureau 


An argument against changes in the transportation act by 
the next Congress is made to business executives by Alfred 
P, Thom, general counsel of the Association of Railway Ex- 
ecutives, in a paper dealing with the question of what is wrong 
with the act from the point of view of the shipping public. Mr. 
Thom, after listing several reasons why the retention of the 
act in its present form would be to the advantage of shippers, 
says: 


With the rates fixed or controlled ky the government and not 
by the carriers; with the question of what amounts to ‘a fair re- 
turn” on the carriers’ transportation property determined by the 
government and not by the carrier; with the value of the trans- 
portation property on which the “fair return”? is to be estimated 
fixed by the government and not by the carrier; with the question, 
as related to rates, of whether the management of the carriers is 
“honest, efficient and economical’ and “the expenditures for mainte- 
nance of way and structures” are ‘“‘reasonable’’ determined by the 
government and not by the carrier with the amount of wages to be 
paid by the carrier to labor controlled by the government and not by 
the carrier; with the question of whether or not stocks or bonds 
are to be issued by the carrier, and, if so, in what amount, de- 
termined hy the government and not by the carrier; with all un- 
just discrimination and favoritism against, or in favor of, any of 
the: carriers’ patrons strictly prohibited and prevented by the gov- 
ernment; can any one reasonably contend that the earriers are less 
now, under existing law, strictly and completely regulated, or that 
any interest of the shipping public is not adequately recognized and 
protected, 





OPERATING STATISTICS 


Net ton-miles of revenue and non-revenue freight aggregated 
38,001,000,000 in June as compared with 29,062,000,000 in June, 
1922, and 225,436,000,000 in the six months ended with June as 
compared with 170,299,000,000 in the same period of 1922, accord- 
ing to compliations made by the Bureau of Statistics of the Com- 
mission from reports covering 177 Class 1 roads, exclusive of 
switching and terminal companies. 

Loaded car-miles totaled 1,347,223,000 in June as compared 
with 1,143,565,000 in June, 1922, and 8,010,098,000 in the six 
months as compared with 6,451,604,000 in the same period of 
1922. 

Empty car-miles totaled 720,957,000 in June as compared with 
590,763,000 in June, 1922, and 4,036,355,000 in the six months as 
compared with 3,455,398,000 in the same period of 1922. 

The per cent unserviceable of total locomotives was 22 in 
June as against 21.9 in June, 1922, and 24 in the six months as 
against 23.4 in the period of 1922. 

The per cent unserviceable of total cars on line was 8.6 in 
June as against 14 in June, 1922, and 8.8 for the six months as 
against 13.8 for the six months. 

Car-miles per car-day averaged 28.3 in June as against 23.9 
in June, 1922, and 27.1 in the six months as against 22.6 in the 
same period of 1922. 

Net tons per loaded car averaged 28.2 in June as against 25.4 
in June, 1922, and 28.1 in the six months as against 26.4 in the 
same period of 1922. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended August 18 totaled 
1,035,741 cars, as compared with 973,162 cars the preceding week, 
when loading was generally depressed on account of President 
Harding’s death, according to the weekly report of the car 
service division of the American Railway Association. The 
loading exceeded that of the week ended August 4, when the 
total was 1,033,130, but fell a little short of the peak loading 
of 1,041,044 cars the week ended July 28. Loading in the cor- 
responding weeks of 1922 and 1921 were 846,265 and 815,147 
cars, respectively. 

Loading by districts the week ended August 18 and the 
corresponding week of 1922 follows: 


Eastern district: Grain and grain products, 10,105 and 10,332; 
live stock, 3,055 and 2,802; coal, 52,484 and 8,960; coke, 3.667 and 
1,272; forest eg 6,310 and 5,601; ore, 8,832 and 6,941; mer- 
chandise, L. C. 66,257 and 65,038; miscellaneous, 97,771 and 95,832; 
total, 1933, 248, Ase 1922, 196,778; 1921, 198,559. 

Allegheny district: ‘Grain and grain products, 3,901 and 3,932; 
live stock, 2,830 and 3,175; coal, 55.572 and 21, 805; coke, 6,732 “and 
4,301; forest products, 3,960 and 3,031; ore, 14, 425 ‘and 12,548; mer- 
chandise, L. GC. L., 48,866 and 49,902; miscellaneous, 83,652 and "78, 722; 
total, 1923, 219,938: 1922, 177,416; 1921, 159,021. 

Pocahontas district: Grain and grain ‘products. 361 and 196; live 
stock, 221 and 254; coal, 28,278 and 21,330; coke, 576 and 266; pret 
products, 1,801 and 1,172; ore, 210 and 26; merchandise, L. C. 
6,548 and 4,395; miscellaneous, 4,439 and 2,560; total, 1923, 42, 431 
1922, 30,199; 1921, 28,599. 

Southern district: Grain and grain products, 4,345 and 3,729; 
live stock, 2,067 and 2,178; coal, 23,604 and 15, 296; coke, 1,043 and 
776; forest products, 23,836 and 17,677; ore, 1, 654 and 1, 038; merchan- 
dise, L. C. L., 37,955 and 34,355; miscellaneous, 36,888 and 32, 617; 
total, 1923, 131,392; 1922, 107, 666; 1921, 108,763. 

Northwestern district: Grain and grain products, 14,015 and 15,- 
146; live stock, 7,794 and 6,809; coal, 10,013 and 4,796; coke, 1,067 and 
5B 033; forest products, 19,990 and 15,276; ore, 52,499 and 44, 097; mer- 
chandise, L. », 30,950 and 29,201: miscellaneous, 39,639 and '38, 726; 
total, 1923, 115, 96: 1922, 150,074: 1921, 127,585. 

Central Western district: Grain and grain products, 14,634 and 
17,013; live stock, 13,392 and 11,780; coal, 14,490 and 6,444; coke, 363 
and 404; forest products, 12,220 and 8,313; ore, 2,798 and 2, 427; mer- 
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chandise, L. C. 35,673 and _ 33,296; miscellaneous, 57,183 and 53,674; 
total, 1923, 150, 153: 1922, 133,351; 1921, 129,067. 

Southwestern district: Grain and. grain products, 5,160 and 5,156; 
live stock, 3,791 and 2,676; coal, 4,632 and 2,820; coke, 139 and 140: 
ae roducts, 9,182 and 6,371; ore, 341 and 458; merchandise, L. 

c. 4,989 and 13,000; miscellaneous, 28,542 and ’20, 161; total, 1923, 
66, 178: 1922, 50,782; 1921, 63,553. 

Total, all roads: Grain and grain products, 52,521 and 55,504; 
live stock, 33,150 and 29,674; coal, 189,073 and 81, 451; coke, 13, 587 
and 8,182; forest products, 77, 299 and 57, 441; ore, 80, 759 and 67,535; 
merchandise, L. C. L., 241,238 and 229, 187; miscellaneous, 348,114 and 
317,292; total, 1923, 1,035, 741; 1922, 846, 266; 1921, 815,147. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of fruits and vegetables increased approximately 


. 3,000 carloads the week ended August 25, the total having been 


14,182 cars, according to the weekly review of the Bureau of 
Agricultural Economics of the Department of Agriculture. The 
bureau said the gain was not unusual for the season when go 
many great shipping sections approached their time of greatest 
activity. The increase included most lines except melons and 
cantaloupes, which were reaching the end of their season. Ship- 
ments of grapes and lettuce were running heavy for the period 
of the year. The totals from the weekly summary of carlot 
shipments follow: 


Totals for week and season are regularly subject to revision be- 
eause of the receipts of late and corrected reports from the railroads. 
Asterisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 

Tuesday, Aug. 28, 1923. 
Total Total 


this last 
season season Total 
Aug.19-25 Aug.12-18 Aug.20- a to to last 
1923 1923 1922 Aug. 25 Aug. 26 . season 
Apples— 
| ee 831 609* 1,037 5,991 7,384 112,182 
Cabbage— 
ee 407 318* 572 14,349* 18,480 10,950 
Cantaloupes— 
, ar 963 1,223* 983 20,621* 25,162 30,126 
Celery— 
2 | ee 87 84* 94 6,843* 5,307 14,782 
Grapes— 
eee 1375 697 1,345 3,615 3,150 59,886 
Lettuce— 
oe eee 595 556* 384 22,742* 18,532 22,031 
Mixed Vegetables— 
WOO, cveccc 547 618 501 15,762 13,057 19,676 
Onions— 
OOM . ksaiick 596 588* 671 7,289* 10,042 29,783 
Plums and Prunes— 
a 638 183* *¢ 2,968* ** 5,021 
ates aaa 
"WOCEL. «0.00.0 1,450 1,901* 1,601 27,519* 44,590* 47,066* 
White Wethione 
eee 3,973 3,363* 4,314 47,780* 63,145* 252,980* 
Peaches— 
WOted . ....caice 1,753 1,266 1,885 19,000 20,999* 38,291 
Pears— 
.. fs 1,203 1,371" 1,382 7,591* 6,186 20,318 
Sweet Potatoes— 
ae 502 240* 586 1,240* 1,958 21,574 
Tomatoes— : 
ae 261 184* 932 15,643* 19,693 26,499 


**Unavailable. 


LUMBER SHIPMENTS 


New business in the lumber manufacturing industry of the 
United States showed an increase of 19 per cent last week, 
according to reports from 401 of the larger commercial saw- 
mills of the country, as compared with revised reports from 408 
mills for the previous week, says the National Lumber Manu- 
facturers Association, in a review of current lumber conditions. 
An increase in shipments of nearly 6 per cent was indicated and 
in production of 2 per cent. Reports from 134 West Coast mills, 
as against 128 for the previous week, indicated unfilled orders as 
increasing from 325,860,186 --feet to 352,721,900 feet, and 132 
Southern Pine Association mills showed an increase in their 
order file from 216,416,636 feet to 220,870,526 feet. 

For all the reporting mills, shipments and orders were each 
87 per cent of actual production, the Southern Pine Association 
mills showing these percentages as 93 and 98 per cent and the 
mills of the West Coast Lumbermen’s Association as 97 and 102 
per cent. Of the entire number of reporting mills, 355 reported 
normal production for the week; in relation to which actual 
production was 110 per cent; shipments 99 per cent and orders 
101 per cent. 

The following table compared the lumber movement for the 
three weeks designated: 


Corre- Preceding 
sponding Week 1923 
Last Week Week 1922 (Revised) 

Gs eech relate ai 5 wiestvie sig oteniath <elh 401 375 408 
III, Sosivh sch 0's: ace /orwi 9 o'e/qremneae 283,770,244 236,485,952 277,495,489 
NES 6Sic eerie: D8 es ea ce eee 247,069,690 210,551,595 233,524,064 
SND Rc betias 86008. Shs cakes 247,120,407  214/778959 207,213,789 


For the first 34 weeks of 1923 and the corresponding weeks 
of 1922, the lumber movement of ‘reporting mills was as follows: 


Production Ssipments Orders 
ee See ey ees 8,625,769,928 8,558,990,053 8,575,893, 459 
PRM clots « $50 Gane an om catde > eerrels 7,181,283,859 7,112.104,877 7,620,440,351 


--—— ——___—-- —_- 


1923 increase ........ a 1,444,486,069 955,453,108 


1,446,885,176 
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Traffic Lesson No. 44 


Highway Transportation—Forty-fourth in the Course of Fifty-two Lessons Written for the 
Traffic World by Grover G. Huebner, Ph. D., Professor of Transportation 
and Commerce, University of Pennsylvania. (*) 


For years this country has been dependent upon our great 
railway systems as a means of transportation and distribution 
of our economic necessities. Now another medium of trans- 
portation is rapidly being developed, though no one can say 
with assurance how far it will go toward becoming a vital and 
dependent factor in our-economic progress. In its modern form 
highway transportation is comparatively new, although it is 
put a continuation of the use of roads as a means of transporta- 
tion. It is old in the sense that we were closely dependent on 
yoads throughout the early development of this country prior 
to the growth of the railroad. 


There have been discovered certain vital deficiencies in 
rail transportation, such as congested terminals, slow movement 
of short haul traffic, and other difficulties of a like nature. The 
use of motor trucks and highway development has pointed out 
a means whereby some of the shortcomings of rail transporta- 
tion may be remedied and, with the discovery, there has rapidly 
developed, in a sense, a new field of transportation—new, in 
that the use of highways had heretofore been restricted 
to narrow limits, because of the impracticability of their use for 
distances over ten or fifteen miles and the slowness and costli- 
ness of such a method. Now the radius of operation from a 
given point has been greatly increased and slowness and costli- 
ness of movement largely reduced. 


It was into this field that the motor truck, within the last 
few years came. There were no laws to govern its operation; no 
one was acquainted with the multiplex problems that its use 
would bring about. At first, here and there, as the effects of 
its presence were felt, an effort was made on the part of some 
state legislatures to enact laws that were deemed to be adequate 
and stringent enough to care for any problems that they thought 
might arise. Then, without warning, except to those who were 
farsighted and saw in motor highway transportation a great 
expansion, there developed almost overnight a considerable 
demand for such a medium of transportation. Motor truck 
transport companies were organized and began operation. The 
first notice of their extensive use, which attracted so much 
attention, centered largely about the destruction to the high- 
ways over which they traveled. Immediately, a cry went up 
from the tax payers who had to pay for new roads. This agita- 
tion was reflected, in the legislatures of the several states af- 
fected, by the introduction of a large number of bills to tax and 
otherwise control and regulate the use of the public highways 
by motorized vehicles. In many cases laws were enacted hur- 
tiedly and without regard for the facts or the future. The re- 
sult is largely unsatisfactory, especially so where countries and 
municipalities, as well as the state, exercise authority. An in- 
dividual traveling or hauling is confronted with different rules 
and regulations at almost every turn of the road and the mul- 
tiplicity of laws and their frequent changing make their proper 
observance difficult and at the best unsatisfactory. 


Highway Legislation 


The problems of operation, in so far as conflicting laws and 
regulations are concerned, center, in the main, about the fea- 
tures of road legislation. The operator is confronted with dif- 
ferent restrictions as to the size, weight, speed, and number of 
trailers allowed. January of this year, twenty-eight states had 
enacted measurement restrictions and of this number seven- 
teen had the same width provisions, but only five the same 
height provisions and only five the same length restrictions. 


Because the weight of motor vehicles has largely been respon- 
sible for highway destruction, most of the states have statutes 
Covering it. However, only half a dozen have the same weight 
Provisions. It is to be noted in this respect, that some of the 
States provide for a decrease in the maximum weight of the 
Vehicles and load at certain seasons of the year. This is to 
Prevent the cutting up and destruction of dirt, gravel, and other 
forms of soft roads in the rainy and thawing-out periods of the 
year. A further provision that adds to the confusion and diffi- 
culty of operation of highway carriers, is where a classification 
of the highways of a state is made so that a different maximum 
Weight of vehicle and load is prescribed for each class of high- 
Way, 

Less than ten states have laws covering the use of trailers. 
Most of the states have speed laws and here, again, little uni- 
formity is to be found. In many states the speed limits are 
ed on the different weights of trucks and their loads and also 


—aee 


Instr ots article was prepared by Raymond H. Kinney, M. 


A. 
vant in Commerce and Transportation, University of Pennsyl- 
ia, : 


on whether they are equipped with pneumatic, solid rubber, iron 
or steel tires. 

Twenty-five states, through agencies already organized and 
existing, have exercised some degree of control over the opera- 
tion of motor vehicles acting as common carriers. This agency 
of control is usually the public utilities or service commission 
or the railroad commission. Other agencies of control are the 
state tax commission of Alabama, the corporation commission 
of Arizona, the road commission of West Virginia and the de- 
partment of public works of the state of Washington. - In some 
cases these agencies have obtained the power by specific legis- 
lation while, in other cases they have assumed that they had 
control by virtue of the broad scope of the law under which 
they were erected. A few of the states assume control of pas- 
senger transportation only and an even fewer number exercise 
control over motor vehicles as common carriers outside of 
municipalities only. 

Of the twenty-five states at the beginning of the year exer- 
cising control over motor vehicle common carriers there are 
only seventeen that required permits of operation. In two 
of the states consent of the municipality as well as the state 
is required. Eleven states of the twenty-five required bonding 
or liability insurance before the motor vehicles can operate as 
a common Carrier. 

Only about half of the states exercising control have re- 
quirements concerning the establishment of routes and the 
posting of schedules and tariffs. This is in spite of the fact 
that most of the states exercising control have given the agency 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are ag follows: First insertion, $1.00 per line, 
minimum charge $3.00; succeeding insertions, per line, 50c; 10 words 
to the Hne; numbers and abbreviations counted as words; 6 point type: 
payable in advance. Answers to keyed advertisements forwarded free 
and all correspondence held in strict confidence. The TRAFFIC 
WORLD, 418 South Market Street, Chicago, Tl. 














POSITION WANTED—As traffic manager with industrial or 
manufacturing concern; married, 37 years of age; 20 years’ expe- 
rience in station and traffic department of railroad: LaSalle gradu- 
ate; available October Ist; references. 


Address C. G. C 
World, Chicago. 


+, Traffic 














Reduce Damage Claims 
by nailing your boxes and crates right. Use nails of the 
right size, spaced to suit the kind and thi of wood 
Our pamphlet on nailing tells you how. It is free. 

Write for it. 
National Association of Box Manufacturers 
1553 Conway Building, Chicago 
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MERCHANDISE WAREHOUSES 
Located best to serve as your warehouse. Pool car distribution—store door delivery. 


he iLle COTTER WAREHOUSE Company 


Executive Offices: 40 West 3rd Street 
MANSFIELD, OHIO 









MANSFIELD 
NEW YORK CITY 


WANT POOL CAR DISTRIBUTION SERVICE 
WANT A DISTRIBUTING WAREHOU 
WANT A DELIVERY SERVICE IN GREATER NEW YORK 
WANT YOUR SHIPPING AND STORAGE PROBLEMS 
YOU TO RECEIVE PERSONAL ATTENTION 


Get in touch with 


L. Ellinger Distribution Warehouses 
24 Washington St., New York City 
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having jurisdiction the power to promulgate regulations con- 
cerning the establishment of routes, the maintenance of sched- 
ules of routes, the maintenance of schedules, and the fixing and 
publishing of rates and fares. None of the states has prescribed 
what the rates and fares shall be, but some have prevented an 
increase in highway transport rates to be made where it was 
seen that the carrier was already making a very high profit. 

This year the legislatures of many states will convene and 
the result, no doubt, will be a further number to enact legisla- 
tion concerning size requirements and other regulations of a 
limiting nature, thus adding to the complexity. 


Highway Transport Problems 


One of the first problems confronting the highway trans- 
port company, is the proper field for the establishment and de- 
velopment of highway transportation. It is generally conceded 
to be the short haul. The short haul has to do with the proper 
linking up of the centers of population and distribution with the 
field of production that is nearby. At present this field is not 
properly nor adequately supplied with the necessary facilities 
and has become one of the difficult problems confronting trans- 
portation experts. 

The field of the motor transport may be divided into two 
parts—that within the terminal area and that lying outside of 
such area. There is probably little question that, within the 
terminal area, the motor vehicle can easily compete with the 
railroad. Merchandise and all other 1. c. 1 can be handled more 
efficiently and economically by the motorized vehicle than by 
the railroad. Figures have been compiled from a variety of 
sources and all bear out the supremacy of the motor carrier 
over the railroad within the terminal area. Here the railroad 
is not in position adequately to perform the service imposed 
on it. The opportunity presents itself in this field, if not outside 
the terminal area, for the motor truck and the railroad to co- 
operate. It has been suggested by various trade organizations 
that co-operation take place by allowing the motor vehicle to 
assume all the handling of 1. c. 1. freight, this to be performed 
by one company organized for the purpose. The new agency 
would also act in a collection and delivery capacity. The rail- 
roads could then dispense with most, if not all, of their sub- 
stations, keeping only the large or general terminals, which 
would be located on the outskirts of the city where land values 
are not so great. The trucking company, equipped with a few 
chassis and many detachable bodies, would unload the 1. c. 1. 
freight immediately on arrival and either place it in the hands 
of the consignee or in storage houses near the terminals, if 
the consignee could not receive the shipment. The expense of 
storage in this case would be born by the consignee. 

On unloading, the truck would perform the collecting func- 
tion and, returning to the terminal with outgoing traffic, the 
demountable body would be detached and a loaded body attached 
for delivery purposes. This plan, it is believed, would greatly 
relieve the railroad company from terminal congestion and thus 
expedite the movement of equipment, reduce costs, and add 
to the economy and efficiency of railroad operation. On the 
other hand, the shipper and consignee would receive better ser- 
vice and at probably no increase in cost, while the income 
would make it a paying proposition for the trucking company. 

This is only a suggestion as to what might be accomplished 
by co-operative methods. In some few of the cities in this coun- 
try, motor vehicles have been utilized to relieve the terminal 
problem but the use has not been extensive enough to warrant 
final conclusions. 

Motor transportation outside the terminal area introduces 
an entirely different set of problems. Here the motor vehicle 
either becomes a competitor or a feeder of the railroad. As a 
competitor there is introduced immediately the rather debatable 
question of distance. For what distances can the highway com- 
pete with the railroad? This has been variously estimated to 
be from 25 miles to 100 miles, and even greater distances. Com- 
petition is not alone determined by the cost of the service, but 
also by the elements of time and safety of transport. 

The success of the highway carrier is dependent on a 
variety of factors which a preliminary survey of the proposed 
route should readily disclose. The character of the highway 
is of considerable importance; poor roads and heavy grades 
will cause high operating costs. Other costs of operation are 
license fees and other taxes, wages, depreciation, and general 
maintenance costs such as tires, repairs, oils, gasoline, insur- 
ance, etc. In addition, there are capital costs involving outlay 
for trucks and termini. Under such circumstances will the 
operator be able to meet the charges made and the services 
performed by the already established agency of transport? 

The volume and kind of freight that might be obtained is 
of considerable importance. It is of a seasonal nature, and 
what is the backhaul movement are factors to be determined? 
The nature of the products carried in one section of the country 
is indicated by the classification of commodities which a sur- 
vey made by the U. S. Bureau of Public Roads in the state of 
Connecticut disclosed: 


Products of manufacturing 73.63 per cent: 


Furniture, 12.39 per 
cent; general express, 6 per cent; Groceries, 


5.81 per cent. Prod- 
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ucts of agriculture, 8.44 per cent: fruit, 3.46 per cent. 
animals, 7.14 per cent: meat, 2.41 per cent. Products of forest, 4.14 


per cent: Lumber, 1.94 per cent. Products of mines, 6.65 : 
Stone, sand and gravel, 5.16 per cent. = 


Products of 


It is apparent that this relationship would be somewhat 
changed if made elsewhere. 

Whether the highway can compete with the railroad wil] 
be determined by a balancing of the costs and services of one 
against the costs and services of the other. 

Outside the terminal area, the motor vehicle and the rail- 
road can also co-operate, the highway agency acting as a feeder. 
Many outlying districts are not tapped by railroads but through 
the trucks they can be easily brought into touch with markets 
In other cases where railroad operation has proved unprofitable 
it would, no doubt, be well to substitute the more satisfactory 
medium of highway transport. 

It is not disputed that the new medium of transportation 
is here to stay. Its sphere of activity is not fully known put 
will be determined by further experience. Before this is ac. 


complished many studies will have been made and lessons 
learned. 


RAIL AND HIGHWAY CO-ORDINATION 


Large expenditure of public money for paved highways that 
parallel the railroads and the building of roads that are not 
properly co-ordinated to extend rail service are attacked in a 
booklet issued by the Iowa Farm Clubs. It declares the rail- 
road system of Iowa to be the “most perfect road system in 
existence.” The booklet pleads that the railroads are the 
basic transportation system of the state, on which the farmer 
must depend to take his wares to the markets, and urges that 
the function of the highway is to supplement the rail carrier 
and not to compete with it. 

“With proper business planning, in advance of contract,” 
it says, “highways may be made to articulate with steel-way 
so that the cost of getting product to market may be decreased 
amazingly. But freight tolls can never in the wide world be 
diminished by multiplying competitive means of transportation 
and everywhere duplicating effort.” 

Much of the urge for paved roads, the booklet states, comes 
from road material manufacturers and interests like the auto- 
mobile business, which benefit from an expensive road system. 
“Certain financial interests seem determined to load the country 
to the limit with new and often unbearable debt, politely 
termed bonds for short,” it says. 

Except as a luxury, the booklet says, the highway can never 
be more than a weekly supplement to the steel way and the 





locomotive. Highways, it says, are an old world method of 
transportation, while the railroad is primarily an American 
development. “The recently published railway map of Iowa 


is in some ways quite the most remarkable road map in the 
world.” 


“So complete is this Iowa grid-iron of most modern roads,” 
it continues, “that there is no spot in the entire state where one 
may go and be so far as ten miles from some line of railway. 
Few places are there within the boundaries of this state where 
one may get even a distance of five miles away. The average 
distance of Iowa farms from a railway is hardly more than two 
miles. Where else in all the world is there so good a showing 
for transportation facilities? Of: about the same size as Iowa, 
England, with a thousand years’ start, with untold wealth, and 
with a population twenty times as great, presents relatively 
much inferior road advantages. France, long famed for good 
roads and with two thousand years of experience, cannot boast of 
such a compact, seviceable road system. Transportative com- 
parison with scientific and éxact Germany greatly favors Iowa. 
* * * New York state points with pride to her great Central 
railway; Iowa has six trunk lines stretching from verge to verge 
of her domain.” 


The booklet urges continuance of the two horse wagon 
rather than the truck, due to the short haul from the railroad. 
Where products are handled from the field by horse, loaded on 
trucks and hauled to the railroads, it says, the increased cost of 
handling would pay the railroad transportation charges for three 
hundred miles or the equivalent of the distance to the Great 
Lakes, which is practically seaboard. “Paradoxical as it may 
seem, with the present railroad facilities, Iowa farmers get their 
products to the seaboard cheaper, on the average, than do New 
York farmers.” . 


The booklet calls attention to the fact that the annual state 
highway tax of one hundred and fifty million dollars would 
build a New York Central railroad from Chicago to New York 
each year and urges the use of dirt roads as feeders to the 
railroads. 

“The primary consideration in country highway better- 
ment,” the booklet concludes, “is the steel road already in exist- 
ence and its operation to a highly remunerative stage. To this 
railroad fabric should be snugly fitted the highway system. 
Proper adjustment of the two is manifestly not by paralleling 
the roads already in being, but by bettering the highway cross- 
ings at right angles to the railroad lines. In this way, the means 
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PORT OF HOUSTON 


THE DISTRIBUTING AND EXPORT CENTER 
OF THE SOUTHWEST 


Houston is located fifty miles 
Mr. Traffic Man— from the Gulf of Mexico, has 
a depth of thirty feet for 43 
miles and twenty-five feet 
for remainder of distance, 
which is being dredged to 
thirty feet. 


505 























Let us have one minute of 
your time. 









We have a proposition 
that may mean money 
saved for your firm. 







Does not rail service mean a 
great deal to you? 













If so you should be inter- 


Seventeen railroads serve the 
ested. 


Port of Houston, which con- 
nect with the Public Belt 
Railway. 













Have you ever studied the 
exact location of the Port 
of Houston? 









~ Traffic handling and storage ° 
facilities unequaled in the 
South. 
















For your information, let 
us explain. 








Why not make Houston your 
Manufacturing and Distrib- 
uting point? 





S.S. ‘““STEADFAST’”’ IN HOUSTON CHANNEL 


FOR FURTHER INFORMATION, Address 
DIRECTOR OF THE PORT, Fifth Floor, Court House, Houston, Texas 





PORT HOUSTON’S SHIPSIDE WAREHOUSE 


INTERIOR VIEW SHOWING A PART OF COFFEE CARGO 

120,000 SQUARE FEET FLOOR SPACE, concrete construction throughout; three compartments; sprinkler system; 
electric conveyor trucks and stacker; 72 cars, private tracks. 

Quick out bound rail and water service; very low insurance rate. 

MERCHANDISE ACCOUNTS FOR STORAGE AND DISTRIBUTION SOLICITED. 

WE CALL SPECIAL ATTENTION to our facilities for handling, storing and distributing full 2nd part cargoes of 
coffee, sugar, rice, beans, canned goods of all kinds, dried fruits, packing house products, farm implements, 
automobiles and steel products. 

Your shipments to HOUSTON can be financed through our NEGOTIABLE WAREHOUSE RECEIPTS. 

We offer our efficient and reliable service, backed by years of experience in the warehouse business. 


BINYON SHIPSIDE WAREHOUSE CO., INC., HOUSTON, TEXAS 
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of transportation are not uselessly duplicated and transportation 
rates are not greatly increased, instead, being constantly lowered. 
All the vast saving thereby rebounds to the advantage of the 
community. Burdensome tax is transformed into burdensome 
profit. What may be erected on the already most perfect Iowa 
railroad system is beyond the bounds of vision and beyond even 
the powers of imagination.” 


OFF-LINE AGENCIES 


Editor The Traffic World: 


It is very gratifying to note the continued establishment 
of off-line offices by the various progressive railroad systems 
throughout the country. We do not know of any other one 
employee of a roilroad who can be, and in 99 per cent of the 
cases really is, of more actual assistance than the general 
agent, commercial agent (or whatever title he may hold), who 
is in charge of an off-line agency. The traveling freight agent 
is a mighty important factor to the railroad, but he is not al- 
ways available at short notice, whereas the off-line office located 
in one’s particular city can be reached at a moment’s notice 
on the other end of the telephone. 


The Van Camp Hardware & Iron Company is a very ex- 
tensive shipper and receiver of freight to and from all sections 
of the United States. Many times a day we have occasion to 
require some information regarding shipments we may have 
in transit, or perhaps we may desire to know something of the 
local situation of one of our manufacturers located in some 
distant city not served by any of the railroads of our own city. 
In ‘these cases, we find the off-line agency a wonderful help 
and it is only a natural consequence that because of the assist- 
ance they render us, we in turn are mighty glad to route our 
business via their line. 


As a concrete illustration of the real service and satisfac- 
tion that such an office renders to the shipping public, allow 
me to cite a particular incident that occurred within the past 
week. 

We had a very important shipment coming from a certain 
western city consigned to one of our customers located in a 
city in Northern Indiana. Our factory, in making shipment, dis- 
regarded our routing instructions and forwarded the car via 
a route made up over two railroads, neither of which maintained 
an off-line office here in Indianapolis. As soon as we learned 
that the car had been shipped, we immediately notified the 
originating road by telegram explaining to them the urgency 
of this car and requesting them to keep us advised of the move- 
ment in transit. 


We had to dispatch three telegrams (prepaid) and finally, 
after waiting for two days, we received a telegraphic reply 
(charges collect) advising that they were doing everything 
possible to hurry the car through to destination. Finally, after 
three more days of patient waiting, we were advised of the de- 
livery to their connections, thirty-six hours prior to the dating 
of the telegram. After a similar proceedure with the delivery 
line, who also did not maintain an office here, we were advised 
by letter of the delivery of the car to consignee, two days after 
the consignee himself had advised us of receipt of the ship- 
ment. 


In contrast to this, we had another car moving from the 
same section of the country to the same destination, but via 
three roads, two of whom maintained off-line offices here in 
Indianapolis. After reporting the shipment to these two offices, 
we were kept constantly advised by ’phone of the movement of 
our car in transit, the information being within two to twelve 
hours of the actual car movement. We leave it to the judgment 
of your readers as to the degree of satisfaction derived from 
these two instances, and, of course, you can readily understand 
what action we will take in the routing of future orders involv- 
ing the roads concerned. 


The shippers and receivers in Indianapolis are mighty 
fortunate in having about eighteen off-line agencies located 
here. The writer has talked to a large number of traffic men. 
both industrial and railroad, and there is yet to be found a 
single one who does not consider the off-line agency to be one 
of the best investments that almost any railroad can make. 
It is certainly of inestimable value to the industrial traffic 
manager, and the writer would certainly rejoice to see a few 
more of them established here in Indianapolis. 


At times we feel compelled to criticize the railroads for 
certain things they do or fail to do, but, on the other hand, 
when the occasion arises where commendation is due, we cer- 
tainly want to let them know that we also have a sense of 
appreciation and then express that sense in a material way. 
Now, let us all utilize the services of the off-line agencies 
whenever we have the occasion and prove to the railroads 
that we certainly want them to continue and to enlarge on 
this particular factor of their organization. 

R. Downer, General Traffic Manager, 
Van Camp Hardware & Iron Company. 
Indianapolis, Ind., Aug. 23, 1923. 






C. ¥-A, STEEL RATES 
The Trafic World Washington Bureay, 


What at first looke@ like a little localwratesaffair in Centra] 
Freight Association iron and steel rates has assumed a consider. 
able size on account of the carriers serving the Pittsburgh, Ohio 
and Chicago iron and steel industries protesting against a reduc. 
tion in the iron and steel articles rate from Chicago and Gary 
to Indianapolis, from 25 to 15% cents per 100 pounds. Protest 
against the proposal has been made by the Baltimore & Ohio, 
Erie, Pennsylvania, New York Central, Lake Erie & Western, 
the Chesapeake & Ohio and the Norfolk & Western. They have 
asked for the suspension of item No. 359, in supplement No. 6 
to Jones’ I. C. C. No. 1388, filed to become effective September 5. 
They assert that permitting the reduction will result in a gen. 
eral disruption of the iron and steel rate adjustment in Central 
Freight Association territory, and have a disastrous effect on the 
carriers’ revenue. 

Protesting carriers said they had already received requests 
from shippers in that territory for similar reductions as that 
proposed to Indianapolis. 

The proposal was made by the Chicago, Indianapolis & 
Louisville and the Chicago, Indianapolis & Western for appli- 
cation over their own lines only. They proposed the cut on 
the theory that they could not justify a rate of 25 cents in view 
of the fact that to Terre Haute there was a commodity rate 
from Chicago of 15.5 cents for a haul only six miles less than 
that to Indianapolis. In addition, a 15.5-cent rate applies to 
Decatur and Springfield, Ill., 12.5 to Peoria, Bloomington and 
Danville, and only 17.5 cents to St. Louis. The rate was pro- 
posed by the Monon because, as it averred, it believed W. J. 
Holliday & Co. could not remain in business at Indianapolis un- 
less some relief was given. That firm, in a petition protesting 
against the suspension requested by the lines serving the Pitts- 
burgh and Ohio steel producing points, estimated that it was 
at a disadvantage of $3.32 per ton in its effort to compete with 
other steel and iron distributing points in its territory; that 
the proposal would reduce the disadvantage to $1.32 per ton and 
give it a fighting chance to compete with distributors at Chi- 
cago, which paid no railroad freight because, as he asserted, 
the price of steel at Chicago was about the same as at Pitts- 
burgh. That condition of a parity of prices on steel at Pitts- 
burgh and Chicago had existed for about a year, it said. The 
idea of the steel market is that the price basis was Pittsburgh 
price, plus or minus the freight rate, according to the point 
quoting steel. It said that that condition meant that the rate 
betweeen Chicago and Indianapolis represented the approxi- 
mate difference in cost to the distributors and manufacturers 
located at Indianapolis, in comparison with their competitors 
at Chicago. The rate from Pittsburgh to Indianapolis is 31 
cents and from Chicago to Indianapolis 25 cents. 

That rate situation, the Indianapolis firm asserted, brought 
about a condition in which it was impossible for it to distribute 
steel to various parts in Indiana, eastern Illinois and western 
Ohio in competition with Chicago. It said the local business in 
Indianapolis was not big enough to take the product of a modern 
steel plant. ; 

Although the protesting carriers pointed out that the 25-cent 
rate was the product of the Commission’s decision in the Disque 
scale case, the Indianapolis Chamber of Commerce submitted 
rate comparisons to show that the proposed rate of 15.5 cents 
would not be out of line with rates which had been in effect for 
years from Chicago to Moline, Milwaukee, St. Louis and Terre 
Haute. 

The Monon, defending itself by means of data submitted 
through the publishing agent, said that while the petitions for 
suspension said the proposed rate, if permitted to become ef- 
fective, would disrupt the iron and steel rate adjustment in 
Cc. F. A., the fact was that lower rates to Terre Haute and other 
points had not had that effect, although they had been in use 
for years. The Monon told the C. F. A. committee that heard its 
application for that rate that it felt it could not expect to obtain 
any iron and steel tonnage except from Chicago southward and 
that it should undertake to make the rate, inasmuch as on 4 
carload of 80,000 it would obtain a per revenue of $124 and a 
car-mile of 67.4 cents, which it considered remunerative. 


OSWEGO & SYRACUSE BONDS 


The Oswego & Syracuse Railroad Company has applied to 
the Commisison for authority to issue $2,000,000 of first and 
refunding mortgage bonds, and the Delaware, Lackawanna & 
Western asked authority to guarantee the bonds. The latter 
company operates the property of the Oswego under a lease. 
Of the total issue of bonds, $1,193,000 will be delivered to the 
D. L & W to cover indebtedness to that company. 


SAN DIEGO & ARIZONA NOTES 


The San Diego & Arizona Railway Company has applied to 
the Commission for authority to issue $1,904,689.62 in unsecured 
promissory notes and $1,196,505.10 of promissory notes for 
delivery to the J. D. and A. B. Spreckles Securities Company 
and the Southern Pacific to cover indebtedness to those com: 
panies. 








and 


September 1, 1923 





Great Lakes Transit Corporation 


General Office: Great Lakes Transit Corporation Building, 223 Erie St, Buffalo, N. Y. 





w. J. CONNERS, SHERMAN J. SEXTON, 
Chairman of Board Vice-Presi 
Buffalo, N. Y Buffalo, N. Y. 














E. C. ANDREWS, J. F. TREBLE, 
Vice-President, Freight Claim ar 
Buffalo, N.Y. F. A. STANLEY Buffalo, N.Y. 
H. S. NOBLE, cade , G. C. WILLIAMS, 
Vice-President, Freight Traffic Manager, General Manager and 
Buffalo, N. Y. Buffalo, N. Y. General wy "= 











FREIGHT SERVICE 


Rates Restored for the Season of 


1923 


New and fast service on Lake Michigan to and from 
the Ports of Chicago and Milwaukee in addition to the 
famed service via Lake Superior. 


Twenty-four (24) modern steamers, fully equipped for 
handling package freight east and westbound comprise 
the finest and swiftest fresh water fleet in the world. 


Package freight capacity Refrigerator freight ca- 
over two million tons. pacity about forty thou- 
sand tons. 


Through rates are in effect between the Atlantic Sea- 
board, Eastern Basing points, also Lake Ports; and 
Western and Northwestern points, including Chicago, Tll.; 
Milwaukee, Wis.; St. Louis, Mo.; Duluth, Minn.; Minne- 
apolis, St. Paul and points beyond. 


Through rates are also in effect from Youngstown, O.; 
Pittsburgh, Pa.; Wheeling, W. Va.; Canton and Akron, O., 
and points in the same general territory to Duluth, St. 
Paul and related points. 


Under arrangements with connecting rail lines this Cor- 
poration maintains a service via rail-and-lake between 
Eastern points and territory in the West, Southwest and 
Northwest, including Pacific Coast. 


INFORMATION FURNISHED SHIPPERS OR RE- 
CEIVERS ON APPLICATION WILL DISCLOSE A CON- 
SIDERABLE SAVING IN RATES AS COMPARED 
WITH ALL-RAIL. 


In order to secure the benefit of our unexcelled rail-and- 
lake service, combined with the saving in rates, shippers 
should mark their bills of lading plainly, “care Great 
Lakes Transit Corporation.” 


Address F. A. Stanley, Freight Traffic Manager, Great 
Lakes Transit Corporation Building, 223 Erie St., Buffalo, 
N. Y., or any of the agents mentioned below. 


AGENCIES 
Boston, Mass.—539 Old South Building. Milwaukee, Wis.—19 West Water Bt. 
PL. 8 Ni and 


ow . F. Carbone, General t.. 
ae Mian.—1120 Metropolitan 
Life Building. 


Buffalo, Ney Grent eo 
e 
W. J. General t. W. J. Elliott, General 
Chieag i. 268. tast North Water Bt. New York, N. Y.—299 . - 
Hogan, eral Agent. 
































rporation Bldg., 223 Eri 







0, 
EB. J. (Barclay Building). 

Cleveland, 0.—Lake Front, Foot Ninth W. B. Bid General Agent. 
wrest, w. Philadelphi Pan soa The oe 
Detroit, Mich.—¥oot of Case Street, Pittsburgh, Pa.—1826 Oliver Building. 

of General Agent. General 





A Bourke, 3 Agent. 
Duluth, Minn.—Palladio Building. St. Paul, Minn.—$15 Pioneer Bullding. 
gent a Marie, Mich.—Kemp’s Dock. 
Washington D.C. 530° Mills Building. 
L, Agnew Myers, Agent. 





Agent. 
Erle, Pa.—Foot of Holland Street. 
- KE Bryan, General Agent. 
Houghton, Mich.—44 Isle Royale St. 
C. O. Berglund, General Agent. 






Cruise the Great Lakes this summer on the 
Great Lakes Transit Corporation 


Steel Steamers 
TIONESTA JUNIATA OCTORARA 


**The World’s Finest Cruise’”’ 
Orchestra Dancing 


Ask Anyone Who Has Made the Trip 
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Hambuarg-American Line 


NEW YORK TO HAMBURG 
*RESOLUTE Sept. 4 +HANSA 
*ALBERT BALLIN ... 
+THURINGIA Sept. 13 *+WESTPHALIA 
*RELIANCE Sept. 18 MOUNT CLAY 
+ Cabin and 3rd Class Passengers. *I1st, 2nd and 3rd Class. 


BOSTON TO BREMEN AND HAMBURG 
A STEAMER September 


PHILADELPHIA TO BREMEN AND HAMBURG 
FURST BULOW (via Baltimore and Norfolk) Sept. 15 


BALTIMORE TO BREMEN AND HAMBURG 
BRASILIA (via Norfolk) 
FURST BULOW (via Norfolk) 


NORFOLK AND NEWPORT NEWS TO BREMEN AND 
HAMBURG 


BRASILIA Sept. 13 FURST BULOW Sept. 25 
NEW ORLEANS TO BREMEN AND HAMBURG 
IDARWALD Last Half of September 


ALSO DIRECT FREIGHT SERVICE FROM U.S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 
Through bills of lading via Hamburg to all Scandinavian, Baltic, 
Mediterranean, Levant and African Ports 


——IIaaaeaeaeae=a=a=S=aEaeaSsseaoamomemomanannaaaeaeaeaeoooaunuuumumomeee Ss 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 
CHICAGO, 327 South La Salle Street Phone Wabash 4891 
BRANCH OFFICES: 
earst Tower Building 
230 California Street 
AGENTS: 

EEE Pe OL eS Le Pe ME Ce C. H. Sprague & Son. 
PHILADELPHIA : Trosdal, Plant & Lafonta 
NEW ORLEANS : Richard Meyer Co. 
NORFOLK Trosdal, Plant and Lafonta 





JOINT SERVICE WITH 


Houlder, Weir & Boyd 


Weekly Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco, Portland, Seattle, Tacoma 


FROM NEW YORK 
SUDBURY 
KERMIT 
MOUNT C 
POMONA 
IPSWICH 
Pier No. 5, N. Y. Docks, Brooklyn 


FROM BALTIMORE 


Pier No. 9, B. & O. R. R., Locust Point 








For further information apply to 


United American Lines, Inc. 


39 Broadway, New York 


BRANCH OFFICES: 
Hearst Tower Bldg. 
327 South La Salle St. 
4128 Jenkins Arcade Bldg. 
801 Chamber of Commerce Bldg. 
230 California St. 


AGENTS: 
dicts coins cinreeine Wee eis eeieeiowaeaain’ C. H. Sprague & Son 
PHILADELPHIA Trosdal, Plant & Lafonta 
NORFOLK Trosdal, Plant & Lafonta 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 


of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
blems. We do not desire to take the place of the traffic man but to 
elp him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. 
Address Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C 


Rhee a enn nn enema nae men amas 


Reparation—Subsequently Reduced Rates 


Texas.—Question: From time to time we are compelled to 
ship to customers where freight rates are out of line. Some of 
these freight rates have, upon complaint to the originating line, 
or on their own initiative, been reduced. 

Under what circumstances and beginning how far back may 
we now file claim for reparation? 

Does the fact that the initial carrier handles for us these 
complaints for reduction relieve the railroads from responsibility 
of honoring our claim when presented? 

Answer: The fact that the carriers have voluntarily or 
upon complaint reduced certain rates does not in and of itself 
entitle a shipper to an award of reparation for the amount of 
the difference between the rate charged and the reduced rate. 
If, however, you can prove by proper evidence that the rate 
charged was unreasonable to the extent it exceeded the rate 
subsequently established, reparation will be awarded for the 
difference between the rate applied and that subsequently estab- 
lished. 

Under section 16 of the interstate commerce act a com- 
plaint for reparation must be filed with the Commission within 
two years after the delivery of the shipment or shipments 
covered thereby, unless the carrier, after the expiration of such 
two years or within ninety days after such expiration, begins 
an action for recovery of charges in respect to the same serv- 
ice, in which case such period of two years shall be extended 
to and including ninety days from the time such action by the 
carrier is begun. 

Freight Charges—Liability of Assignee For 

Iliinois.—Question: About two weeks ago we bought a car 
of oranges from a party, which was shipped from California 
to Chicago, consigned to ourselves. This car was detained at 
several points between California and Chicago by the consignee, 
they probably trying to make a sale, but was finally forwarded 
to Chicago. On its arrival we bought the car of oranges f. o. b. 
tracks Chicago. After unloading this car and paying their bill, 
we received a bill from the railroad company for freight, icing 
and demurrage charges, amounting to about $860, a large por- 
tion of which was demurrage and icing charges, prior to its 
arrival in Chicago. 

In case the consignee should refuse to pay the freight and 
other charges on this car, are we liable for the amount after 
accepting the car and paying consignee f. o. b. price Chicago, as 
agreed upon? 

Answer: The assignee of the consignee in a bill of lading 
is liable to the carrier for transportation charges where the 
assignment is made while the goods are in transit, or in the 
possession of the carrier. St L. S. W. vs. Browne Grain Co., 
166 S. W. 40; 4 Elliott on Railroads, section 1559; 2 Hutchinson 
on Carriers, sections 807-808; and where the carrier delivers 
the goods to the assignee of the consignee without collecting 
ihe freight charges the consignee is usually released. 

Definition of the Word “Month” as Used in Statutes and 
Contracts 

Minnesota.—Question: On July 10, 1922, one of our branch 
houses out in the country shipped us one coop of live poultry 
which was never delivered. On January 22, 1923, notice was 
sent to the express company that claim would be filed for the 
value of the shipment. Claim was actually filed on January 24, 
1923, and should have been in possession of the carrier on the 
following day, January 25. 


The uniform express receipt provides that claims for non- 
delivery must be filed within six months and 15 days. after 
date of shipment. Our claim has been refused on the grounds 
that same was not presented within 6 months and 15 days after 
shipment was made, the express company determining the time 
at 30 days to a month. 

One hundred and ninety-seven days elapsed from the time 
of shipment to time of filing claim, making six months and 
seventeen days. We figure that. from July 10, 1922, to January 
25, 1923, would make six months and fifteen days and that our 
claim should be considered in that it was filed within the period 
specified. 
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Please advise whether the method employed by the express 
company in determining. the time is the correct method, 

Answer: The térm “month,” whether employed in statutes 
or contracts, and not appearing to have been used in a different 
sense, denotes a period terminating with the day of the suc. 
ceeding month numerically corresponding to the day of its be. 
ginning, less one. If there be no corresponding day of the suc. 
ceeding month, it terminates with the last day thereof. McGinn 
vs. State, 65 N. W. 46; Marcoux vs. Society of Beneficence St. 
John Baptist, 39 Atl. 1027. But when used in a criminal stat- 
ute, it is held that the word “month” means thirty days. Mce- 
Kinney vs. State, 65 S. W. 769 (Tex.). 

While formerly under the common law it was held that a 
month constituted a lunar month or 28 days, the holdings now 
seem to be uniform that the word in whatever connection it 
is used signifies a calendar month, unless a contrary intent is 
indicated, and in many states this rule has been fixed by statute. 

In the McGinn case above referred to it was held that three 
calendar months from April 8, 1893, terminated at midnight 
on the 8th day of July. Under the holding of this case and 
other cases of a similar nature, the time for the filing of your 
claim expired January 25, 1923. 

Damages—Measure Of 

West Virginia.—Question: Question has arisen as to whether 
or not the decision in the case of the McCaull-Dinsmore Co. 
vs. R. Co., 252 Fed. 664 as to a carrier being liable for the 
market value of the goods at destination, is applicable to an 
express company. While the claim is to be filed by us as the 
shipper, it is for account of the consignee, and we are inclined 
to think that the consignee’s market value should be the basis 
for the claim. Please advise. 

Answer: The same rule applies to shipments made by ex- 
press as applies to shipments by freight. That is, the carrier 
is liable for the value of the shipment as declared in the express 
receipt, but not to exceed the market value thereof. 

Liability of Carrier That of Warehouseman Only After Ex. 
piration of Free Time Under Demurrage Tariffs 

California.—Question: A short time ago we returned a ship- 
ment of defective machinery to a firm in, say, Chicago, valued 
at $500. This firm had not authorized us outright to return the 
shipment, but we did so anyhow and wrote them telling them 
that the goods were on the way. 

After arrival the railroad notified these people and asked 
them to take delivery, which they refused, claiming they had 
not authorized the return of the freight. The latter lay on hand 
for some time in the railroad sheds and afterward caught fire 
and was totally destroyed. 

The consignees now refuse to allow us anything for these 
goods, claiming that the railroad will not allow a claim for 
them and, since they did not authorize their return and were 
not obligated to accept them, we must stand the loss. 


Can the railroad claim exemption on the ground that after 
the 48-hour period their liability was that of warehouseman 
only? Is there any rule or law making the carrier responsible 
for the value of such a shipment after the 48-hour period or 
requiring them to properly store the freight or protect it by 
insurance against such loss or damage? How long after ar- 
rival are the carriers liable for the value of such a shipment 
before they become liable as warehouseman only? In other 
words, for what period of time after arrival and notification 
to the consignee are they liable as a common carrier? Does 
the extent of their liability depend in any manner on whether 
or not the damage by fire was due to their negligence, or are 
they completely exempt in any case after this period has passed? 

Answer: Section 4, paragraph A thereof, of the Uniform 
Bill of Lading, provides: 

Property not removed by the party entitled to receive it within 
the free time allowed by tariffs, lawfully on file (such free time to be 
computed as therein provided), after notice of the arrival of the 
property at destination or at the port of export, (if intended for 
export), has been duly sent or given, and after placement of the 
property for delivery at destination has been made, may be 
kept in vessel, car, depot, warehouse, or place of delivery of the 
carrier, subject to the tariff charge for storage and to carriers 
responsibility as warehouseman, only, or at the option of the carrier, 
may be removed to and stored in a public or licensed warehouse at 
the place of delivery or other available place, at the cost of the 
owner, and there held without liability on the part of the carrier, 


and subject to a lien for all freight and other lawful charges, includ- 
ing a reasonable charge for storage. 


It is competent for the carrier to stipulate in the shipping 
contract that it will be liable for goods only as a warehouseman 
after their arrival at destination if not removed within a speck 
fied time after notice, and in case of failure to remove within 
the specified time the carrier is liable only for negligence. 
Southern R. Co. vs. Prescott, 240 U. S. 632; Rustad vs. Great 
Northern R. Co., 142 N. W. 727; Mich. Cent. vs. Owen, 256 
U. S. 427. 

A earrier which has carried property for hire and is keeP- 
ing it for a reasonable time in a warehouse at point of des 
tination until it shall be called for, is a bailee for hire; as such 
it is liable only for a want of ordinary care in the custody of 
the goods; and the care exercised should be in proportion to 
the loss likely to be sustained by want of such care. In the 
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: Why Norfolk Handles 


: Half of America’s 
: _ Tobacco Exports 


our MO8kE than two hundred million pounds of tobacco—209,900,- 
210, to be exact—passed through Norfolk and Hampton 
re Roads in 1922. | 
the 
Ba This represents an increase of over two thousand per cent 
ned in five years! 
= Five years ago, for the calendar year 1918, Norfolk’s exports 
ress of leaf tobacco amounted to a little more than 10,000,000 pounds, 
Ex. or two and one-half per cent of the country’s exports. The next 
sal year it increased to five and four-tenths per cent. In 1920 it 
—_ reached the surprising total of over 100,000,000 pounds, or 221, 
hem per cent of the total for the United States. 
had While the port’s exports for 1922 were only a little over a 
= million pounds greater than the 1921 total, the percentage of the 
hese country’s total handled here increased from 40 in 1921 to 48 in 
for 1922— 
the Practically half of America’s total leaf tobacco exports! 
man 
oa Low comparative freight rates, frequent and dependable : 
pe ocean sailings to the principal world ports, absence of terminal 
thet congestion, low handling costs and an unusually flexible storage 
ation situation explain this increase. 
oes 
"are No artificial means were used to bring this business through 
set this port. It was a natural consequence of proper freight rates, 
J satisfactory port service and co-operation with shippers. 
within 
to be 
4 for The same conditions that made possible the development of 
y ‘ye this enormous tonnage of leaf tobacco can be applied by the 
rrier’s importer or exporter to a wide variety of commodities, into and 
ifthe out of a vast area of the United States. 
meld: 
Study the Port of Norfolk as it relates to your commodity 
omnes and your transportation problems. 
_— For Information Write 


gence. 


Great NORFOLK PORT COMMISSION 

oil NORFOLK, VIRGINIA 

t = “Port of Quick Dispatch and Economical Handling’’ 
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absence of negligence on its part a carrier is not liable for 
damage caused to the goods by storm or for their loss by theft 
or fire. In order to hold a carrier liable as a warehouseman, it 
is necessary for the owner of the goods to prove negligence 
on the part of the carrier. 

Under the Uniform Storage Tariff, 48 hours’ (2 days’) free 
time is allowed on all commodities except the more dangerous 
explosives, for the removal of inbound freight from the car or 
railroad premises, after which time the carriers’ liability be- 
comes that of a warehouseman. While the carrier must. prop- 
erly store the freight, it is under no obligation to protect it 
by insurance against loss or damage. 

However, under the provisions of the Uniform Storage Tar- 
iff, where shipments have been plainly marked with the con- 
signor’s name and address preceded by the word “from,” notice 
should be immediately sent or given the consignor of the refusal 
of the shipment by the consignee. Provisions of the same 
nature govern the refusal of carload freight under the Uniform 
Demurrage Tariff. Furthermore, the decisions of the courts in 
general hold that in addition to warehousing the goods the 
carrier is ordinarily chargeable with the duty of notifying the 
consignor of the consignee’s failure or refusal to accept goods. 

Delay—Measure of Damages—lIncrease in Market Price 

Michigan.—Question: Car containing hogs and sheep for- 
warded from the west and due in the eastern market six days 
after shipment, but did not arrive until the 9th day, during 
which period the market value on hogs declined and the value 
of sheep increased. 

Claimant filed claim against the carriers account of de- 
pressed value of the hogs, but they now decline to honor bill, 
contending that, inasmuch as the value of the sheep increased, 
they cannot consistently pay receiver’s bill account of decline 
in value of hogs. 

Please give us your expression concerning the correctness 
of their method of adjusting this transaction; also cite author- 
ity, if possible. 

Answer: For unreasonable delay in the transportation of 
goods, as distinguished from injury suffered by the goods in 
consequence of the delayed delivery, the shipper is entitled to 
recover the difference between the market value of the goods 
at the time and place at which delivery should have been made 
and the market value at the time when delivery was actually 
made. 

However, in the event that the market price at destination 
is higher on the day on which the shipment arrived than it was 
on the day it should have arrived, it seems evident that for 
delay to the goods there can be no recovery, as the shipper 
has not been damaged. See Stevens vs. St. L. S. W. R. Co., 
178 S. W. 810. 


The fact that the market value of the sheep increased does 
not, in our opinion, affect the liability of the carrier for the 
amount of the decline in the market values of the hogs between 
the date of arrival and the date the goods should have arrived. 
We can locate no cases on that point, however. 


Interest on Loss and Damage Claim 

California.—Question: Notice on page 328 of The Traffic 
World for August 11, 1923, second column, sixth item, where 
the courts awarded interest in an action against the carrier for 
the loss of some staple goods. 

Do not know the details in the case involved, but would 
appreciate it if you would let us know whether or not under 
this and similar court decisions the carriers have been held liable 
for interest on freight lost in transit. 


We have a case where a shipment left the factory at New 
York on January 1, 1923, being due on the coast at the outside 
by February 1, 1923. It was not received and a claim was filed 
on April 1, 1923, for its full value. This claim has not yet been 
paid. We have asked thé carrier to include interest when they 
finally do pay it, dating from February 1, 1923 (the proper 
delivery date) to the date the claim is paid, but this they seem 
unwilling to do 

Will you please let us have the benefit of your opinion on 
this point? 

Answer: Although there is some authority to the contrary, 
many cases have held that plaintiff recovering judgment for 
loss of or injury to the goods is entitled to interest from the 
date of the loss, that is, from the time when the goods should 
have been delivered, or the date of injury; other cases hold 
that the allowance of interest is within the discretion of the 
jury, and still others that no interest is allowable except by 
way of penalty for misconduct or fraud. 

Classification Rating vs. Rating in Classification Exception 

Ohio.—Question: On page 404 of The Traffic World dated 
August 18 we find a question and answer entitled Specific Com- 
modity Rates vs. Ciassification Exception.” 

In the concluding paragraph you state that in Worden-Allen 
Company vs. C. M. & St. P. the Commission holds that where 
a specific commodity rate is published in a tariff a lower rate 
made by using the class N rating carried in an exception sheet 
may not be used. 

We have a similar case and shall appreciate an interpreta- 
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tion. Agent F. L. Speiden’s Southeastern Short Roads’ Basing 
Tariff No. 4-D, I. C. C. No. 684, publishes rates from basing 
points to various destinations in the South to be used in making 
rates from Ohio and Mississippi River crossings. 

The movement we have in mind is on ground cottonseed 
hulls, carload, from Memphis to Wrens, Ga. The tariff is eoy. 
ered by Southern Classification and upon referring to this issye 
we find that the fertilizer rates are applicable. Further, the 
rates to Wrens are governed by note 20 of the Exceptions to 
Southern Classification which authorized the use of class P, 

We should like to have your interpretation as to whether 
it is necessary to use the fertilizer rate or whether we may 
apply class P on the movement involved. If you conclude that 
the fertilizer rate is applicable, please furnish us with authority, 

Answer: With respect to the opinion of the Commission 
to which you refer, it is our understanding that the tariff jp 
question ‘published a specific commodity rate and the Commis. 
sion therefore held that the class N rating in the classification 
exception was not applicable. 

However, in the instant case the question is whether the 
rating in the classification proper should be applied or whether 
the rating in the classification exception should apply, if lower, 
and, inasmuch as the tariff referred to by you provides that the 
ratings in the classification exception take preference over the 
ratings in the classification proper, the class rating is ap. 
plicable. 

Liability of Carrier for Shipper’s Equipment and Contents While 
Being Lightered 

New York.—Question: We are in the habit of handling 
bulk shipments from the steamer’s side here at the port of 
New York. This is done by forwarding empty tank cars from 
our works situated at Bayway, N. J., by way of the Central 
Railroad of New Jersey to their Jersey City yards, where the 
ears are weighed up light by the railroad in the presence ofa 
customs inspector. The cars are then floated to the steamer’s 
side and loaded and returned to Jersey City, where they are 
weighed up gross by the railroad in the presence of a customs 
inspector. We then present bills of lading covering the ship- 
ments of these cars to the various destinations. . 

We have been in the habit of covering the value of the 
empty cars while on the railroad float and the value of the 
empty car plus the loading contents on the return movement 
from the steamer’s side to Jersey City with marine insurance 
in case of loss. We do not know of any case similar to this 
where a tank car has been lost overboard, but as a matter of 
information would appreciate having an opinion from you as 
to the liability of the carrier in this particular instance, or if 
in your opinion you feel that it is to our advantage to cover 
these shipments with marine insurance to protect our interests. 


Answer: Lighterage service performed by the railway in 
question between shipside and the Jersey City yards is, as we 
understand it, a part of the transportation service of the carrier 
and in the performance of same the carrier acts as a commo 
carrier and is liable as such. That is, it is liable for loss or 
damage to goods while in such transportation service to the 
same extent as it is while the goods are being transported over 
its rail lines. In this connection see paragraph F of the terms 
and conditions of the Uniform Bill of Lading, which reads: 


The term “water carriage” in this section shall not be construed 
as including lightering in or across rivers, harbors or lakes, when 
performed by or on behalf of said carriers. 


So far as the carrier’s liability for a shipper’s car is col 
cerned, we do not locate decisions of the courts which pass up0 
this question, although from what is said in the decision of 
the Supreme Court of the United States in Hannibal, etc., R 
Co. vs. Swift, 12 Wall. (U. S. 262, and the fact that under the 
decisions of certain of the courts, one carrier is liable in dam 
ages for loss or injury to the cars of another carrier, it woul 
seem that a carrier could be held liable for the loss of a tank 
car which is being transported by lighterage between shipside 
and the carrier’s terminals and that therefore it is unnecessaly 
for you to insure such cars or the contents thereof. 


Routing—Duty of Carrier Where Shipper Specifies Only Part 
of Carriers Forming Through Route Origin to Destination 
IHinois—Questton: We shipped from Chicago an L. C. lL 
shipment to LaPorte, Ind., via Illinois. Central, care of Chicag® 
Lake Shore & South Bend Railway. It develops that the wrolé 
routing was inserted in bill of lading, as the Chicago, Lake 
Shore & South Bend does not reach LaPorte, Ind. The [Illinos 
Central, however, accepted shipment and delivered same to the 
Chicago, Lake Shore & South Bend Railway, and they in tum 
delivered to the Chicago, South Bend & Northern Indiana # 
New Carlisle, Ind., for LaPorte, Ind. The Illinois Central art 
claiming rate based on New Carlisle, Ind. Will you kindly advise 
whether or not the Illinois Central was negligent in accepting 
shipment and also whether we can not protect the Chicas 
LaPorte basis of rate as named in Kelly’s 221, I. C. C. 936? 
Answer: If the shipment was forwarded via the route ovél 
which the cheapest rate consistent with the shipper’s roull 
instructions applied, the carriers are not, in our opinion, liable 
for misroute, as a carrier may not question the shipper’s ™ 
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September 1, 1923 


wacO, TEXAS THE HEART OF TEXAS 


Weatherred Transfer and Storage Co. 


FIREPROOF STORAGE 
DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 


PORTLAND. MAINE 


Galt Block Warehouse Company 
PORTLAND, MAINE 


Storage, General Merchandise and Household Goods 


Private track, sprinkler equipped, low insurance rate. 
Storage in Transit on Flour, Cereals and Canned Goods. 


Office, 20 Commercial St., Portland, Maine J. S. SAWTELLE, Manager 


BOSTON, MASS. 





ESTABLISHED 1888 


A. M. SOMES 
BONDED 
TRUCKMAN—FORWARDER 
234 Congress Street, Boston 
Teaming of Every Description—City Delivery Service and Carload Distributors 


ALBANY, N.Y. 


Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Security Storage & Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 
















CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canal Street, near Taylor Street 


Teaming of Every eet Delivery Service and Carload 
Distributors 








Petry Express & Storage Co. Inc. 
TRENTON, N. J. 


MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 
Member American Warehousemen’s Association. 










Merchandise Storage and Pool Car 


Gicages and Kansas Chy’s 2,000 CAR LOAD 


vette ces Distribution — 29,cax 10. 
CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 
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Kedney Warehouse Co. 


Merchandise Storage and Distribution 
Minneapolis—St. Paul Grand Forks, N. D. 


Members A. W. A.—C. W. C.—Minn. W. A. 








Break-Bulk at Cincinnati 


USE US TO: Forward Break-Bulk Shipments; Make 
Local Distribution; Collect Drafts; Handle Pool Cars; 
Advance on Warehouse Receipts. 


We're up on our toes for serviee. 


THE BRIGHTON TRANSFER CO. 
FIREPROOF STORAGE CINCINNATI, OHIO 














INLAND MARINE CORPORATION 


Low All-Water | Freight Rates 
The New York State Barge Canal Route 


New York Harbor Points 


Buffalo, N. Y. Detroit, Mich. Milwaukee, Wis. 
Cleveland, Ohio Duluth, Minn. St. Paul, Minn. 
Chicago, Ill. St. Louis, Mo. 





Minneapolis, Minn. 
and 


Points in the Same Rate Territories 


COMPANY’S OFFICES 
NEW YORK CITY, 15 Moore St. . . - « Tel. 
BUFFALO, N. Y., 522 Ellicott Square . .. +. « « 
MINNEAPOLIS, 20 Builders’ Exchange . . + « « 


S. W. BULL 


OCK, President Officers: 
15 Meore St., New York City 


M. R. GALVIN, V.-Pres. and Treas 
522 Ellicott Sq. Bldg., Buffalo, N.Y. 


BULLOCK & GALVIN, INC. 


Operating Managers 
Canal and Lake Transportation 
Our organization provides you with every necessary 
Operating and Traffic Service, including Vessel 


Maintenance and Repair, Insurance, Customs En- 
trees and Claim Adjustments. 


General Offices: 15 Moore St., 
. POW! Gen. Fght. Agt., New York 
TU: MURPHY, Gon. Wea Act Busale 
A. T. SEXTON, Northwestern Agt., 
20 Builders Exchange, Wi 
Cc. A. CARR, Claim Agent, Ren veek 


New York 


TAYLOR 


Transfer and 


EDW ARDS 


Storage Co. 


Members: 
American Warehousemen’s Asso. Central Warehousemen’s Club 


Merchandise Distributors 
DISTRIBUTION CARS _ POOL cars 


Furniture Packed, Shipped 
Delivered, Forwarded or Stored. or Stored 
No Switching cg. on Carloads. Established 1905 


FIREPROOF STORAGE LOW INSURANCE 


SEATTLE, WASHINGTON 
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tives for forwarding a shipment via a specified route. It is 
true that the lines specified did not form a through route from 
origin to destination, but if the shipment moved via the cheapest 
route to which those lines were parties, it is our opinion that 
the shipper has no claim against the carriers handling the 
shipment. 
Rate in Effect Date Shipment Received for Transportation 
Applicable Thereto 

Louisiana.—Question: The Illinois Central Railroad pub- 
lished a domestic rate of 28 cents per cwt. on corn, carload, 
from George, Ia., to New Orleans, in accordance with their 
tariff 117-K I. C. C. No. A-9688, Index 824. This, of course, was 
in error in the tariff, as the rate to New Orleans was the same 
as to Cairo. Error was detected and, effective June 21, 1922, 
supplement 4 made the rate 5614 cents per cwt. A car was placed 
for corn loading at George, Ia., June 23, 1922, loaded by: shipper 
June 24, 1922, bill of lading being furnished to agent on that 
day and car was waybilled the same day, but either through 
error on part of shipper or with the express purpose of securing 
the old rate, the bill of lading was dated June 20. The railroad 
agent signed the lading, overlooking that it was dated June 20. 
Under these conditions, will you please advise if the railroad 
should protect the 28-cent rate, or if it would be unlawful for 
them to do so. 

Answer: In Conference Ruling 172 the Commission holds 
that the rate in effect on the date the property is received by 
the carrier for transportation is the lawful rate to apply. 

When a shipment is received for transportation is a ques- 
tion of fact, not determinable conclusively by the date of the 
billing or the date of movement, although the date of billing 
should coincide with the date of receipt. 

While the date of the billing is prima facie evidence of the 
receipt of the goods by the carrier, goods are said to be received 
for transportation by a carrier on the date they are delivered 
into the possession of the carrier, either actually or construc- 
tively, with full information as to destination and routing, so 
that their transportation may be begun without further action 
on the part of the carrier. This is the date which determines 
the applicable rate. 

Under the law the duty is imposed upon a carrier to date 
bills of lading as of the date the goods are received for trans- 
portation. 

Application of Combination Rule to Shipment Back-Hauled and 
Reforwarded to Make Proper Delivery 

Oklahoma.—Question: We would appreciate your giving us 
an opinion as to what you would consider a proper combination 
to be applied on a shipment moving as follows: 

A shipment of gasoline originating at a point in Oklahoma 
was consigned to a point in Iowa located on two lines having 
no direct track connections at that point. The bill of lading 
was tendered to the initial carrier unrouted, said carrier insert- 
ing routing via the line other than that on which the consignee’s 
unloading rack was located, thereby causing a reconsignment 
after the shipment reached this billed destination via another 
Junction in order to effect proper delivery. 


We are of the opinion that a combination of local rates 
assessed on the basis of the rates to the initial billing point, 
the local rate from the initial billing point to the junction point 
where delivery was effected to delivering carrier, and a local 
rate from this junction point to final destination, using the 
combination rule of deducting 6% cents from each factor and 
adding this amount to the total of factors. 

Carriers contend that we must be assessed the flat local 
rates without this deduction. 

Answer: In the absence of any restriction as to the ap- 
plication of the combination rule to certain traffic, we see no 
reason why the rule should not be applied in the instant case. 


PETITIONS FOR REHEARING, ETC. 


The respondents in I. and S. 1791 earthenware or stoneware 
from Red Wing, Minn., to points in north Pacific coast and in- 
termediate territories, have asked the Commission to grant a 
rehearing of that case in order to enable them to present addi- 
tional new evidence which was not available at the time that 
case was heard. The Commission was also asked to hold in 
abeyance its decision in No. 14832, Western Stoneware Com- 
pany vs. C. B. & Q. et al., until the suspension case has been 
reheard, after which it was asked to dispose of the two cases 
jointly. 

Modification of the Commission’s order or a rehearing of 
the case has been asked by the complainant in No. 12975, Ari- 
zona Packing Co. vs. Arizona Eastern et al. 

The Island Creek Coal Company has asked the Commission 
to permit it to be heard at further hearing and argument in 
No. 12530, assigned cars for bituminous coal mines. The rea- 
sons advanced by the petitioner were substantially the same 
as those embodied in other petitions which have been noted in 
The Traffic World. 

A joint conference between the Arkansas commission and 
the Interstate Commerce Commission, with a view to modifying 
that part of the federal Commission’s order in No. 9702, Mem- 
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phis-Southwestern Investigation, dealing with rates on fruits 
and vegetables, except potatoes, has been proposed by the 
Arkansas commission. 


Asserting that, apparently, the Commission’s conclusions 
in No. 12598, Wilson and Company vs. Director-General, N, ¢, 
& St. L., et al., were founded solely on the conclusions reached 
in Armour and Company vs. Central of Georgia, 81 I. C. C., 33. 
the Director-General and the Nashville, Chattanooga & St. Louis 
Railway have asked the Commission to grant a rehearing and 
reargument of the first-mentioned case. The petition pointed 
out that the defendants in the Armour and Company case were 
“very greatly dissatisfied” with the Commission’s decision ip 
that case, and had asked a rehearing thereof and a postponement 
of the effective date of the order. The petitioners suggested 
that both cases be reopened for further hearing or argument 
before the full Commission. 

Although the rates prescribed by the Commission will have 
become effective before their petition can be acted on, the de. 
fendants in No. 13406, Corporation Commission of Oklahoma ys, 
Arkansas Railroad et’ al., have asked the Commission to vacate 
its order of June 11, 1923, and to grant a rehearing of that case, 
The defendants said the rates that will be put into effect have 
been “unjustifiably reduced upon a record that cannot support 
such reductions and the other requirements of the order are 
unsupported by evidence.” 

A rehearing has been asked by the defendants in No. 13215, 
Arkansas Jobbers’ & Manufacturers’ Association vs. C. R. I, & 
P. et al. The petitioners said, substantially, that the evidence 
before the Commission was not sufficient to warrant its decision. 


RATES ON SUGAR 


Representatives of the carriers engaging in the sugar 
traffic to the Chicago area will meet in Chicago on September 
6 and 7 for the consideration of rate adjustments on this com- 
modity in view of the recent decision of the Commission in 
Docket 13098 and allied cases (Traffic World, August 4, page 253). 

In that decision the Commission denied continuance of 
fourth section relief from the Pacific to Chicago and refused to 
fix minima from New York, leaving the carriers to attempt an 
adjustment of their own. The situation is acknowledged by the 
carriers to be difficult due to the sensitiveness of the sugar 
market and the competition both of the carriers and the refiners 
for the trade moving into the large Chicago market. The prob- 
lem of the continuance of the present differential between New 
York and Baltimore in favor of Baltimore in the rates to Chicago 
and the demands of the New Orleans interests that their rates 
afford competition with the rail and water rates from the eastern 
seaboard as well as with the all rail rates, are expected to be 
up for consideration. 





LUMBER RATE REVISION 


There is pending a general revision of rates on lumber 
from Southeastern, Mississippi Valley, and Carolina points to 
destinations in Eastern Trunk Line, New England, and Buffalo- 
Pittsburgh territories. Conferences concerning this proposed 
adjustment have taken place between shippers and carriers at 
the office of the Southern Freight Association, in Atlanta. No- 
tice has been received from Chairman Barham, of the 
Southern Freight Association, that as a part of the eastern 
revision, the southern carriers have completed a check of the 
rates from Mississippi Valley, Southeastern, and Carolina ter- 
ritories to Virginia Cities and from Southeastern and Missis- 
sippi Valley points to Carolina territory. This proposed rev! 
sion has been set for public hearing before the standing rate 
committee, Southern Freight Association, Atlanta, September 
18, at 10:00 A. M. Chairman Barham says he is prepared to 
furnish, on request, copies of statements showing in detail the 
present and proposed rates. 


EXPEDITING FREIGHT MOVEMENTS 


The Southern Pine Association, in response to the letter 
sent out by Donald D. Conn, manager of the public relations 
section of the car service division of the American Railway Asso 
ciation, (see Traffic World, Aug. 11, p. 321) has issued a circular 
letter urging lumber manufacturers to increase their efforts to 
expedite the movement of freight before the usual heavier ship- 
ments of the fall begin. 


SHORT LINE MEETING 

The American Short Line Railroad Association will hold its 
annual meeting at Chicago in the La Salle Hotel October 3 and 
4. The program is expected to devote considerable time to the 
problem of meeting attacks ‘on the transportation act. The 
association regards the conditions confronting the carriers with 
the coming Congress to be the most serious they have evel 
encountered and believes it will require the combined efforts 
of both the public and the carriers to prevent the radicals from 
accomplishing destructive and injurious legislation. 








geptem 


PI 
01 


Ge: 
For 


NO 


8 


mber 
ts to 
ffalo- 
posed 
rs at 
. No 

the 
stern 
yf the 
a ter- 
Lissis- 
revi- 
x rate 
ember 
red to 
il the 


letter 
lations 
r Asso- 
ircular 
yrts to 
ry ship- 


old its 
- 3 and 
to the 

The 

s with 
e ever 
efforts 

ls from 











PORTLAND, OREGON 


OREGON TRANSFER COMPANY 


Established in 1868 


General Transfer and Storage Business 
Four Warehouses on Terminal Tracks 
255,000 Square Feet 

Special attention given Merchandise S' 


tocks, 
Storage Accounts and handling of Car- 
loads for Distribution. 


NO SWITCHING CHARGE ON CARLOAD SHIPMENTS 
CHICAGO OFFICE: 123 West Madison Street 























ROUTE YOUR CARGO VIA 


Mobile Gulfport~Pensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 





Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports 
Hamburg and Bremen 


We Solicit General Cargo 


LIVERPOOL AND MANCHESTER 


Sailing from Gulfport Sept. 1 
U.S.S.B. S.S. AFOUNDRIA......... } Sailing from Mobile Sept. 10 


Sailing from Pensacola Sept. 15 
LIVERPOOL 
Sailing from Gulfport Sept. 18 
US.S.B. S.S. COAHOMA COUNTY. 4 Sailing from Pensacola Sept. 22 
Sailing from Mcbile Sept. 30 


LIVERPOOL 


Sailing from Mobile Oct. 10 
U8.8.B. S.S. MAIDEN CREEK...... { Soles Gan Seaweed 


LONDON 


Sailing from Gulfport Sept. 25 
U.S.S.B. S.S. CLAVARACK......... } Saline from Mobile Oct. 4 


Sailing from Pensacola Oct. 7 


HAMBURG AND BREMEN 


Sailing from Pensacola Sept. 10 

U.S.S.B. S.S. EFFINGHAM.......... { Seiline f Mobile Sept. 20 
Sailing from Pensacola Sept. 30 

US.S.B. S.S. BRADDOCK........... { Sailing from Mobile 0 10 


Waterman Steamship Corporation 
“Operating United States Government Ships” 
MOBILE, ALABAMA 
Our Service Backed by 18 Years’ Experience 
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New York-Baltimore-San Francisco 


VIA PANAMA CANAL 
PASSENGER AND FREIGHT SERVICE 
WESTBOUND i ae EASTBOUND SAILINGS 


ay hg Baltimore  Norfol San Francisco 
*ECUADOR Sep. 3 aes SANTA CLARA.. Sept. 5 Sept. 7 
SANTA OLIVIA... * iat is Sept. 9 Sept.10 *VENEZUELA... Sept.19 Sept.21 
SANTA MALTA ... Sept. 30 Sept.24 Sept.25 CACIQUE...... Sept.26 Sept. 28 
COLOMBIA. .... Oct. 5 Sept.28 ...... 

fter every ten days Thereafter every ten days 


*Calling at Manzanillo, San Jose de Guatemala, La Libertad, Corinto, Canal 
Zone, Havana (Eastbound), Baltimore (Eastbound), Norfolk and New York 


PANAMA SERVICE 
——— me Francisco, Los Angeles, Mexico, Central America and Canal Zone 
S. CUBA sails from S. F. Sept. 15 (omits L. A.) 
3.3. NEWPORT cote from S. F. Sent 29, satls from L. A. Oct. 1 
and sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 


10 Hanover Square, New York 508 California St., San Francisco 
605 Central Bldg., 108 West Sixth St., Los Angeles, Calif. 
me OFFICES IN 


Building Norfolk....Southgate Fwd. & Stg. 
Baltimore ....... equitable Building Cleveland...... 630 Engineers Bldg. 
Pittsburgh. ..410 State Theatre Bldg. 


INDUSTRIAL DEPARTMENT 


EASTERN LINES 


LOCATIONS FOR NEW INDUSTRIES. 
EMPTY FACTORIES AVAILABLE. 
ELECTRIC POWER RATES. 
WAREHOUSE SITES WITH SIDINGS. 
LABOR COSTS, Etc. 

FREIGHT RATES.|! 


MANUFACTURERS, WHOLESALERS and others who are 
thinking of opening branch factories in Eastern Canada to 
take care of CANADIAN and EXPORT business should 
apply to this Dept. for all information in connection with 
above to 


CANADIAN PACIFIC RAILWAY CoO. 


W. L. BURNIE, G. W. CURTIS, 
Asst. Industrial Agent, Industrial Commissioner, . 
C.P.R. Bldg., Toronto Room 123 Windsor Station, Montreal 





CHESAPEAKE & CURTIS BAY RAILROAD 


General Offices, BALTIMORE, MD. 


GOVIN, President, 90 West Street, New York. 

UPHAM, First Vice-Prsident, 90 West Street, New York. 

THURBER, Second Vice-President, 90 West Street, New York. 

a, LOWELL, Third Vice-President, in charge of Operation and Traffic, 


0 West Street, New a = 
ERSLOFF, Treasurer, est Street, New 4 


. B. H 
. W. & WHITNEY, Secretary, 0. West Street, New Yor 


» R 
i, 0. 
E. 
EO. 
9 


Pz Dorn 


New York Offices, 90 West St., New York 


E. A. FALL, Freight and Traffic Manager, 90 West Street, New York. 
. & ‘pennies Assistant Freight and Traffic Manager, 90 West Street, New 


ork. 
. — BOYD, General Counsel, Builders’ Exchange Bldg., Baltimore, 
bn Fv KELL 


EY, General Audi West Street, New York. 
CONNOR, Superintendent, , mm Point, Baltimore, Md. 
Street, New York. 


THOMAS KEARNY, General Solleitor,” 90 West 


EXTENDS FROM WAGNERS POINT TO CURTIS BAY 
e & Curtis Bay Railroad Co., having its terminal at deep water, Baltimore, Md., is in a position to receive all foreign freight destined to interior 


The Chesapeak 
Dorts and to take care of cutuclan freight for foreign countries. 
This company main a high 
offers superior sites for the looation of industries of every description. Firm 
———— < vam Samuel J. Nathan, 90 West Street, 


Tileese at present operated, 7 miles; additional under construction. 


connection with all coastwise lines out of Baltimore for seaboard ports. 


pentane location for aS 
CONNECTIONS—At Clin 
Maryland via float to W. Wagners Point, C. & C. B. RB. 


delivery 
ton Street with the Pennsylvania ‘Railroad via float at Wagners Point, C. & C. B. BR. BR. 
to Curtis Bay. With 


to 
the Baltimore & Ohio Sewell _—- at 
Toutes to all points East, West, North and South. Industries located on our line have the advantage of flat Baltimore 


standard of service in the handling of shipments to and from the industries located on its line. The territory covered by this 
s, individuals and corporations contemplating the location of 
New York City. Maps and full information concerning available property will be promptly 


railroad 
business enterprises are invited to 
furnished. 


Curtis Bay. At Port with the Western 
hp ~~ ltataameaas Ler 








































































Personal Notes 





Announcement is made by the Chicago Association of Com- 
merce that Robert Hula has been appointed assistant traffic 
director of that 
organization, ef- 
fective Septem- 
ber 1. Mr. Hula 
was formerly as- 
sistant traffic 
manager of the 
Steel and Tube 
Company of 
America. He be 
gan his carrer 
with the Chicago, 
Burlington & 
Quincy, account- 
ing department, 
in 1906, and in 
1912 took employ- 
ment with the 
Illinois Steel 
Company, where 
he acquired a 
wide experience 
in traffic and 
transportation 
matters. In 1918, 
he took the posi- 
tion of assistant 
traffic manager 
with the Steel 
and Tube Compa- 
ny of America, 
where he special- 
ized inrate ad- 
justments and interstate commerce activities. 





In the past year 
he has acted as chairman of the traffic committee of the Illinois 
Manufacturers’ Association and has also been chairman of the 


Chicago District Iron and Steel Shippers’ Traffic Committee. 
He was born in Chicago in 1891, where he received his early 
education, later moving to Cicero, a suburb of Chicago, where 
he became identified in civic matters, having served as presi- 
dent of the high school board of education for six years. 





Miles F. Figgat has been appointed traffic manager of the 
American Tobacco Company. T. T. Harkrader, who has been 
traffic manager for twenty years, will take charge of other work 
for the company in St. Louis. He was the guest at a farewell 
dinner in the rooms of the New York Traffic Club, given by 
about 100 of his traffic friends, August 27. 

Theodore Henry Jacobs has been appointed Pacific Coast 
manager for the United American Lines, and will open an office 
at San Francisco September 1. 

J. E. Bailey has been appointed assistant general freight 
agent for the International Great Northern at Houston, effective 
September 1. 

A. P. Vandergrift has been appointed general traffic agent 
for the Missouri and North Arkansas, with headquarters at 
Memphis. 

Southworth Lancaster has been appointed foreign freight 
agent for the Boston and Albany with office at Boston, effective 
September 1, following the resignation of L. H. Peters. 


Ira W. Begbie has been appointed soliciting freight agent 
for the Norfolk and Western, with office at New York. J. A. 
O’Connor has been appointed soliciting freight agent, with office 
at Philadelphia. 


Charles B. Hopper has been appointed agent at Chicago for 
the American-Hawaiian Steamship Company, following the sep- 
aration of that company from the United American Lines. He 
will open an office in Chicago September 1. 


The Nickel Plate has announced the appointment of J. W. 
Johnson, eastern freight agent, and George B. Merrill, freight 
traffic representative, at an office established September 1 at 
New York. In the Peoria district, H. W. Wittman has been 
appointed freight representative, succeeding R. F. Waughop, who 
was appointed district freight agent at St. Louis. George H. Wes- 
ton was appointed freight representative to succeed Mr. Wittman. 
At the Chicago office, Joseph J. McKenna has been appointed 
freight representative, succeeding C. J. Peterson, who was ap- 
pointed freight representative at Buffalo. Ellsworth S. Bodie 
was apointed westbound freight representative at Chicago, suc- 
ceeding W. H. Cunningham, who was appointed New England 
freight agent at Boston. At the Fort Wayne office, C. B. Craig 
has been appointed freight representative, from which position 
Ellsworth S. Bodie was promoted. M. M. Clement has been 
appointed freight traffic representative at New York office. R. F. 
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Waughop has been appointed district freight agent at St. Lonis 
following the resignation of P. L. Holtz. C. J. Peterson has been 
appointed freight representative at Buffalo. P. S. Boomer hag 
been appointed freight representative at Indianapolis, from whic, 
position Mr. Clement was promoted. At the newly establisheg 
Boston office, W. H. Cunningham has been appointed New Eng. 
land freight agent and M. J. Connelly, freight traffic represent. 
ative. 

B. A. De Funiak has been appointed freight traffic manager 
for the Louisville and ‘Nashville to succeed D. M. Goodwyn, who 
died. 

Daniel Willard, president of the Baltimore & Ohio, calle 
on President Coolidge August 27 to pay his respects. On leay. 
ing the White House he said the President and he were fellow 
alumni of Amherst. 

Commissioner Campbell called on the President August 23, 
to pay his respects. 


DOINGS OF THE TRAFFIC CLUBS 


The Transportation Club of Evansville held its annual out. 
ing at Atkinson Park, near Henderson, Ky., on August 22, with 
an attendance of more than 150, including several out of town 
transportation men. A barbecue was the feature of the evening, 





The Traffic Club of the Providence Chamber of Commerce 
held its sixth annual outing at Duby’s grove July 21, with 137 
members present. A New England shore dinner, a baseball 
game, and other sports were features. The club will resume its 
regular meetings the second Tuesday in October. 





The Traffic Club of Minneapolis held a golf tournament and 
dinner at the Golden Valley Golf Club August 30. 





The Southern Cotton Traffic Association will hold its first 
semi-annual meeting at the Grunewald Hotel, New Orleans, Sep- 
tember 6 and 7. 





The Transportation Club of Detroit will hold its second 
annual barbecue at the Detroit Creamery farm September 8, 





The Transportation Club of Decatur will hold its fourth 
annual “Railroad Banquet” at the Hotel Orlando October 18, 





The Traffic Club of Baltimore will resume its regular meet- 
ings September 4, at the Rennert Hotel. A business meeting, 
entertainment, and music will follow the dinner. 





The meeting of the Traffic Club of New York scheduled for 
August 29 was postponed. No alternate date has been set and it 
is understood that the resolutions to be considered will be 
brought up for vote at the regular meeting in September. 


TRAFFIC CLUBS 


(The following list of traffic clubs will be published from time 
to time. We ask that readers notify us of any errors or of any 
changes or additions of which they have any knowledge.) 

Akron Traffic Association. C. B. Sipes, Pres.; H. L. Sova 
cool, Secy. 

Atlanta—Traffic Club of Atlanta. J. W. White, 
T. B. Curtis, Secy.-Treas. 

Augusta (Ga.) Traffic Club. R. B. Arthur, Pres.; EB. & 
Johnson, Secy. 

Baltimore—Traffic Club of Baltimore. 
C. C. Kailer, Secy. 

Battle Creek (Mich.) Traffic Club. E. C. Nettels, Pres. 
Eugene Wallace, Secy.-Treas. 

Birmingham (Ala.) Traffic and Transportation Club. A. §. 
Lucas, Pres. 

Boston, Mass.—The Association of Railway and Steamboat 
Agents of Boston, G. W. Hammond, Pres.; W. M. Macomber, 
Secy.-Treas. 

Brooklyn—tTraffic Managers’ Club of Brooklyn. 
hardt, Pres.; F. E. Grace, Secy.-Treas. 

Buffalo—Industrial Traffic Club of the Niagara Frontier. 
W. J. McKibbin, Pres.; H. J. Bryant, Secy. 

Buffalo Transportation Club. Godfrey Morgan, Pres.; J. P. 
DeVaughn, Secy. and Treas. 

Canton, O.—Stark County, Ohio, Traffic Club. A. J. Burns, 
Pres.; M. L. Underwood, Secy. 

Chicago Traffic Club. E. 
master, Secy. © 

Cincinnati—Traffic Club of the Chamber of Commerce. » 
C. Rentz, Chairman; C. G. Fredericks, Secy. 

Cleveland Traffic Club. .F. P; Barr, Pres.; R. A. Mormat, 


Pres.; 


G. S. Harlan, Pres.; 


P. L. Ger 


K. Fleming, Pres.; E. S. Buck 


Secy. B 
Cortland, N. Y.—Industrial Traffic Club of Courtland. H. > 
Darling, Chairman; P. F. McManus, Secy. ; 
Dayton, O.—Miami Valley Traffic Club. R. B. Mann, Pres., 

M. T. Otto, Secy.-Treas. 
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FORT WORTH, TEXAS 





fireproof Warehouses on Track 


For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 


Consign via any Railroad into Denver 
Free switching to Warehouse 


Storage capacity 350,000 square feet 
Insurance rate 15c 


Negotiable Warehouse Receipts Issued 
The Weicker Transfer & Storage Company 


11 TRUNK LINES 
17 OUTLETS 


Distribution of Pool Cars and Merchandise 
for Storage. 

FORT WORTH WAREHOUSE 

AND STORAGE COMPANY 

L. C. ABBOTT, Manager 
























FREIGHT PASSENGER 
DIRECT SERVICE 


Between 


New York ana Savannah 


Boston ad Savannah 


Through package cars to all principal Southern and 
Western points, in connection with 


FAST FREIGHT LINES THROUGH SAVANNAH 


Central-Savannah Line 
Atlantic Coast-Savannah Line Seaboard-Savannah Line 
Southern Railway Savannah & Atlanta Ry. 


Freight is loaded direct from ship to cars at Savannah to break 
at destination. Time and handling reduced to a minimum 


_oot— 


-* 
ts eal 
















From New York —SAILINGS— From Boston 


Tuesdays, Thursdays and Saturdays Tuesdays and Saturdays 
at 3 P. M. at 3 P. M. 


A WAREHOUSE STOCK within the territory served, saves one 
to six days in deliveries to SOUTHWESTERN TERRITORY 


MERCHANDISE STORAGE AND FORWARDING 
SPECIALIZING ON POOL CARS 


ADAMS TRANSFER & STORAGE CO. 


228-36 WEST FOURTH STREET 





Complete information will be gladly furnished by any official 
or representative of the Company 


OCEAN STEAMSHIP COMPANY of SAVANNAH 


General Offices: Pier 50, North River NEW YORK, N. Y. 





















































































































































































































































516 


Dallas Traffic Club. A. C. Valentine, Pres.; 
Secy.-Treas. 

Decatur (Ill.) Transportation Club. T. C. Burwell, Pres.; 
S. F. Coay, Secy. 

Des Moines Traffic Club. S. W. Leigh, Pres.; C. A. Moore, 
Secy. 

"Seniens Traffic Club. J. C. North, Pres.; C. B. Rader, Secy. 
and Treas. 

Denver Commercial Traffic Club. A. W. Kirkpatrick, Pres.; 
Cc. J. Hotchkiss, Secy.-Treas. 

Detroit Transportation Club. W. S. Roger, Pres.; G. W. 
Musson, Secy. 

Elmira (N. Y.) Traffic Club. A. W. Stebbings, Pres.; J. C. 
Field, Secy. 

El Paso Traffic Club. 
Secy.-Treas. 

Erie Traffic Club. P. W. Herrick, Pres.; M. W. Eismann, 
Secy. 
Nosema (Ind.) Transportation Club. J. C. Keller, Pres.; 
W. H. Orr, Secy.-Treas. 

Flint Mich., Transportation Club. E. F. Bilo, Pres.; J. E. 
Clark, Secy. 

Fort Wayne, Ind.—Traffic Transportation and Waterways 
Bureau of the Chamber of Commerce. V. W. Davies, Chairman; 
E. C. Miller, Vice-Chairman. 

Fort Worth Traffic Club. A. B. Waldron, Pres.; C. F. Laue, 
Secy. 

Franklin, Pa.—Oil City-Franklin Traffic Club. L. G. Brown, 
Pres.; J. D. Quinn, Secy. 7 

Freeport, I1l.—Greater Freeport Traffic Club. W. H. Jenner, 
Pres.; F. F. Pepperdine, Secy. 

Grand Rapids Traffic Club. M. G. Koon, Pres.; W. H. Cow- 
din, Secy. . 

Hartford Traffic Asso. of Hartford (Conn.) and Vicinity. 
W. P. Price, Pres.; O. R. Peterson, Secretary and Treasurer. 

Houston Traffic Club. S. G. Reed, Pres.; A. R. Canfield, 
Secy. 

Indianapolis——The Traffic Club of Indianapolis. 
Thomas, Pres.; G. N. Baker, Secy. 

Jackson (Mich.) Transportation Club. J. J. Lynch, Pres.; 
J. C. Holzworth, Secy. 

Jacksonville Traffic Club. J. L. Wilkes, Pres.; A. Rice King, 
Secy. 

Jamestown, N. Y.—Traffic Club of the Jamestown Chamber 
of Commerce. H. R. Miller, Pres.; G. L. Hilliard, Secy. 

Jersey City Traffic Club. Warren Gordon, Pres.; J. J. Cul- 
lington, Secy. 

Kalamazoo Traffic Club. C. B. Reed, Pres.; C. H. Wins- 
low, Secy. 

Kansas City Traffic Club. C. D. Dooley, Pres.; Peter J. 
Rose, Secy.-Treas. 

Lansing (Mich.) Traffic Club. H. H. Hardy, Pres.; J. T. 
Ross, Secy.-Treas. 

Los Angeles Transportation Club. O. A. Smith, Pres.; L. G. 
Wilson, Secy.-Treas. 

Louisville Transportation Club. J. D. Marney, Pres.; W. T. 
Vandenburg, Secy. 

Macon, Ga.—Industrial Traffic Managers’ Association. 
Gilman, Pres.; T. J. Abrams, Secy. 

Mansfield, O., Traffic Managers’ Division of the Manufactur- 
ers’ Club. W. H. Gugler, Chairman; W. T. Leonard, Secy. 

Marion (Ohio) Traffic Club. W. R. Aukland, Pres.; S. D. 
Ross, Secy. 


Memphis Traffic Club. W. B. Ryan, Pres.; L. E. McKnight, 


A. J. Stone, 


C. B. Jonz, Pres.; C. W. Waterman, 


J. @G. 


ecy. 

Milwaukee Traffic Club. F. C. Bryan, Pres.; A. C. Uecke, 
Secy. and Treas. 

Minneapolis Traffic Club. W. H. Perry, Pres.; W. W. Gib- 
son, Secy. 

Newark Traffic Club. F. W. Volk, Pres.; R. W. Tims, Secy. 

New England Traffic Club, Boston. C. B. Baldwin, Pres.; 
P. L. Stuart, Secy. 

New York Traffic Club. F. W. Smith, Pres.; C. A. Swope, 
Secy. ‘ 

New York, N. Y. Traffic Club of the Queensboro Chamber 
of Commerce. E. J. Tarof, Pres.; P. W. Moore, Secy. 

New York University Traffic Club. Charles Israel, Pres.; 
Louis Harber, Secy. 

New York, N. Y.—American Commerce Association Traffic 
Club. S. E. Hughes, Pres.; F. N. Tillier, Secy. 

Oklahoma City Traffic Club. R. E. Nixon, Pres.; 
Voss, Secy.-Treas. 

Oshkosh, Wis., Traffic Club. 
Hodson, Secy.-Treas. 

Pensacola (Fla.) Traffic Club. 
Reed, Secy. 

Peoria Transportation Club. 
Secy.-Treas. 


L. M. 
C. M. Starks, Pres.; R. J. 
R. K. Wallace, Pres.; P. W. 


N. M. Love, Pres.; O. B. Eddy, 
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Philadelphia Traffic Club. Lewis Eckel, Pres.; W. H. Mon, 
gomery, Secy. 

Philadelphia—Commercial Traffic Managers of Philadelphiy 
E. H. Porter, Pres.; T. Noel Butler, Secy. 

Philadelphia—Philatra Traffic Association. J. C. Moffett, 
Pres.; C. J. Rasbold, Secy. 
. Pittsburgh Traffic Club.—J. M. Morris, Pres.; E. A. Hynes 
ecy. ; 
Pittsburgh Traffic and Transportation Association. R, 7 
Heil, Pres. 

Port Huron, Mich.—St. Clair River District Transportatig 
Club. E. C. Miller, Pres.; A. C. Thernstrom, Secy. 

Portland (Ore.) Industrial Traffic Club. T. I. Deck, Pre: 
N. W. Lewis, Secy. " 

Portland (Ore.) Transportation Club. C. T. Spooner, Pre. 
V. Kistler, Secy. 

Providence, R. I.—Traffic Club of the Providence Chambe 
of Commerce,: A. E, Paddock, Chairman; E. C. Southwich, Secy, 

Rochester, N. Y.—Traffic Council of the Rochester Chambe 
of Commerce. B. C. Wedd, Chairman; F. W. Burton, Secy. — 
P St. Louis Traffic Club. H. S. Snow, Pres.; S. E. Wilson, 
ecy. 

St. Paul Transportation Club. P. R. Flanagan, Pres.; (¢, 4 
Liggett, Secy. 

San Antonio (Tex.) Traffic Club. Wallace Carnahan, Jr, 
Pres.; R. L. Gohmert, Secy.-Treas. 

San Francisco Transportation Club. W. C. Fitch, Pres; 
E. A. Senneff, Secy. 

San Francisco.—Pacific Traffic Association. W. L. Garver, 
Pres.; G. A. Culbert, Secy. 

Seattle Transportation Club. Alpheus Byers, Pres.; R. A 
Nichols, Secy.-Treas. 

Sioux City Traffic Club. T. A. Lewis, Pres.; O. Tronvold, 
Secy.-Treas. 

Springfield (Mass.) Traffic Club. S. Robert Hart, Pres; 
B. A. Hapgood, Secy.-Treas. 

Spokane Transportation Club. 
Greene, Secy.-Treas. 

Stark County (Ohio) Traffic Club. A. J. Burns, Pres.; ML 
Underwood, Secy. 

Syracuse Traffic Club. M. V, B. Weaver, Pres.; F. M 
Varah, Secy. 

Toledo Transportation Club. L. G. Macomber, Pres.; W. J. 
Chisholm, Secy. 

Trenton (N. J.) Traffic Club. J. R. Gaddis, Pres.; J. 
Morgan, Secy. and Treas. 

Troy, N. Y.—The Traffic Club, Inc., of Troy. George T. Rus 
sel, Pres.; G. S. Glass, Secy. 

Tulsa, Okla.—Transportation Club of Tulsa. A. C. Wilson, 
Pres.; R. C. Hughes, Secy. 

Utica (N. Y.) Traffic Club. J. M. Page, Pres.; C. E. Dar 
rigrand, Secy. and Treas. 

Waco Traffic Club. F. L. Booth, Pres.; C. A. Willingham, 
Secy.-Treas. 

Washington Traffic Club. T. J. Stead, Pres.; y. T. M. Dt 
vall, Acting Secy. 

Wheeling (W. Va.) Traffic Club. C. W. Henry, vres.; P.M. 
Neigh, Secy. 

Wicnita 
Secy. 

Wicnita Falls (Tex.) 'rratfic Club. A. A. Spencer, Pres.; J. 
W. Chatham, Jr., Secy.-Treas. 

Windsor, Ontario, Can.—Horder Cities Transportation Club. 
W. R. Burgin, Pres.; J. L. Wallace, Secy.-Treas. 

Worcester (Mass.) Traffic Association. A. D. Fiske, Pres; 
J. H. Lane, Secy. 


York (Pa.) Traffic Club. J. F. Baird, Pres.; G. E. Gartmal, 
Secy. 


JOINT ISSUING TARIFF AGENTS 


Following is a list of tariff publishing agents, compiled from the 
files ot the Interstate Commerce Commission. It will be published 
from time to time and subscribers are requested to inform us of aly 
inaccuracies or omissions noticed by them. The fact that a name is 
shown in this list does not necessarily indicate that the agent bearing 
that name is active, or even still living, but merely that there has 
never been occasion to reissue the tariff. 

F. W. Smith, agent for lines in Official Classification, 14 
Liberty Street, New York, N. Y. 

J. E. Crosland, agent for lines in Southern Classificatio, 
215 Transportation Bldg., Atlanta, Ga. 

R. C. Fyfe, agent for lines in Western Classification, Cor 
solidated Classification No. 2, 1830 Transportation Bldg., 
cago, Ill. 

B. W. Dunn, 30 Vesey St., New York. Agent for all carrien 
in all territories that may carry explosives or other dangere 
articles and that make reference in their individual issues to 
tariff. 

F. A. Leland, Southwestern Lines, St. Louis, Mo. a 

B. T. Jones, Central Freight Association, 608 S. Dearl0 
St., Chicago, II. 


A. §S. Cobb, Pres.; F. J. 


‘traffic Club. WG. R. Graves, Pres.; O. I. Gantt, 
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E. B. Boyd, Western Trunk Lines, Chicago, III. 

J. H. Glenn Atlanta Freight Tariff Bureau, Atlanta, Ga. 

Wm. J. Sedgman, agent, Atlantic Seaboard Freight Bureau 
(Coastwise Lines), 320 Broadway, New York, N. Y. 

F. W. Gomph, Pacific Freight Tariff Bureau, 256 Montgomery 
St., San Francisco, Cal. 

F. L. Speiden, to and from Southern points, 2nd and Main 
St., Louisville, Ky. 

W. M. Hough, Mississippi-Warrior Service, New Orleans, La. 

R. H. Countiss, Trans-Continental Freight Bureau, 608 S. 
Dearborn St., Chicago, Ill. 

T. Clem Beck, Lake Shore-Lehigh Valley Route, Michigan 
Central-Lehigh Valley Route, Pere Marquette-Lehigh Valley 
Route, Rate Basis and Billing Instructions, Lake and Rail (Bast 
Bound), 143 Liberty St., New York, N. Y. 

G. C. Ranson, Canadian Freight Association (Eastern Lines), 
Montreal, Que. 

F. W. Thompson, Canadian Freight Association (Western 
Lines), Winnipeg, Man., Canada. 

W. J. Collins, Canadian Car Demurrage Rules, Montreal, Que. 

F. V. Davis, Ohio and Pa. (Coal Tariffs), 8 East Chestnut 
St., Columbus, Ohio. 

H. Wilson, New England and Trunk Line, 143 Liberty 
St., New York, N. Y. 

R. C. Dearborn, National Perishable Freight Committee, 542 
S. Dearborn St., Chicago, IIl. 

C. W. Galligan, Illinois Freight Association, Transportation 
Bldg., Chicago, Ill. 

A. P. Gilbert, Virginia Lines, Richmond, Va. 

G. B. Guthrie Official Freight Directory, Washington, D. C. 

N. W. Hawkes, New England Freight Association, 493 South 
Station, Boston, Mass. 

I. T. Hanson, American Short Line R. R. Assn., International 
Bldg., Washington, D. C. 

Ss. J. Henry, North Pacific Coast Freight Bureau, Seattle, 
Wash. 

H. A. Johnson, Colorado and New Mexico, Denver, Colo. 

R. C. Munholland, Pacific Car Demurrage Bureau, 617 Wells 
Fargo Bldg., San Francisco, Cal. 

H. C. Nut, Monongahela Ry. Co. and P. C. & Y. Ry. Co., 1202 
Century Building, Pittsburgh. 

Cc. A. Hunt, Michigan Central Railroad, Canadian Southern 
Line (Bases for Rates and Billing Instructions Eastbound), De 
troit, Mich. 

L. A. Lowrey, Chicago District, 608 S. Dearborn St., Chicago, 
Ill. 

L. Agnew Myers, New York Harbor (Canal, Lake and Rail), 
326 Mills Bldg., Washington, D. C. 

L. E. Earlywine, Central Electric Traffic Association, 308 
Traction Terminal Bldg., Indianapolis, Ind. 

A. M. Schubert, Baltimore & Ohio Railroad, Continental Line, 
Central State Dispatch (Bases for Rates and Billing Instructions, 
Bastbound), Cincinnati, Ohio. 

C. W. Owen, Southern Pacific Co. (Atl. S. S. Lines), Houston, 
Texas. 

J. A. Reeves, Utah, Salt Lake City, Utah. 

R. H. Smith, Pennsylvania System (Index), 411 Seventh 
Ave., Pittsburgh, Pa. 

M. S. O'Connor, Empire Line, New York Central Railroad 
Co. (Guide Book), Cleveland, Ohio. 

M. C. Strawn, Oregon, Foot of Alder St., Portland, Ore. 

J. B. Sweeny, Eastern and Interior Eastern Points (Rail 
and Water) to Southern Points, Baltimore, Md. 

J. B. Stewart, Ontario Central Despatch, Michigan Central 
R. R. (Guide Book), N. Y., 0. & W. Ry., New York. 

R. H. Vaughan, Blue Ridge Despatch (Guide Book), Cin- 
cinnati, Ohio. 


Fred Wild, Jr., Colorado-Utah Freight Bureau, Denver, Colo. 

G. C. Wright, Northwest Freight Tariff Bureau, 175 East 
4th St., St. Paul, Minn. 

W. P. Emerson, Gulf Ports, New Orleans, La. 

A. C. Fonda, Texas Lines Tariff Bureau, Dallas, Texas. 

J. J. Cottrell Southern Lines, Richmond, Va. 

G. P. Conard, Railway Equipment Register, 424 West 33rd 
St., New York, N. Y. 

Chas. S. Fay, Louisiana Lines, New Orleans, La. 

Thornton Lewis, Kanawha Dispatch, C. & O. Ry. Bases for 
Rates and Billing Instructions (Bastbound), Cincinnati, Ohio. 

R. H. Smith, Star Union Line Guide Book, Bases for Rates, 
Bases for Rates and Billing (Eastbound), Pennsylvania System, 
Pittsburgh, Pa. 

Nat. Duke, Bases for Rates and Billing Instructions (East- 
bound), Lackawanna Line, Lake Shore-Michigan Central-Pere 
Marquette, New York, N. Y. 

M. S. O’Connor, Merchants Despatch. Bases for Rates and 
Billing Instructions (Eastbound), New York Central Fast Freight 
Line, Cleveland, Ohio. 

H. G, Powell, agent, Wood River District Lines, Alton, II. 

T. C. Morrison agent, New York Dock, 334 Furman S8t., Brook- 
lyn N. Y. 

L. G. Waldrop agent, Nashville terminals, Nashville, Tenn. 
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PROTESTS OIL ADVANCES 


The Trafic World Washington Buregy 


Protest against what it calls an advance in rates on petr. Mm 
leum oils of low grade, from the mid-continent field to the Atla. 
tic seaboard, has been made by the Western Petroleum Refiney 
Association. In a protest written by A. T. Sindel, traffic manager HM 
for that association, the mid-continent refiners allege that while 
the marks preceding item 652, page 17, of supplement No. 9 ty 
Leland’s I. C. C. No. 1584 indicative reductions, they are, as 4 
matter of fact, increases on crude, fuel and gas oils. The item 
is published to become effective September 6. According to the 
protest the item publishes as a through rate on all petroley, 
products, the present rate on refined oil from Oklahoma shipping 
points to Atlantic seaboard territory based on the East St. Louis 
combination. 

As indicating the increases proposed on the so-called low 
grade oils, Mr. Sindel advised the Commission that the existing 
basis of rates to eastern seaboard territory was a proportional 
rate of 22 cents per 100 pounds and an estimated weight of 74 
cents per gallon, from the Oklahoma refining points to East $, 
Louis, plus the proportional rate from East St. Louis to the 
eastern destinations. 

At the present time, says the protest, the rate on fuel oil 
from Oklahoma to Baltimore is based on a rate of 22 cents to 
East St. Louis and 47.5 cents from East St. Louis to Baltimore, 
That 22 cent rate, it says, applies to an estimated weight of 74 
pounds per gallon, while the 47.5 cent rate applies on an esti- 
mated weight of 6.6 pounds per gallon. This results in the pres. 
ent through charges, on an 8,000 gallon car, of $381.04. Item 
No. 652, the protest alleges, proposes to make the through 
charges on fuel oil, from Oklahoma to Baltimore, $413.60 per 
8,000 gallon car—an increase of $32.56 per car. The present 
charge on an 8,000 gallon car of refined oil, Sindel says, is 
$396, or $17.60 less than the proposed charge on fuel oil. Sim. 
ilar differences, he said, were shown in rates to other eastern 
points. To Boston, for example, he said, the through charges on 
an 8,000 galion car of fuel oil were $407.77. The proposed charge 
is $440; to New York, the present charge is $396.88 and proposed 
$429.44; and to Philadelphia, $386.32 and $418.88. 

“The proposed increase is caused by the non-publication of 
the proportional rate of 22 cents per 100 pounds from Oklahoma 
points to East St. Louis and the publication in lieu thereof of 
the 27.5 cents refined oil rate, subject to an estimated weight 
of 7.4 pounds per gallon,” says the protest. 

“The value of the refined oil is much greater than the value 
of the so-called low grade oils. At present time the price of 
gasoline f. o. b. cars at group 3, Tulsa, is 8.5 cents per gallon, 
the value or invoice price of an 8,000 gallon car, therefore 
being $680. The same quantity of fuel oil at the present price 
of $1 per barrel would amount to $190. 

; “You can readily see the inconsistency of assessing a higher 
freight rate on this low grade commodity. The character of the 
car is the same in each and every instance and the service 
is identical. This method of assessing freight charges on low 
grade oils on a higher basis than the charges on the high grade 
oils is in direct conflict with a line of decisions of this Commis. 
a. beginning with the Mid-Continental Oil Case, 36 I. C. ¢. 

The association asked for the suspension of the item so as to 
keep the rates on crude fuel and gas oils on a basis lower 
than refined oils, which is the basis in the west. In the eait 
and south both refined and low grade oils are on the same 
basis but the estimated weight is only 6.6 pounds per gallon. 

As the traffic is now rated, the western oil comes up to the 
rate-breaking point on the higher estimated weight, with 4 
differential in favor of crude, fuel and gas oils, but east of the 
rate-breaking point, the western low grade oil takes the same 
rate basis as the refined product. 





TELEPHONE CONSOLIDATIONS 


The Automatic Telephone Company of New Bedford, Mass. 
and the New England Telephone & Telegraph Company have 
filed a joint application with the Commission asking approvél 
of the consolidation of the Automatic properties with those of 
the New England company. 

The New York Telephone Company and the Allegany Tel- 
ephone Company, of Allegany, N. Y., have applied to the Com- 
mission for authority to consolidate their properties. 


SECURITY ISSUES AUTHORIZED 

The Commission has authoriezd the Waco Beaumont Tri 
ity Sabine Railway Company to issue securities needed 1 
enable it to take over and operate the Trinity-Colmesneil Lit 
and to retire the outstanding issues of that company. It has 
authorized the acquiring company to issue $1,149,000 of first 
mortgage 6 per cent 30-year gold bonds; $2,170,300 of commo? 
stock; $60,000 of equipment trust notes at 5 per cent, and $15, 
000 of unsecured 10 per cent notes. With these issues of stocks, 
bonds and notes the new company will retire the obligation 
of the old one and opearte the new one 
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From Start to Finish 


In Both Freight Rate and 
Classification Change 


Is Now Promptly Told of 


The Traffic Bulletin 


The Information Regularly Carried in This 
Publication Includes the Following: 


1—Released Rate Orders 

2—Fourth Section Applications 

8—Fourth Section Orders 

4—Sixth Section Orders 

5—Investigation and Suspension Orders 
6—Suspension Orders Vacated 

7—New Tariffs and Supplements Filed with the I. C.C, 
&—Tariffs Rejected by the I. C. C. 

§—Express Tariffs Filed with the I. C. C. 
10—Shipping Board Tariffs 

11—Central Freight Association Docket 

12—Central Freight Association Hearings 

13—C. F. A., Coal, Coke and Iron Ore Docket 
14—IIlinois Freight Association Docket 

15—National Perishable Freight Committee Docket 
16—New England Freight Association Docket 
17—New England Freight Association Hearings 
18—Southern Freight Association Docket 
19—Southern Freight Association Dispositions 
20—Southwestern Freight Bureau Docket 
21—Southwestern Freight Bureau Hearings 
22—Texas Tariff Bureau Docket 

23—Texas Tariff Bureau Hearings 

24—Trunk Line Association Docket 

2%—Trunk Line Association Hearings 

26—Trunk Line Coal and Coke Docket 

27—Trunk Line Coal and Coke Hearings 
28—Western Trunk Line Docket 

293—Western Trunk Line Hearings 

30—Western Trunk Line Dispositions 
31—Transcontinental Freight Bureau Docket 
32—-Transcontinental Freight Bureau Dispositions 
383—Southern Ports Foreign Freight Docket 
34—Consolidated Classification Docket 

35—National Diversion and Reconsignment Dockets 
36-—Embargo Notices, Modifications and Cancellations 
37—Steamship Sailings 

38—Express Classification Docket 

893—Address of Roads Filing First Tariff with I. C. C. 
40—Adoption Notices 


Samples and full information free on request 
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AMERICAN-HAWAIIAN §.5. Co. 


Intercoastal Services 


To Los Angeles, San Francisco, Portland, 
Seattle and Tacoma 
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ALASKAN 
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GEORGIAN 
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NEVADAN 
GEORGIAN 


Through bills of lading, via Los Angeles te San Diego, via San 
Francisco to Oakland, Stockton, Sacramento, Cal.; and to Hono- 
lulu, Hilo, Kahului and Port Allen, Hawaiian Islands. 


General Offices: 8 BRIDGE ST., New York 


BRANCH OFFICES: 


BOSTON 40 Central Street PITTSBURGH Oliver Bldg. 
PHILADELPHIA..Bourse Bidg. ROCHESTER...Commerce Bldg. 
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PORTLAND 
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NORTH ATLANTIC AND WESTERN S. S. 60. 


Owners and Operators, U. S. Government Ships 
BOSTON: 111 Summer St. 


NEW YORK: 11 Moore St. BALTIMORE: American Bidg. 
PHILADELPHIA: 136 Se.4th St. PITTSBURGH: 601 Bessemer Bldg. 
PORTLAND: 36 Exchange St. 
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ARMY TRACTOR TANK RATINGS 


The Traffic World Washington Bureau 


The army tank, which has been a factor in warfare for 
more than five years, has obtained official recognition at the 
hands of the three classification committees. Ever since the 
appearance of the tank it has been moving on rates over the 
railroads, applicable on traction engines and farm tractors, on 
the theory it was analogous to them. 

The ratings established by the three committees were first 
class in less than carloads in Official and Western classifica- 
tions, second in less than carloads in Southern, and fifth, sixth 
and class A in Official, Southern and Western classification 
territories, effective August 30. 

No sooner had the committees given such recognition as 
follows a separate rating and release from the analogous theory 
than the War Department objected to the less-than-carload 
ratings, although tariff men figured that, under the ratings 
the government would seldom, if ever, have to pay the less- 
than-carload rates, which seemed extremely high in view of 
the fact that, as a rule, the less-than-carload rating is usually 
only two classes higher than the carload. The freedom of the 
government from the payment of the high less-than-carload 
rates, it was figured, would come from the application of the 
alternative rule that the charge on a less-than-carload shipment 
can never be higher than the charge on a carload shipment at 
the minimum weight. 

The minimum weight on tanks was fixed at 20,000. The 
lightest of them is said to weigh not less than 13,500 pounds. 
The sixth class rate on a 20,000-pound carload would be less, 
it was pointed out, than first class at 13,500 pounds and that 
therefore in instances in which the government wished to move 
only one baby tank it would bill the baby as a carload and pay 
the carload rate at a minimum of 20,000 pounds. 

The Commission, in I. and S. No. 1895, suspended, from 
August 30 to December 28, Joint Supplement No. 11 to Southern 
Classification, Dulaney’s I. C. C. No. 15, Western Classification, 
Fyfe’s I. C. C. No. 16 and Official Classification, and Smith’s 
I. C. C. No. 47. 

The suspended schedules proposed to establish classifica- 
tion ratings on army tractor tanks of first class, less carloads, 
in the Official and Western classifications, and second class, less 
earloads in the Southern Classification. 


DISAPPROVES OPERATION OF LINE 


The Commission has denied an application of the Superior 
& Southeastern Railway Company for a certificate of public 
convenience and necessity authorizing it to operate in interstate 
commerce a line of railroad in Sawyer county, Wis., referred to 
as the Loretta line, from a point .68 of a mile south of the 
intersection with the Radisson branch of the Chicago, St. Paul, 
Minneapolis & Omaha, at Loretta, in a northerly direction, a 
distance of 3.42 miles. The applicant said that, on May 22, 1923, 
the Wisconsin commission issued a certificate authorizing the 
operation of the line in intrastate commerce. 


The report said the applicant’s line of railroad extended 
from a connection with the Ashland branch of the Omaha at 
Grandview to Clam Lake Terminal, a distance of 22.67 miles, 
where connection was made with a logging road owned by the 
Park Falls Lumber Company, over which the applicant had a 
contract for trackage rights. The logging road runs south a 
distance of 14.11 miles and connects at its southern end with 
the northern terminus of the Loretta line, the report said, adding 
that the applicant and the lumber company were controlled by 
the same interests. The Commission concluded that, while the 
operation of the Loretta line as a common carrier in interstate 
commerce would probably be of some advantage to the propri- 
etary interests, there was no important public interest which 
required such operation. 


INTERLOCKING DIRECTORATES, ETC. 


William C. Atwater, Frank E. Taplin, Charles F. Taplin, 
Alfred C. Dent, and Joseph R. Kraus were permitted to hold 
positions with the Pittsburgh, Akron & Western, Pittsburgh & 
West Virginia, State Line Connecting Railway, and the West 
Side Belt Railroad, in addition to positions previously author- 
ized. 

Fred S. Heath was permitted to hold the position of clerk 
of the Pemigewasset Valley Railroad. Heath was also author- 
ized to hold a directorship and/or any office with the Barre & 
Chelsea ahd numerous other New England short lines, provided 
that he notify the Commission of his election or appointment 
thereto. 

The Commission authorized Clarence W. Watson to hold 
the position of president and director of the Cumberland & 
Pennsylvania, Millers Creek, and Sandy Valley & Elkhorn. 

Permission was granted L. E. Martin to hold positions 
with the St. Louis-San Francisco Railway and numerous other 
carriers. 

James A. Baker was permitted to hold positions with the 
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Galveston, Houston & Henderson, 
Northern and other carriers. 

Homer E; McGee was permitted to hold the position of 
general manager of the Missouri-Kansas-Texas Railroad, and 
the Missouri-Kansas-Texas Railroad of Texas. 

The Commission permitted W. A. Whitney to hold Dosi- 
tions of director and vice president of the Utah-Idaho Centra 
Railroad in addition to positions previously authorized. 


_ Perimssion given Charles W. Johns to hold the position g 
chief engineer of the Hocking Valley Railway was revoked, 
= reason for the revocation was given in the Commission; 
order, 


Earl W. Peabody, Oscar H. Bower, Frank Ringer, Christie 
S. Sherwin and William M. Whitenton were permitted to hold 
a directorship and/or any office or offices with the Missouri. 
Kansas-Texas Railroad and other roads. Before they enter ini 
any of the offices, however, they must file written notice with 
the Commission of their election or appointment thereto. 


the International-Greg 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the periog 
August 15-22 was 74,917 cars, as compared with 78,404 cars ip 
the period August 8-14, while the average daily shortage was 
7,590 cars, as compared with 8,315 cars in the preceding period, 
according to compilations completed by the car service division 
of the American Railway Association August 30. 


The surplus was made up as follows: Box, 55,999; vep. 
tilated box, 114; auto and furniture, 1,083; total box, 57,19: 
flat, 438; gondola, 4,745; hopper, 753; total, all coal, 5,49: 
coke, 198; S. D. stock, 2,083; D. D. stock, 509; refrigerator, 
8,591; tank, 20; miscellaneous, 384; total, 74,917. 


The shortage was made up as follows: Box, 2,166; auto 
and furniture, 51; total box, 2,217; flat, 1,550; gondola, 1,698: 
hopper, 1,876; total, all coal, 3,574; S. D. stock, 102; D. D. stock, 
35; refrigerator, 58; tank, 153; miscellaneous, 1; total, 7,690, 

Canadian roads reported a shortage of 525 flat cars. 



































Digest of New Complaints 





. 15083, Sub. No. 1. New Orleans Joint Traffic Bureau, New Or- 
leans ,vs. Abilene & Southern et al. . 

Unjust, unreasonable, discriminatory and preferential rates on 
cotton, from points in Arkansas and Oklahoma to shipside at New 
Orleans. Asks rates not higher than the contemporaneous rates 
in effect to the ports of Houston and Port Houston, Tex., and 
cease and desist order. 


. 15105. The Galveston Export Co., Galveston, Tex., vs. Texarkana 
& Fort Smith et al. 

Alleges that rates and charges on shipments of cottonseed cake 
and meal in carloads, from points on lines of defendants in Texas, 
Arkansas, Louisiana and Oklahoma to shipside at Port Arthur, 
Tex., from October 18, 1920, until April 21, 1922, were excessive 
and unreasonable to the extent that allowances for unloading 
b 4 shippers were less than 45 cents per net ton; also alleges 
violation of sections 2, 6 and 15 of the act. Asks cease an 
desist order and reparation of $24.902.65. 
= Jones & Laughlin Steel Corp., Pittsburgh, vs. B. & 0. 
et al. 


Unjust, unreasonable, discriminatory, prejudicial and. disad- 
vantageous rates on manufactured iron and steel articles from 
the Pittsburgh district to St. Louis, points in Illinois and Inéi- 
ana; also alleges that intrastate rates maintained by defendants 
in Indiana and Illinois, respectively, cause undue and unreas0l- 
able advantage, preference and prejudice in favor of eomplail- 
ant’s competitiors and against complainant, and undue, unreasol 
able and unjust discrimination against interstate commerce it 
violation of section 13. Asks for relief. 


. 15100. Depreciation ‘Charges of Steam Railroad Companies. 
This is an investigation by the Commission under paragraph 
5 of section 20 of the interstate commerce act: 


3 Lege Armour & Company, Chicago, vs. Ahnapee & Westerl 
ea al. m =n : 
Attacks rates on cheese, from Neenah and Marshfield, and other 
Wisconsin shipping points to the Ohio River, applicable on trafii¢ 
destined to points in Southern Classification territory, but not 
to the portion of the rates applying from the Ohio River to dest 
nation. Asks cease and desist order, just. reasonable, non-dis- 
criminatory, and non-prejudicial rates, and reparation. 
. 15115. Terminal Railroad Association of St. Louis et al. 
St. Louis, Troy & Eastern. , 
Alleges discrimination against complainants because of refus# 
of defendant to readjust charges on shipments of coal from 
mines in Illinois to Madison, IIll., and thence distributed for ve 
of complainants, a large part of the coal having been used at ich 
Bremen Ave. Coaling Station in St. Louis, to the proportion whi 
the defendant would have derived had the shipments gone di 
to St. Louis. Asks reparation. 


. 15116. E, H. Kingman Co. et al., Boston, Mass., vs. Central Ve 
mont. ~ 
Unjust and unreasonable charges for icing perishable pone 
modities at White River Junction, Vt., on shipments moving vader 
points in Canada to Boston, Mass. Asks cease and desist ordé: 
just and reasonable charges and reparation. . 
15117. Iola Cement Mills Traffic Asso. et al., Kansas City, ¥ 
vs. Santa Fe et al. ; denct 
Alleges that complainants and cement mills at Indepen re 
and Iola, Kans., have been and are subjected to unjust, un 
sonable, preferential and prejudicial rates on cement from ridet 
points to Kansas City, Kan.-Mo. Asks cease and desist 
and just and reasonable rates. 


No. 
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al-Great 


an INTERSTATE COMMERCE COMMISSION HEARING 
“* sl 1. C. Docket 14784, Adequacy of Transportation Facilities in the Northwest Pacific States 


Id Dost Hearings held June 18, Pocatello, Idaho; July 30-31, Spokane, Washington. 


Cent: 
. This is an investigation instituted by Senate Resolution No. 414, heard by Commissioner Clyde B. Aitchison. 


sitio Official copies of the stenographers’ minutes in this and all other Interstate Commerce Commission proceedings may be secured from the 
row rte: Official Reporters, THE STATE LAW REPORTING COMPANY, 235 Broadway, New York City, at 12\%4c per page, fixed by the Commission. 
oKed, 


MINNEAPOLIS, NORTHFIELD AND SOUTHERN RAILWAY 


TERMINAL DELAY ELIMINATED 


Through carload shipments routed via the M. N. & S. Ry. are interchanged with the 
G. N., N. P., Soo and C. M. & St. P. at Minneapolis. Interchange with these lines is 
effected within a few hours, where days are required for the same interchange at other 
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= period and more congested terminals, resulting in a substantial saving of time. 
Cars in The M. N. & S. Ry. also has advantageously located terminals for the delivery of 
age was freight shipments at Minneapolis. ~~ 
B Deriod, The volume of business handled by this company is relatively small; we are conse- 
division quently able to give every shipment personal attention. Postal notice of the movement 
of all cars sent to both consignor and consignee. 
99; ven- In the last two years the volume of com petitive traffic handled by the M. N. & S. Ry. 
, 57,196; has increased to five times the tonnage handled in 1921. Real service is the only means 
i; = by which that result could be accomplished. 
Or, ° 
Try the M. N. & S. Route and Convince Yourself 
66; auto For the benefit of those interested, we have published a pamphlet showing list of 
a, 1,698; all industries having side track facilities in the City of Minneapolis. Copies can be se- 
= ye cured from any of the following representatives of this company. 
a ~ G. C. WRIGHT, Traffic Manager, 209 Lincoln Bank Bldg., Minneapolis. 
ROUTING OF THROUGH FREIGHT. TRAFFIC REPRESENTATIVES: 
C.G.W. R.R., Northfield, M.N. & S. Ry. - Sexton, 209 Lincoln Bank Bldg., Minneapolis G. W. Neudling, 403 Pierce Bldg., St. Loui 
Minneapolis, care of G. N., N. P., Soo, or C. x z Delmore, 209 Lincoln Bank Bldg., Minneapolis L. W. Gent, 211 Railway Exchange Bidg., Reanes City 
M. & St. P., or the reverse of te routing on — — —-—, Woolworth Bldg., New York City K. E. Gibson, 222 Worth Bidg., Fort Worth 
ts || sitmdiren. GrrasGiey, Wiofuseeets BE! Oates Ee harks S07 gt Pepe hans gc 
eo de itc. . om) U ° " e > ortian 
ROUTING OF MINNEAPOLIS FREIGHT. J. B. Hall, 900 Neave Bldg., Cincinnati W. 1. Andvews, 600 Meberts Bide, Les Angeles 
C.G.W. R.R., Northfield, M.N. & S. Ry. — — — —, Hippodrome Blidg., Cleveland H. W. Stigler, 33 Porter Bldg., Memphis 
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Docket of the Commission 





Note, Items In the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


September 5—Washington, D. C.—Commissoiner Campbell and Ex- 
aminer Keeler: 
* 14875—In the matter of charges for passengers travelling in sleep- 
ing and parlor cars. 
* 11567—Order of United Commercial Travelers of America vs. 
man Co. 
September 5—Wilmington, Del.—Examiner Keene: 
14034—Hercules Powder Co, vs. Director General, B. & O. et al. 
September 5—Salina, Kansas—Examiner Fleming: 
4925—United States Farm Sales Co. vs. Santa Fe et al. 
September 5—Pittsburgh, Pa.—Examiner Gault: 
14960—Freehold Lumber Co. vs. C. & O. Ry. et al. 


September 6—Washington, D. C.—Examiner H. C. Davis: 

* Finance Docket 3168—In the matter of the joint application of the 
Lehigh Valley R. R. Co. and the Reading Co., to acquire control, 
by purchase, of the stock of the Ironton R. R. Co. 

September 6—Bismarck, North Dakota—Examiner Mackley: 

1. & S. 1863—Switching at stations in North Dakota. 

September 6—Huntington, W. Va.—Examiner McChord: 

4545—West Virginia Rail Co. vs. P. R. R. et al. 

September 6—Buffalo, N. Y.—Examiner Fuller: 

Il. & S. 1864—Sand and gravel from Canada to points in New York 
and Pennsylvania. 

14777—The State of New York and Edward S. Walsh, Superintendent 
of Public Works of the State of New York, vs. New York Central 
Railroad. 

September 6—Wilmington, Del.—Examiner Keene. 

— a Bancroft & Sons Co. vs. Director-General P. & R. 

7. @ al. 

September 7—Washington, D. C.—Examiner H. C. Davis: 

* Finance Docket 3201—In the matter of the joint petition of the 
New York Telephone Co. et al., for a certificate that the pro- 
posed consolidation of certain telephone companies in the state 
of New York will be in the public interest, etc. 

September 7—Chicago, Ill—Examiner Gault: 

1. & §. 1867—Absorption of icing and re-icing charges on less- 

carload shipments of dairy products. 

. and S. 1867 (first supplemental order)—Absorption of icing and 

_ reicing charges on L, C. L. shipments of dairy products, 

September 7—Philadelphia, Pa.—Examiner Keene: 

4987—Weston Dodson & Co., Inc. vs. N. Y. O. & W. et al. 

September 7—Wichita, Kan.—Examiner Fleming: 

14993—The Wichita Board of Commerce et al. vs. Santa Fe et al. 

September 7—Denver, Colo.—Examiner Koebel: 

1. & S. No, 1861—Furniture, W. T. L. territory on and east of the 
Missouri River to Denver, Colo., and related points. 

September 7—Denver, Colo.—Commissioner Cox and/or Examiner 
Bardwell: 

14941—Investigation into the administration of Section 4 of the 
Interstate Commerce Act (per Senate resolution of March 38). 

September 8—Louisville, Ky.—Examiner McChord: 

4893—Standard Oil Co. (Kentucky) vs. M. K. T. R. R. (Texas) et al. 

14959—W. J. Riedling Trading and doing business as W. J. Riedling 
& Co. va. G C. C. @& St. L. Ry. ot al. 

September 10—Washington, D. C.—Director Mahaffie: 

Finance docket 3169—In the matter of the application of the D. & R. 
G. W. R. R. Co. for authority, among other things, to issue securi- 
ties and assume obligations. 

September 10—Bartlesville, Okla.—Examiner Fleming: 

4995—Phillips Petroleum Co. vs. Santa Fe et al. 


Sept. 10—Washington, D. C.,—Examiner Marchand: 
Valuation Docket No. 234—In re tentative valuation of the property 
of Augusta Belt Railway Company. 


a 10.—Denver, Colo.—Commissioner Hall and Examiner Koe- 


e: 
14855—The Colorado & New Mexico Coal Operators’ Assn. vs. D. & 
R. G. W. et al. 
September 10—St. Louis, Mo.—Examiner Flynn: 
1. & S. 1862—Tripoli from Kansas and Missouri to Western Trunk 
Line Territory. 
September 10—Meadville, Pa.—Examiner Fuller: 
4990—Crawford Sand and Gravel Co. vs. Erie R. R. Co. 
September 10—Great Falls, Mont.—Examiner Mackley: 
4588—Royal Milling Co. vs. Director General. 
14682—Devine & Asselstine et al. vs. A. C. L. R. R. et al. 
September 10—Chicago, Ill—Examiner Gault: 
i. & & 1 Grain and Grain Products from Iowa, Minnesota and 
South Dakota to Texas. 
September 10—New York, N. Y.—Examiner Keene: 
4746—Italian Government Commission vs. Director General. 

September 11—Washington, D. C.—Examiner F. W. White: _ 

* Fourth section application 12427 of Old Dominion Transportation Co. 
(rates between New York, N. Y., and Richmond, Va., via New- 
port News, Va.). 

Sept. 11—Washington, D. C.—Examiner Marchand. 

Valuation Docket No. 247—In re tentative valuation of the property 
of Augusta and Summerville R. R. Company. 


September 11—Oklahoma City, Okla.—Examiner Fleming: 
14178—Liberty Glass Co. vs. Missouri Pac. R. R. et al. 
* 11846—Oklahoma Publishing Co. et al. vs. Director General et al. 
* be 4 ogee No. 1)—Times Publishing Co. et al. vs. Director Gen- 
eral et al. 
* 11864—Oklahoma Paper Co. et al. vs. Director General et al. 
September 11—St. Louis, Mo.—Examiner Flynn: 


12794—Eddy & Eddy Manufacturing Co. vs. Director General, Mo. 
Pac. R. et al. 


September 11—New York, N. Y.—Examiner Keene: 
12477—Massachusetts Oil Refining Co. vs. Boston & Albany R. R. 
(N. Y. C. R. R. Lessee) et al. 


Pull- 


September 11—Memphis, Tenn.—Examiner McChord: 
14846—Jonesboro Freight Bureau et al. vs. St. L.-S. W. Ry. et a 
September 11—St. Louis, Mo.—Examiner Flynn: 
12779—National Preservers and Fruit Products Asso. vs. Abilene ¢ 
Southern et al. 
12779 (Sub. No. 1)—National Preservers and Fruit Products Asso, 
vs. Director General. 
Sept. 12—Frankfort, Ky.—Railroad Commission of Kentucky: 
Finance Docket 2954—In the matter of the application of the Frank. 
fort & Cincinnati Ry. Co. for a certificate of public convenienc 
and necessity authorizing it to abandon its line. 
September 12—St. Louis, Missouri—Examiner Flynn: 
3831—-Peerless White Lime Co. et al. vs. C. & E. I. Ry. et al. 
September 12—New York, N. Y.—Examiner Keene: 
4882—Union Smelting & Refining Co., Inc., et al. vs. Cent. R. R 
of N. J. et al. 
September 12—Memphis, Tenn.—Examiner McChord: 
14898—Memphis Freight Bureau for King-Hasse Furniture Co. et al 
vs. A. G. S. R. R. et al. ‘ 
September 12—Cleveland, Ohio—Examiner Fuller: 
14907—The Pittsburgh & Conneaut Dock Co. vs. P. R. R. et al. 
14907 (Sub 1)—Pittsburgh Steamship Co. vs. P. R. R. et al. 
September 12—Chicago, Ill.—Examiner Hillyer: 
14981—Armour & Co. et al. vs. Santa Fe et al. 
14771—John Morrell & Company et al. vs. N. Y. C. et al. 
14771 (Sub. No, 1)—Swift & Company et al. vs. N. Y. C. et al. 
14771 (Sub. No. 2)—Wilson & Company et al. vs. N. Y. C. et al, 


September 13—St. Louis, Mo.—Examiner Flynn: 

ghey: eee Mackey & Co. vs. Terminal Railroad Ass’n of St. 

uis et al. 

14908—(and Sub. Nos. 1 to 11, incl.) Tobermann, Mackey & Co. vs. 
Carriers. 

September 13—Oklahoma City, Okla.—Examiner Fleming: 

14781 (Sub. Nos. 1 and 2)—Oklahoma Traffic Association et al, vs 
A. G. S. R. R. et al. and Poa of fourth section applications 
Nos. 1766, 959, 2311, 462, 582, 677 and 1618. 

14781 (Sub-No, 3)—Merchants and Manufacturers Traffic Bureau et 
al. vs. A. G. S. et al. 

September 13—New York, N. Y.—Examiner Keene: 

14934—-Nestle’s Food Co., Inc., vs. C. & N. W. Ry. et al. 

15012—The Richmond County Coal Merchants Association et al. vs. 
B. & O. R. R. et al. 

September 13—Helena, Mont.—Examiner Mackley: 

14572—Board of Railroad Commissioners of the State of Montana 

vs. Butte, Anaconda & Pacific Railway Company et al. 


September 14—New York, N. Y.—Examiner Keene: 

* | and S. 1883 (first supplemental order)—Acid, Moundsville, W. Va, 
and the Pittsburgh district, to points in Pa., W. Va., and Ohio. 

September 14—Washington, D. C.—Examiner Burnside: 

* Finance docket 468—In the matter of settlement with the Fort 
Dodge, Des Moines & Southern R. R. Co. under section 209 of 
the Transportation Act, 1920. 

September 14—Salt Lake City, Utah—Commissioner Cox and/or Exam: 
iner Bardwell: 

14941—Investigation into the administration of Section 4 of the 
Interstate Commerce Act (per Senate resolution of March 3). 

September 14—Toledo, Ohio—Examiner Fuller: 

4876—Toledo Cooker Co. vs. Nelson & Albemarle Ry. et al. 


September 15—Nashville, Tenn.—Examiner McChord: 
* 1, and S. 1870—Grain and grain products, Illinois to Clarksville and 
Nashville, Tenn. Portions of fourth section application 1952 of 
L. & N. R. R. (grain and grain products from Shawneetown, Ill, 
to Nashville and Clarksville, Tenn.) 
September 15—Chicago, Ill.—Examiner Gault: 
4983—-American Association of Nurserymen vs. Am. Ry. Ex. 
September 17—New York, N. Y.—Division 5 
of common carriers in the port of New York district and the cost 


to carriers of operating the terminals in performing common cal- 
rier services. 


September 17—Birmingham, Ala.—Examiner McChord: 
* I. and S$. 1873—Lumber, New Orleans & Northeastern R. R. sta 
tions to Nashville, Tenn., and intermediate points on L. & N. RR 


September 17—Galveston, Tex.—Examiner Fleming: 
4891—Geo. H. McFadden & Brother’s Agency vs. Director-General. 
14920—Julius W. Jockusch et al. vs. G. C. & S. F. Ry. et al. 


September 17—New York, N. Y.—Examiner Keene: 
br Association of Waste Material Dealers vs. D. L. & 


September 17—Chicago, Ill.—Examiner Gault: 
14733—A, G. Sulfer & Company vs. Director General and portions of 
fourth section applications 704 and 2045. 
15005—J. K. Dering Coal Company et al. vs. Dircetor General, ¢ 
& E. I. R. R. et al. 


September 17—Detroit, Mich.—Examiner Fuller: 
1. & S. 1853—Increased switching charges at Detroit, Mich. 


September 17—Spokane, Wash.—Examiner Mackley: : i 
14974—Spokane Merchants’ Ass’n, a Corporation, vs. American Rall 
way Express. 


September i Wegtiagion. D. C.—Examiner Kelly. of 
Val. Dkt. No. 216—In re tentative valuation of the property 
Northern Alabama Railway Company. ‘ 
September 17—Washington, D. C.—Examiner Pyne: 
1881—Krauss Brothers Lumber Co. vs. Director-General, 
Miss. R. R. et al. a 
11881 (Sub. 1)—Krauss Brothers Lumber Co. vs. Director-Gené 
Ala., Tenn. & Nor. R. R., et al. 


September 17—St. Louis, Mo.—Examiner Flynn: 
14985—American Paper Products Co. vs. Santa Fe et al 
September 18—Washington, D. C.—Examiner Carter: ing Rall 
15057—In the matter of the status of the Hannibal Connecting 
road Company. 
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in connection with your sub- 
scription the Special Service 
Department renders a personal 
service that in itself is worth 


many times the subscription 
price. 

















Ask for sample copies and information 


THE TRAFFIC SERVICE CORPORATION 
418 South Market Street, Chicago, Illinois 





TRAFFIC WORLD 523 


MEMPHIS 


TENNESSEE 


The South’s Most Centrally Located 
Distributing Center 



























The Home of the World’s Largest 
\Cotton Warehouses, operating 
departments for the 


STORAGE 


of General Merchandise 
Automobiles 


4 


and 
Pool Car Distribution 


Lowest Rates, Insurance 


Facts Concerning Our Warehouses 


200 Acres Concrete Warehouses 
All on Ground Floor 





Automatically Sprinkled 
Finest Fire Alarm System Privately Policed 


Ten Miles Standard Railroad Served by 10 Railroads 
Mississippi Warrior Barge Line 
Trackage Facilities 500 Cars 


Our Own Fleet Motor Trucks 


An organization of experienced operatives permitting 
unexcelled service at all times 


Information gladly furnished 


MemphisTerminal Corporation 


General Offices 
15th Floor Central Bank Building 


Member: 





American Warehousemen’s Association 





524 


September 18—St. Louis, Mo.—Examiner Flynn: 


* |. and S. 1886—Bituminous coal from mines in Illinois to certain sta- 
tions in Missouri. 


September 18—Washington, D. 
0804—Barnett Oil & 
et al, 

September 18—New York, N. Y.—Examiner Keene: 
4996—Borden’s Farm Products Co. vs. N. Y. N. H 

September 18—Chicago, Ill.—Examiner Gault: 
4917—Chicago Live Stock Exchange vs. Director General Canadian 
Pacific Ry. et al. 

Beptember 18—Washington, D. C.—Examiner Griffin: 
4897—Keystone Roofing Manufacturing Co. vs. 

September 18—Boise, 


C.—Examiner Pyne: 
Gas Co. vs. Director-General, L. & N. R. R., 


. & H.R. R, et al, 


Director-General. 
Idaho—Commissioner Cox and/or Examiner 


ardwell: 
14941—Investigation into the administration of Section 4 of the 
Interstate Commerce Act (per Senate resolution of March 3). 
September 18—Chicago, Ill.—Examiner Gault: 
4945—Minnesota & Ontario Paper Co. vs. Director General, B. & O. 
epee et 19—Chicago, Ill-—Examiner Gault: 
4. <> - 1894—Classification ratings on organ or piano benches and 
stools. 
Beptember 19—New Orleans, La.—Examiner McChord: 
. and S. 1858—Cotton and cotton linters from Louisiana and Arkan- 
sas to Louisiana and Texas Gulf ports. 
*.15083 (Sub. No. 11)—New Orleans Joint Traffic Bureau vs. Abilene 
& Southern et al. 
Se tember 19—New York, N. Y.—Examiner Keene: 


4501—Universal Oil Co., Inc., et al., vs. Director General, Sou. 


Pac., et al. 
4991—General Motors Corp. vs. Director-General, N. Y. C. R. R. 
September 19—Seattle, Wash.—Examiner Mackley: 
vs. Butte, Anaconda & Pacific Railway Company et al. 
Sept. 19—Argument at Washington, D. C.: 
Youngstown Ry. Co. et 
13802—Texas Farm & tsa Publishing Company vs. Ahnapee & 
_ Portions of fourth section application No. 700, filed by F. A. 
Lene relating to rates on printing paper from Cheboygan and 
13686 ~s -Foster "Co. vs. Santa Fe et al. 
press Publishing Company vs. G. H. & S. A. Ry. et al. 
14836—Union Sulphur Co. vs. Texas & New Orleans R. R. Co. et al. 
September 20—New Orleans, La.—Examiner ey 
September 20—New York, N. Y.—Examiner Keene: 
4921—William F, Allen & Co., et al. vs. P. R. R. 
bar "eats aint Coal Company of St. Louis vs. Mo, Pac. R. R. 
et al. 
4899—East St. Louis Cotton Oil Co. vs. B. & O. R. R. et al. 
September 20—Argument at Washington, D. C.: 
13883—Anheuser-Busch, Inc., vs. B. = co. Ci. =. Co. et al. 
13865—Anheuser-Busch, Inc., vs. C. & A. R. R. & i 
14915—Orange Chamber of Commerce vs. Alexandria & Western 
Ry et al. 
14492—Fall River & Norfolk S.S. Co., Inc. vs. S. A. L. et al. 
September 21—Chicago, IlL.—Examiner Gault: 


September 19—New York, N. Y.—Examiner Keene: 
4572—Board of Railroad Commissioners of the State of Montana 
3608—Southern Wire and _ Co. et al. vs. The Akron, Canton & 
Western Ry, et al. 
Mich., to Dallas, Texas, etc. 
September 20—Washington, D. C.—Examiner Pyne: 
5004—Mississippi Southern R. R. vs. G. & S. I. et al. 
September 20—St. Louis, Mo.—Examiner Flynn: 
September 20—Chicago, Ill.—Examiner Gault: 
3513—Stuttgart Rice Mill Co. et al. vs. A. & V. | Co. et al. 
September 21—Houston, ‘wag dock Fleming: 
September 21—F all River, Mass.—Examiner Keene: 
1. and S. No. 1874—Cheese from Wisconsin points to Ohio river cross- 


ings. 
* 15114—Armour & Co. vs. Ahnapee & Western et al. 


September 21—Michigan City, Ind.—Examiner Fuller: 
14965—Indiana State Chamber of Commerce vs. Santa Fe et al. 

September 21—Houston, Tex.—Examiner Fleming: 
14976—Edgar L. Pearson & Co. vs. St. L., B. & Mex. 
14878—Merchants & Planters Oil Co. vs. Santa Fe et al. 


September 21—Argument at Washington, D. C.: 
} Van ag Smelting and Refining Works, Inc., vs. Pa. R. R. 


Sub. No. 1)—Van Dyke Smelting and Refining ‘Works, Inc., vs. 
Pa, R. et al. 


14021—American Sugar Refining Co. vs. Director a 
ee Atlantic Refining Co. vs. Director General, 


Ry. et al. 


. &O. R. R. 
139782, I. Du Pont de Nemours & Co. vs. Director General. 


eee 22—New Orleans, La.—Examiner : ) oe 
5003—Mississippi Southern R. R. vs. G. & S. 
September 22—Argument at Washington, D. Ap 

3895—The Mathieson Alkali Works, Inc., et al. vs. B. &.O. R. R. 


et al. 
13895 (Sub. 1)—The Mathieson Alkali Works, Inc., et al. vs. B. R. & 
P. Ry. et al 


— 5(Sue- 2)—The Mathieson Alkali Works, Inc., et al. vs. Erie 
s e 


. et al, 
13887—Coastwise Lumber and Supply Co., Inc., vs. Pa. R. R. et al. 


September eae, Mont.—Commissioner Cox and/or Examiner 
Bardwell 


14941—Invest (seme into the administration of Section 4 of the 
Interstate Commerce Act (per Senate resolution of March 3). 
Sage. 24—Argument at Washington, D. C.: 
inance Docket 2883—In the matter of the application of the Arkan- 
sas Short Line for a certificate of public convenience and necessity 
authorizing it to construct a line of railroad in Arkansas. 
September 24—Boston, Mass.—Commissioner Hall 


Healey: 
12964—Consolidation of railroads. 


September 24—Chicago, Ill.—Examiner Gault: 


14904—-The Griess-Pfleger Tanning Co. vs. Central Railroad Co. of 
New ee age | et al. 


14904 (Sub. 1)—Griess-Pfleger Tanning Co. vs. B. & O. et al. 
Coptenbe 24—Portland, Ore.—Examiner Mackley: 


13199—West Coast Lumbermen’ s Association et al. 
General, Southern Pacific Co. et al. 


and Examiner 


vs. Director 
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* 1. and S. 1888—Cancellation rule for constructing combination ra 
on forest products, north Pacific coast to comtern destinations, 
September 24—Houston, Tex.—Examiner Fleming 
|. & S. 1831—Petroleum, Kansas and idetaemn, to El Paso, Texas 
and group. ; 
September 24—Indianapolis, Ind.—Examiner Fuller: 
ee State Highway Commission vs. Abilene & Southe 


al. 
14830_—Bubner Fertilizer Co. vs. B. & O. R. R. et al. 


a ye 24—Washington, D. C.—Examiner Kelley: 


Val. 230—In re tentative valuation of the property of th 
isms Railroad Co. sie ’ 


ve Dkt. 264—In re —— valuations of the properties of 


. Cc. C. & St. L. Ry. Co. 
demas 24—Washington, D. C.—Examiner Marchand: 
Valuation Docket 178—In re tentative valuation of the property of 
Louisville & Jeffersonville Bridge Company. 
September 24—Argument at Washington, D. C.: . 
14078—The Chattanooga Mfg. Co. vs. A. G. S. R. et al " 
a Fire Brick Works vs. Director *General, Southery 


14108—Sales Department, Gillican-Chipley Co., vs. Director 
General, Gulf & Northern R. R. 
14108 (Sub 1)—Sales Department, Gillican-Chipley Co., 
Director General, Angelina & Neches River R. R. 
14677—Louisville Pottery Company vs. Director General. 
September 24—Kansas City,-Mo.—Examiner Flynn: ‘ 
* 1, and S. 1890—Transit privileges on trans-continental grain at sta 
tions on the St. L.-S. F. Ry. } 
Sept. 24—Washington, D. C.—Director Mahaffie: ; 
a Docket 3131—In the ponktns, hid the application of the A. C 
R. R. Co. and L. & N. R. for authority to acquire Fe 
oF, by —) of the caiond an “properties of the C. C. & 90, 
Ry, and Cc. C. & O. Ry. of S. C., and Clinchfield Northern Ry, 
° y 
peer 25—Boston, Mass.—Examiner Keene: : 
- and S. 1855—Asphalt from New Orleans and related points to points 
in Arkansas. 
September 25—Chicago, Ill.—Examiner Gault: 
3107—National Live Stock Exchange vs. Santa Fe et al. 
September 25—Gulfport, Miss.—Examiner McChord: 
4854—-Gulfport Fertilizer Co. vs. L. & N. 
September 25—Portland, Ore.—Examiner Mackley: 
14558—Booth Kelley Lumber Co. vs. Director General Sou. Pac. cal 
September 25—Spokane, Wash.—Commissioner Cox and/or Examiner 
Bardwell: 


14941—Investigation into the administration of Section 4 of the 
Interstate Commerce Act (per Senate resolution of March 3). 


September 25—Argument at Washington, D 


Lats 
14109—The Board of Trade of Cairo, Ill, vs. A. G. S. R. R. etal 
13690—The United b+ aay Coal and Coke Co., Inc., vs. Director Gen- 


Inc., 


Inc., va” 


eral, Pa. R. R., et 
14247—Wadhams Oil Co. et al. vs. C. & N. Ry. et al. 
14247 (Sub. 1)—O’Neil Oil and Paint Co. vs. %G. & N. W Ry. et al. 


Sept. 26—Washington, D. C.—Examiner Sweet: 

Valuation Docket 228—In re tentative valuation of properties ai 
Mineral Range R. R. Co. and Hancock & Calumet R. R. Co. 
Valuation Docket 256—In re tentative valuation of property ot 

Duluth, South Shore & Atlantic Ry. Co. 


September 26—Kansas City, Mo.—Examiner Flynn: 
14890—The Haydite Co. et al. vs. A. T. & S, F. et al. 


September 26—Chicago, Ill.—Examiner Gault: 
14994—-Laona & Northern Ry. vs. C. & N. W. Ry. 
September 26—Indianapolis, Ind.—Examiner Fuller: 
1894—Indiana rates, fares and charges (on question raised it” 
Commission’s orders of March 5 and July 2). 
September 26—Argument at Washington, D. SS 
14012—Sewell Valley R. R. Co. vs. C. & O. 
14288—Oscar Mayer & Co. vs. C. & N. W. Ry vet al. 
a ee | 26-—Portland, Ore.—Examiner Mackley 
14868—The Portland Traffic & Syanapertation’ xesociation vs. Nor. 
Pac. Ry. et al. 
14954—The Portland Traffic & Transportation Association vs. Nor. 
Pac. Ry. et al. t 
September 27—Chicago, Ill_—Examiner Gault: 
14900—Manufacturers Association of Chicago Heights on behalf of 
American Manganese Steel Co. vs. B. & O. R. R. et : 


al. f 
14962—Manufacturers’ Asso. of Ce —— on behalf of Amer 7 


can Manganese Steel’Co. vs. P. R. R. et 


September 27—Kansas City, Mo. Ea wate = Bee Flynn: 
14886—Black Steel and Wire Co. vs. Santa Fe et al. R, 
l. and S. 11—Wasteful service by tap lines—Prescott & N. W. RB. 
Ouachita & N. W. R. R., and Louisiana & Pacific Ry. 
9024—Oakdale & Gulf Ry. Co. 
es Sree. Wash.—Commissioner Cox and/or Examine 
ardwe 
14941—Investigation into the administration of Section 4 of the 
Interstate Commerce Act (per Senate resolution of March 3). 
September 27—Jacksonville, ee McChord: 
14903—Rosser & Fitch et al. vs. A. C. L. R. R. et al. 


September 27—New York City, N. ac Banta Fi Hillyer: 
14771—John Morrell & Company e: al. vs. mn. 2, ©. at al. 
14771 (Sub. No. 1)—Swift & Company »:: al. vs. N. Y. C. et al. 
14771 (Sub. No. 2)—Wilson & Company et al. vs. N. Y. C. et al. ra 
ee i Es Slaughterers’ Traffic Association vs. N. Y. 
R et a 


September 27—Argument at Washington, D. C.: 
14124—American Hominy Co. vs. Director General. é 
13972—Alabama & Mississippi R. R. Co. et al. vs. Santa Fe RY. te 
13655—Grand Rapids Terminal Belt Ry. Co. vs. Pere aMrquette et 

September 28—Indianapolis, Ind.—Examiner Fuller. 
14896—American Strawboard Co. vs. Ill. Cent. et al. 

Septemer 28—Boston, Mass.—Examiner Keene: 


S. 1872 (first supplemental order)—Track storage charges of 
grapes at Boston and East Cambridge, Mass. 


September 28—Atlanta, Ga.—Examiner McChord: 
bs a W. Patterson Commission Co. et al. 
R. R. et al. 
14949. “Randall Bros. vs. L. & N. et #. 
14949 eC No. 1)—W. R. Smith vs. 
14949 (Sub. No. 2)—T. 


vs. Director Gene 


-_&N. “ow 


A. Hinson Goal “Co. vs. L. & N et al. 
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Take the shortest cut 
“Your consuming Markets 


WE BRIDGE THE GAP 
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JFACTURERS @ R. TRAFFIC MAN, LOOK AT THE MAP. The circled cities @ WHOLESALERS 
PORTERS are strategic traffic pivots, linked by the rails of the Penn- Ga: RETAILERS 
uf SS BN be ~t had 


sylvania System. 





OLE AEE CREE ANE EI ARO CRE TBH 


ae : You will recognize these cities with their dependent territories ee 
\\ as being logical centers in which to carry spot stocks, to be sent ak Pa » 
a, ae OVE 





there at carload rates and be readily accessible to your local cus- 
tomers when they want your product, or available for prompt less- 
carload reshipment to your clientele in adjacent towns. 


etna ener ee aeeessecntenama ee 


You will save your company Time and Money in thus dis- 
tributing in and through these circled cities. paddy 
‘4 ; 


In each city is a dependable warehouse facility of the Penn- 
sylvania System, providing a modern storage and distributing 
establishment with up-to-date methods, reasonable non-discrimina- 
tory rates, and unsurpassed service. Negotiable receipts are issued 
and low insurance rates are procurable. 


Carrying stocks in these thoroughly reliable facilities will 
please your trade in the territories served by these circled cities 
and minimize your traffic costs. 


Consign your cars in care of the warehouses listed below and 
enjoy modern storage and distributing service par excellence. 
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14949 (Sub. No. 3)—White Coal Co. vs. L. & N. et al. 
14949 (Sub. No. 4)—Fulton Ice & Coal Co. vs. L. & N. et al. 
14930—W. M. Fain Grocery Co. vs. L. & N. et al. 


September 28—Boston, Mass.—Examiner Keene: 
|. & S&S. 1872—Track storage charges on grapes at Boston and East 
Cambride, Mass. 


September 28—El] Paso, Tex.—Examiner Fleming: 
14870—El Paso Chamber of Commerce vs. Santa Fe et al. 


September 28—Argument at Washington, D. C.: 
14413—Mississippi Railroad Commission et al. vs. A. & V. Ry. et al. 
14456—James W, Person vs. Illinois Central R, R. Co. 


September 29—Argument at Washington, D. C. 
1. and S. 1842—Rules, regulations and charges for protective serv- 
ice on perishable freight ae ota covers all suspended items 
except Paragraph H of Rule 200A). 


October 1—Topeka, Kan.—Examiner Flynn: 
* 15117—Iola Cement Mills Traffic Asso. et al. vs. A. T. & S. F. et al. 


October 1—Minneapolis Minn.—Examiner Gault: 
* 15031—W. P. Devereux Co. vs. C. M. & St. P. et al. 


October 1—Topeka, Kans.—Examiner Flynn: 
14801—Missouri Portland Cement Co. vs. A. T. & S. F. et al. 
14911—Lehigh Portland Cement Co. vs. A. T. & S. F. et al. 


October 1—Minneapolis, Minn.—Examiner Gault: 
15014—Campbell Construction Co. vs. La Crosse & Southeastern et al. 
15014 (Sub. No. 1)—Campbell Construction Co. vs. La Crosse & 
Southeastern et al, 
14933—Campbell Construction Co. vs. La Crosse & Southeastern, 
14946—Vye Grain Co. vs. C. M. & St. P. et al. 


October 1—Austin, Texas—Examiner Keeler: 
* 13518—Federal Grain Co. et al. vs. A. T. & S. F. et al. 
* 14927—Oklahoma Millers’ Asso. vs. A. T. & S. F. et al. 
* Sen Commission of Oklahoma vs. Abilene & South- 
ern et al. 
Fourth section application 671 of F. A. Leland (grain, grain 
products, etc., between points in Oklahoma and points in Texas). 
Fourth section application 12291 of F. A. Lland (grain, grain 
products, ete., between points in Oklahoma and points in Texas). 


October 1—Douglas, Ariz.—Examiner Fleming: 
11783—Traffic Bureau of the Douglas Chamber of Commerce and 
Mines et al. vs. Director General, Arizona Eastern et al. 


October 1—Terre Haute, Ind.—Examiner Fuller: 
14709—Ayrshire Coal Co. vs. Sou. Ry. 


October 1—Big Stone Gap, Va.—Examiner McChord: 
14950—United Collieries, Inc. et al. vs. Sou. Ry. et al. 


October 1—San Francisco, Calif.—Examiner Mackley: 


° 14814—United Commercial Co. vs. Sou. Pac. Co. et al. 
— Powder Co. vs. Director General, Bingham & Gar- 
field Ry. 


October 1—Washington, D. C.—Examiner Marchand: 
Valuation Docket No. 279—In re tentative valuation of the property 
of Muscatine, Burlnigton & Southern Railroad Company. 


Cuter Francisco, Calif.—Commissioner Cox and/or Examiner 
ardwell: 
14941—Investigation into the administration of Section 4 of the 
Interstate Commerce Act (per Senate resolution of March 3). 






October 1—Washington, D. C.—Examiner Pattison: 
Val. Dkt. No. 83—In re tentative valuation of the property of 
Toledo, St. Louis & Western Railroad Company. 


October 2—Douglass, Ariz.—Examiner Fleming: 
14958—Buxton-Smith Co. vs. El P. & S. W. R. R. et al. 


October 2—San Francisco, Calif.—Examiner Mackley: 
14873—W. P. Fuller & Company vs. Sou. Pac. Co. 


October 3—Argument at Washington, D. C.: . 
1. and S. No. 1782—Proportional class rates between Upper Mis- 
sissippi River crossings and points in Iowa, Minnesota, Missouri 
and South Dakota. 
1. and S. 1848—Sand and gravel from stations on C. & W. C. Ry. 
to the southeast. 


October 4—Argument at Washington, D. C.: 
* |. and S. 1851—Loading and unloading live stock at Chicago, Ill. 


October 4—Omaha, Nebr.—Examiner Flynn: 
14953—A. B. A. Oil Co. et al. vs. Santa Fe et al. 
15002—Crowell Lumber & Grain Co. vs. Director General. 


October 5—Phoenix, Ariz.—Commissioner Cox and/or Examiner Bard- 









































well: 
14941—Investigation into the administration of Section 4 of the 
Interstate Commerce Act (per Senate resolution of March 3), 


October 5—Phoenix, Ariz.—Examiner Fleming: 
14637—-State of Arizona, ex rel. Arizona Corporation Commission vs. 
Ariz, Eastern R. R. et al. 
14817—State of Arizona ex rel. Arizona Corporation Commission vs. 
Ariz, Eastern R. R. et al. 


October 6—Phoenix, Ariz.—Examiner Fleming: 
ap =a Packing Company vs. Director General, Arizona 
astern. 


October 8—Washington, D. C.—Examiner Marchand: 

* Valuation Docket 260—In re tentative valuation of the properties 
of Pere Marquette R. R., Grand Rapids, Kalkaska & Southeastern 
R. R. Co., Huron & Western R. R. Co., and Chicago & West 

Michigan Ry. Co. 


October 8—Sioux City, Ia.—Examiner Flynn: 
14928—Headington and Hedenburgh vs. Director General. 


October 8—Phoenix, Ariz.—Examiner Fleming: 
—— Corporation Commission vs. Arizona Eastern R. R. 
et al. 
October 8—Evansville, Ind.—Examiner Fuller: 
14857—J. Woolley Coal Company et al. vs. Southern Ry. 


October 8—Washington, D. C.—Examiner Pattison: 
Val. Dkt. No. 235—In re tentative valuation of the properties of 
the Virginian Railway Company and the Virginian Terminal Rail- 
way Company. 
October 10—Sioux Falls, S. D.—Examiner Flynn: 
1§000—-Sioux Falls Live Stock Exchange et al. vs. Santa Fe et al. 
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October 10—Argument at Washington, D. C.: 
13273—In the matter of interstate and intrastate rates for the trans. 
portation of ordinary live stock, C. L., from points in Neb 
to Omaha, and South Omaha, Nebr. in their relation to rates on 
the same commodity, C. L., from points in Nebraska to Kansas 
City and St. Joseph, Mo., and Sioux City, Ia. 


oe a Orleans, La.—Commissioner Cox and/or Examine 
ardwell: 
14941—Investigation into the administration of Section 4 of the 
Interstate Commerce Act (per Senate resolution of March 3), 


October 10—Washington, D. C.: 

Ex Parte 85. In the matter of accounting for investment in roag 
and equipment with regard to the determination of the amount ty 
be charged to balance sheet account 701 of (1) the Chi. & Eastem 
Illinois Railway Company, (2) Kansas, Oklahoma & Gulf Railway 
Company, (3) and, Missouri-Kansas-Texas Railroad Company, 


October 11—Argument at Washington, D. C.: 
Fourth section application 12278—Paper and paper articles from 
Wisconsin, Minnesota, Michigan and Canada, to New Orleans, La 


October 11—Oklahoma City, Okla.—Examiner Keeler: 
* a —-tar eeeenen Commission of Oklahoma vs. Abilene & South. 
ern et al. 
Fourth section applicatiors 671 and 12291 of F. A. Leland (grain, 
ea meres etc., between points in Oklahoma and points jp 
exas). 
* 13518—Federal Grain Co. et al. vs. A. T. & S. F. et al. 
* 14927—Oklahoma Millers’ Asso. vs. A. T. & S. F. et al. 


October 12—Argument at Washington, D. C.: 
11911—General Electric Company vs. Director-General, N. Y, ¢ 


et al. 

12479—American Shipbuilders Co. et al. vs. Director-General, B. 
& O. R. R. et al. 

12479-Sub. No. 1—Frank A. Scott and J. O. Eaton, Receivers from 
Standard Parts Company vs. Director-General, B. & O. R. R. et al, 

13122—Firestone Tire & Rubber Company vs. P. R. R. 

12278—Post Bros. Tile Co. vs. Director General, St. L.-S. F. et al. 


October 12—Atlanta, Ga.—Commissioner Cox and/or Examiner Bard. 


well: 
14941—Investigation into the administration of Section 4 of the 
Interstate Commerce Act (per Senate resolution of March 3), 


October 15—Argument at Washington, D. C.: 
14422—Texas Chamber of Commerce, et al. vs. Director General, A. 
T. & S. F. et al. 
13713—The C. Reiss Coal Co. vs. P. M., Director General et al. 
13462—Aunt Jemima Mills Co. vs. Director General, C. B. & Q. etal 


October 15—Salt Lake City, Utah—Examiner Mackley: 
14721—-State of Utah vs. Bamberger Electric Railroad Co., Director 
General, et al. 
14721 (Sub. 1)—Union Portland Cement Co. vs. Director General. 


Coney eT emingtion, D. C.—Commissioner Cox and/or Examiner 
ardwell: 
14941—Investigation into. the administration of Section 4 of the 
Interstate Commerce Act (per Senate resolution of March 3), 


October 15—Washington, D. C.—Examiner Pattison: 
Val. Dkt. No. 165—In re tentative valuation of the property of the 
Baltimore and Sparrow’s Point Railroad Company. 


October 16—Argument at Washington, D. C.: 
14576—White Star Line vs. N. Y. C. et al. 
13606—The Larrowe Milling Co. vs. Ann Arbor et al. 


October 17—Argument at Washington, D. C.: 
14212—Armour & Co. vs. P. R. R. 
14240—Armour & Co. vs. D. L. & W. 
14248—M. Bortz Co. et al. vs. Ann Arbor et al. 
13698—Thomas Madden, Son & Co. vs. Director General, C. & O. et al. 


October 17—Washington, D. C.—Examiner Pattison: 
Val. Dkt. No. 306—In re tentative valuation of the property o 
Knoxville, Sevierville & Eastern Railway. 


October 17—Little Rock, Ark.—Examiner Keeler: : 
* |, and S. 1891—Concentration charges on cotton at Memphis, East 
St. Louis and points in Arkansas and Missouri, etc. 


October 18—Argument at Washington, D. C.: 
14167—C. M. & St. P. Ry. Co. vs. U. P. et al. 
13806—Meyer Vasquez Produce Co. vs. Director General. 
14087—Indiana State Chamber of Commerce vs. A. T, & S. F. et a 


October 18—Washington, D. C.—Examiner Kelly: 
Val. Dkt. No. 309—In re tentative valuation of the property of Lake 
Tahoe Railway & Transportation Company. 


October 19—Argument at Washington, D. C.: 
14019—The Davis Fire Brick Co. et al. vs. B. & O. et al. 
14249—Chicago Retort & Fire Brick Co. vs. C. R. I. & P. et al. 


October 19—Colorado Springs, Colo.—Examiner Mackley: 
14847—The Pikes Peak Co-operative Lettuce & Produce Growers 
Ass’n. vs. Midland Terminal Ry. et al. 
14847 (Sub. No. 1)—The Pikes Peak Co-operative Lettuce & Produce 
Growers Ass’n. vs. Midland Terminal Ry. et al. 


October 19—Shreveport, La.—Exeaminer Keeler: 5 
* I, and S. 1877—Minimum class rates from Atlantic seaboard to A! 
kansas and Louisiana. 


October 19—Washington, D. C.—Examiner Pattison: the 
Val. Dkt. No. 288—In re tentative valuation of the property of 
Washington, Idaho & Montana Railway. 


October 20—Argument at Washington, D. C.: Fi 
13903—The Bay City Transportation Asso. vs. Director General al! 
Michigan Central. 
13111—The Kneeland Bigelow Co. et al. vs. Michigan Central. 


October 22—Argument at Washington, D. C.: 
13453—Pittsburgh Coal Producers’ Asso. vs. P. C. C. & St. L. 
13799—Transcontinental Oil Co. vs. M. K. & T. et al. 


October 22—Denver, Colo.—Examiner Mackley: 5h 
be ‘cranes National Live Stock Asso. et al. vs. A. T. & © 
et al. 


October 22—Washington, D. C.—Examiner Kelly: 
Val Dkt. No. 310—In re tentative valuation of the property 
Virginia & Southwestern Railway Company. 
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<1) SHIPPERS WHO FEEL THEIR RATES 
4 | ARE PROHIBITIVE 


Should first approach the carrier with a carefully considered and comprehen- 
South. sively prepared, concrete proposition, showing how or why— 


(grain, 


ints in 1, The present rate works to his disadvantage ; 

2. His rate is unreasonable or unjustly discriminatory; 

3. The competition he has to meet; 
Yc 4, How, perhaps, readjustment would inure to the carrier’s qurenngn, a 
ral, B, well as the shipper’s. GAS 
'S from 
a | Note 1. 
Bart | Where any or all of these features are involved, if the shipper sets forth the 
ot the EY facts in a convincing manner he is usually far more successful, saves more time 

| and money, than he who merely insists his rates are too high and demands read- 

eral, A justment, and, failing in that, proceeds before the Commission, or through his 
Yet Congressmen, in an effort to secure relief. Dealing in generalities is a slow 


method of achieving results. Definite proposals, with substantiating evidence, 
Director TY compel consideration. 


eral, 


sae Proceedings before the Commission at best are slow and expensive, and many 
ou are inclined to put up with unfair rates and shipping conditions, rather than 
3). | tie themselves up in formal proceedings. Furthermore, this plan does not make 
aa for better co-operation between carriers and shippers, so necessary to commer- 


cial welfare. What will you do? The carriers haven’t sufficient forces to work 
up everybody’s rate troubles in order that they may apply a remedy. You couldn't 
afford to pay rates sufficiently high to enable carriers to carry such large forces, 
but there is a solution. 


0. et a Note 2. The Solution: 
nae ¢ The Traffic Service Corporation rate and traffic specialists will, on short no- 
— tice, make a thorough analysis of your rate adjustments and recommend changes 


necessary if merited, setting forth all pertinent data and facts which will enable 
you to go to the carrier and show it what you are getting and what you are 
oan entitled to—quickly. If rate matters were thus handled, the Commission’s docket 
would be less congested, more people would be enjoying their inherent rights, 


oa business would constantly improve. Try it. Let us diagnose your case. If our 

analysis and exhibits are not convincing to the carriers, they can then be used 
t al. in a formal proceeding before the Commission. Chances are, however, the car- 
- Growet AE rier will meet you half way. 


z Produce 


“ll TRAFFIC SERVICE CORPORATION 


Special Service Department 


eneral and 


ral. 


. “At Your Service” | 
T. &8F | 505 Colorado Bldg. Washington, D. C. | 
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October 22—Washington, D. C.—Examiner Pattison: 
Val. Dkt. No. In re tentative valuation of the property of 
the Birmingham & Northwestern Railway Company. 


October 23—Argument at Washington, D. C.: 
14319—Floyd & Co. vs. Alabama & me ey et al. 
13926—Standard Oil Co. (Ky.) vs. Director General, A. T. & N. 
14075—Commercial Coal Co. et al. vs. L. & N. 


October 23—Denver, Colo.—Examiner Mackley: 
14989—Nebraska Cement Co. vs. A. T. & S. F. et al. 
14914—Oklahoma Portland Cement Co. vs. St. L.-S. F. et al. 
15024—Nebraska Cement Co. vs. A. T. & S. F. et al. 
October 24—Argument at Washington, D. C.: 
13822—Traffic Bureau of Nashville et al. vs. L. & N. et al. 
Portions of fourth section applications 2056, 2061, 2057 and 2063 of 
J. F. Tucker (Commodities from Buffalo, Pittsburgh, Detroit, To- 
ledo and Cleveland to Nashville, Tenn.) 


et al. 


13848—Traffic Bureau of Knoxville, Inc., vs. Sou. Ry. et al. Such 
fourth section departures as may exist. 
14015—Chattanooga Manufacturers’ Asso. et al. vs. L. & N. et al 


Portions of fourth section applications 1952 of L. & N., 458 of N. C. 
& St. L., 3965 of C. N. O. & T. P., 1548 of Sou. Ry., and 2061 of 
J. F. Tucker (iron and steel from Buffalo-Pittsburgh territory to 
Memphis, Helena, Greenville, Vicksburg, Natchez, etc.) 
October 24—Washington, D. C.—Examiner Pattison: 
Val. Dkt. No. 30i—In re tentative valuation of the property of 
Cumberland & Pennsylvania Railroad Company. 


October 25—Argument at Washington, D. C.: 

14086—The Atlantic Refining Co. vs. ‘A. B. & A. et al. 

14253—Joseph Bancroft & Sons Co. et al. vs. P. & R. et al. 

13967—Alan Wood Iron & Steel Co, et al. vs. P. R. R. et al. 
October 26—Argument at Washington, D. C.: 

13120 (and affiliated cases)—National League of Commission Mer- 
chants of the United States vs. P. R. R. et al. 

13853—Whalen Pulp & Paper Mills, Ltd., vs. Director General and 
Grand Trung Pacific. 

October 29—Washington, D. C.—Examiner Marchand: ? 

* Val. Dkt. No. 223—In re tentative valuation of the property of Hill 
City Railway Company. 

October 29—Washington, D. C.—Examiner Kelly: 

Val. Dkt. No, 289—In re tentative valuation of the property of 
the Cumberland Railroad Company. 

October 29—Washington, D. C.—Examiner Pattison: 

Val. Dkt. No. 327—In re tentative valuations of the properties of 
the Great Northern Railway Company and Montana Eastern 
Railway Company. 

October 29—Washington, D. C.—Examiner Marchand: 

* Val. Dkt. No. 297—In re tentative valuation of the property of the 

Denison & Pacific Suburban Railway Company. 


October 29—Washington, D. C.—Examiner Pattison: 

Val. Dkt. No. 52—In re tentative valuation of the property of Farm- 
ers Grain & Shipping Company. 

Val. Dkt. No. 53—In re supplemental tentative valuation of the 
property of Brandon, Devils Lake & Southern Railway Company. 

Val. Dkt. No. 82—In re tentative valuation of the property of Mon- 
tana Western Railway Company. 

Val. Dkt. No. 201—In re tentative valuation of the property of Minne- 
apolis Western Railway Company. : 

Val. Dkt. No, 213—In re tentative valuation of the property of Du- 
luth Terminal Railway Company. 

Val. Dkt. No. 218—In re tentative valuation of the property of 
the Duluth and Superior Bridge Company. 


October 31—Washington, D. C.—Examiner Kelly: 

Val. Dkt. No, 302—In re the tentative valuation of the property 

of Gulf & Ship Island Railroad Company. 
November 2—Washington, D. C.—Examiner Kelly: 

Val. Dkt. No. 319—In re tentative valuation of the property of the 
Natchez, Columbia & Mobile Railroad. 

November 5—Washington, D. C.—Examiner Marchand: 

‘Val. Dkt. No. 199—In re tentative valuation of the property of the 
Greenwich & Johnsonville Railway Company. 

‘Val. Dkt. No. 296—In re tentative valuations of the properties of 
the Cooperstown and Charlotte Valley Railroad Company and the 
Cooperstown & Susquehanna Valley Railroad. 

‘Val, Dkt. No. 328—In re tentative valuations of the properties of 
the Delaware & Hudson Company et al. 

November 12—Washington, D. C.—Examiner Kelly: 

Val. Dkt. No. 307—In re tentative valuation of the property of Rut- 

land Railroad Company and Addison Railroad. Company 
November 19—Washington, D. C.—Examiner Marchand: 

‘Val. Dkt. No. 329—In re tentative valuation of the properties of the 
Oregon-Washington Railroad & Navigation Company and Des 
Chutes Railroad Company. 

November 20—Washington, D. C.—Examiner Sweet: 


Val. Dkt. No. 268—In re tentative valuation of the property of 
the Due West Railway Company. 


November 23—Washington, D. C.—Examiner Sweet: 
Val. Dkt. No. 299—In re tentative valuation of the property of 
the Sierra Railway Company of California. 
November 27—Washington, D. C.—Examiner Marchand: 
‘Val. Dkt. No. 300—In re tentative valuation of the property of the 
Arizona and New Mexico Railway Company. 


THE TRAFFIC WORLD 





Vol. XXXII, No, 


November 27—Washington, D. C.—Fxaminer Sweet: 

Val. Dkt. No. 305—In re tentative valuation of the property of New 
Orleans Great Northern Railroad Company. 

December 3—Washington, D. C.—Examiner Kelly: 

Val. Dkt. No. 311—In re tentative valuations of the 
the New York, New Haven & Hartford Railroad 
others, 

December 3—Washington, D. C.—Examiner Kelley: 

Val. Dkt. No. 77—In re tentative valuation of the property of Woo 
River Branch Railroad Company. 

Val. Dkt. No, 131—In re tentative valuation of the property of Union 
Freight Railroad Company. 

Val. Dkt, No. 183—In re tentative valuation of the properties of 
the Rhode Island Company and the Narragansett Pier Railroad 
Company. 

December 4—Washington, D. C.—Examiner Marchand: 

‘Val. Dkt. No, 313—In re tentative valuation of the property of 

Nevada County Narrow Gauge Railroad Company. 

December 7—Washington, D. C.—Examiner Marchand: 
‘Val. Dkt. No. 316—In re tentative valuation of the property of the 
Akron Union Passenger Depot Company. 

December 10—Washington, D. C.—Examiner Marchand: 

‘Val, Dkt. No. 312—In re tentative valuation of the properties of 

Georgia Railroad and the Georgia Railroad and Banking Company, 
December 17—Washington, D. C.—Examiner Marchand: 

‘Val. Dkt. No. 320—In re tentative valuation report on the property 
+ ances and Michigan Railway Company as of June 3, 


roperties of 
Ompany and 


GUARANTY AND DEFICIT CERTIFICATES 


The Commission has certified to the Secretary of the Treas. 
ury that in final settlement of the guaranty the South Map 
chester Railroad Company owes the government $1,079.16 and 
that the Carolina Railroad Company owes the government 
$910.78. It certified that $620,615.46 was due the Boston & 
Maine in final settlement of the guaranty, making the total 
payment under the guaranty to that company $11,220,615.46. 


PROPOSES. NEW LINE IN TEXAS 

The Rio Grande City & Northern Railway Company has 
applied to the Commission for authority to build a line of rail- 
road from Sam Fordyce to Mirando City, Tex., a distance of 
85 miles. The applicant said the line would serve a section 
of the lower Rio Grande Valley now without rail facilities and 
open for settlement a large acreage of irrigated land. In addi- 
tion, it said, the line would serve the large cattle interests 
adjacent, and reach a large oil producing territory as well. 


AUTOMATIC TRAIN CONTROL 


The Commission has issued a report by W. H. Harland, 
chief of the section of signals and train control of the bureau 
of safety, on tests of the automatic train control system of the 
Sprague Safety Control and Signal Corporation as _ installed 
in the electrified zone of the New York Central Lines between 
Ossining, N. Y., and Tarrytown, N. Y. The chief recommended 
that a more extensive installation be made where the real 
value of the system could be more fully demonstrated. He 
said the tests disclosed that the system had such inherent 
merit that more complete tests should be made. 


ABANDONMENT AUTHORIZED 
The Commission has authorized the Cimarron & North 
western to abandon fourteen miles of its line, from Ponil Park 
to South Ponil, N. M. The line was built originally to serve 
the lumber industry in the region of Ponil Park, the applicant 
said. The timber as been cut and there is no more trafic, 
hence the desire to abandon. 


ARCADE & ATTICA BONDS 


The Commission has authorized the Arcade & Attica {0 
issue $35,000 6 per cent mortgage bonds, the proceeds of which 
are to be used in paying off debts. 


THE DAILY TRAFFIC WORLD is delivered by 
messenger to Chicago Loop subscribers and forwarded 
under first class postage to all the others, thus insurilg 
prompt and regular receipt. 
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WINDWARD ISLANDS SERVICE 
Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Kingston, Jamaica; Port au Prince, Haiti; San Domingo City; 
San Juan, Porto Rico; Guadeloupe; Martinique, Barbados and 
Trinidad. Also North Coast of South America and Curacao as sufficient 
cargo offers. 





EUROPEAN SERVICE 
United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, Ghent, Havre, 
Bordeaux and other French Atlantic ports. 


ST. LOUIS OFFICE: 1217 Pierce Building 
IRVING H. HELLER, Manager 


KANSAS CITY OFFICE: 1040 New York Life Building 
A. J. FORD, Manager 


NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 
25 Beaver Street 
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BPNNEOW socks diner Man. Waukesha .......... Wis. Manitowoc .......... Wis. 
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earner Alta. neg Ashland Wis 
= oo ea Wis. 2 Se see Sy ete 
CIE. ke eared e Alta. Men : Thief River Falls...Minn. 
Se ere Wis. i 5 

Saskatoon .......... Sask. : Valley City ......... N. D. 
Appleton Dhar an wate ee Se Wis. Jamestown , .N. D. 

VaneGuver .... i. <ees% B. C. Green Bay .......... Wis. Edgeley ee ae 
WIRDOOIG: sch cocoon B. C. SRAWENG .ccccecccccs Wis. co ee N. D. 
Milwaukee .......... Wis. Stevens Point ....... Wis. PUN. ook ccociomse aes N. D 


And all Points in the Northwest on Canadian Pacific, Canadian National, Great Northern, Midland 
Continental, Northern Pacific, O. W. R. R. & N. Co. and Spokane International Railways. 


CONNECTIONS OF THE SOO LINE 


CHICAGO, ILL. FAITHORN JCT.. MICH MINNESOTA TRANSFER, MINN. 
All Lines ‘ ‘ ti P Burlington Route 
Wisconsin & Michigan R. R. Chicago Great Western R. R. 
DULUTH, MINN. MACKINAW CITY, MICH. Chicago, Milwaukee & St. Paul Ry. 
Duluth, Missabe & Northern Ry. Michigan Central R. R. pee a Pg weve. E —" Ry. 
Duluth, South Shore & Atlantic Ry. Pennsylvania System yg Mn vk — " e. 
sagt omg: Bg Re MANISTIQUE, MICH. Minneapolis & St. Louis Ry. 
Duluth & Iron Range R. a Ann Arbor R. R. Northern Pacific Ry. 
Great Northern Ry. MANITOWOC, WIS. WIMBLEDON, N. D. 
Northern Pacific Ry. Ann Arbor R. R. Midland Continental R. R. 
a Pere Marquette Ry. PORTAL, N. D. 
‘ " Canadian Pacific Ry. 
Cana if MILWAUKEE, WIS. SAULT STE. MARIE, MICH. 
dian Pacific Ry. Grand Trunk Ry 
Canadian National Rys. Pere Marquette Ry. Canadian Pacific Ry. 


Algoma Central Ry. 


(ve avoid delay, shipments for Canadian destinations must be accompanied by SHIPPERS’ EXPORT DECLARATION MADE IN TRIPLICATE.) 
This document must be delivered railroad agent at initial point with the shipment and accompany same to Canadian port of entry. 


Boston, Mass., 40 Central St. AGENCIES Pittsburgh, Pa., 340 Sixth Ave. 

Buffalo, N. Y., 409-410 Iroquois Bldg. Los Angeles, Cal., 605 So. Spring St. Portland, Ore., 55 Third St. 

Chicago, Ill., 140 South Clark St. Memphis, Tenn., Porter Bldg. St. Louis, Mo., 2050 Railway Exch. Bldg. 
940 Rookery Bldg. Milwaukee, Wis., 68 Wisconsin St. St. Paul, Minn., 1112 Merchants National 

Chippewa Falls, Wis. 913 Majestic Bldg. Bank Bldg. 

Cincinnati, O., 409 Traction Bldg. Minneapolis, Minn., Soo Line Bidg., 5th St. San Francisco, Cal., 675 Market St. 

Cleveland, O., 1040 Prospect Ave. and Marquette Ave. Sault Ste. Marie, Mich. 

Detroit, Mich., 311 Free Press Bldg. Neenah, Wis. Seattle, Wash., 608 2nd Ave. 

Duluth, Minn., 320 West Superior St. New York, N. Y., Woolworth Bldg. Spokane, Wash., 106 Old Nat’! Bank Bldg. 

Grand Rapids, Mich., 414 Linquist Bldg. Omaha, Neb., 1025 W. O. W. Bldg. Superior, Wis. 

Indianapolis, Ind., 522 Merch. Bank Bldg. Philadelphia, Pa., Cross Bldg., Locust St. at Waukesha, Wis. 

Kansas City, Mo., 738 Railway Ex. Bldg. 15th. Winnipeg, Man., 603-604 Lombard Bldg. 
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Com. Agt., 


Houston, Tex. 









ASSASSSSSSS 


Kee MMMM 


Galveston 





m | i es 
0 | OF 

“i 

” | gee M EX I Cc Oo 


SPEEDY, 


ACCURATE, 
AND 


ACCOMMODATING 
PERFORMANCE 





Making close connection with the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexico via Laredo. 


List of Direct Connecting Rail Lines: 


Aransas Harbor Terminal Railway 
Fredericksburg & Northern Ry. 
Gulf Coast Lines 

Gulf Colorado & Santa Fe Ry. 
International & Great Northern Ry. 
Missouri, Kansas & Texas Ry. 
Southern Pacific Lines 

















_San Antonio _| Corpus Christi Laredo via Alice San Antonio. Uvalde & Gulf R. R. 
eee % days days 3 days 34 days 4 days San Antonio Southern Ry. 
oe: See ° « ri « 3 «s 333 es 4 « St. Louis Southwestern Ry. (Cotton Belt) 
rleans! 3 days 3% * ae , . 2 3° Sugar Land Ry. 


Proportionate service to above is rendered to all intermediate points. a 2 Brazos V Valley Ry. 
SSS exas 













Where they reach 
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Twenty-five Million Dollars for 221 New Miles of Southern Pacific 


The Southern Pacific has not ceased from pioneering. In two widely separated sec- 
tions it is closing gaps in its lines, creating new through routes and opening new countries 


for development. 


In Western Oregon—The Natron Cut-off 


By building 118 miles of new line from 
Oakridge, in the center of Western Ore- 
gon, to Kirk, Oregon, the terminus of the 
present Klamath Falls branch, which con- 
nects with the main line at Weed, Cali- 
fornia, a new shorter through route with 
better grades will be provided between 
Oregon and California, penetrating a rich 
and promising territory, not now provided 
with railroad facilities. 


In Western Mexico—The Tepic Line 


Twenty-five hundred miles distant from this 
Oregon work (as far as from Ohio to Califor- 
nia) by 103 miles of new mountain construc- 
tion, the Southern Pacific is closing another 
gap in its lines on the West Coast of Mexico 
between Tepic and La Quemada, which will 
permit through service between Western 
United States and Guadalajara, City of Mexico 
and Vera Cruz, provide a new route between 
Eastern, Central and Western Mexico and 
open up fertile districts for settlement. 









Our map will assist you in visualizing the distance between these two undertakings 


and in realizing the far-flung field of enterprise and vast and varied capacity for trans- 


portation service afforded by the SOUTHERN PACIFIC LINES. 
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